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PREFAC'E 
Concurrently with other investigations, thc Department of Economics 
and Comoro@ in this University during 1937, 1938 and 1939 conducted research 
into the cost structure of Australian industry. The rosoarchcr, Mr. D. L. 
Andorson, B.Com.,• prefaced his monograph by pointing out that the utility 
of such an investigation was difficult to define before the results of the 
investigation wore known. The saMo observation may be made of the present 
study; the results of which can only be said to be indeterminate. Nor can 
the work done be justified on the grounds that it constitutes, to quote 
Andorson, "a first stop in a theoretical analysis Which may finally result 
in same practical result, such as the improvement of economic or technical 
.efficiency." For examplo, inductive confirmation of some of the currently 
.hold theorios of industrial location' wore sought but little light has been 
thrown on the applicability of . Suchtheories. It was'docided to conduct an 
cxamination of the effects of shipping costs on.specifid industries for two 
reasons.. Firstly, the financial history of the State since Federation has 
emphasised the cost of Bass Strait to the Tasmanian community, 'Being wholly 
dependent on sea carriage for the transportation of imports and exports, 
every ship and every freight rate,is.a factor in the prosperity of the State.. 
SOcondiy, the survey conducted last year of the groSs.and net laboUr absorp-
tivo capacity of Tasmz?.hian decondary industries suggested that the ruling 
level . of shipping froight rates wns a determiningt factor so far as output 
Policies and industrial oxpd.nsion were concerned.''' ) Howover, it may even be 
that, particularly whero .production economies are desired, output is expanded 
' in spite of freight costs. 
For a'full understanding of the Tasmanian position it is necessary 
to roaliso that not only is Tasmania isolated from the other States, but it 
is divided into four sections each of  whichis economically isolated from 
the others'. Although 'a very small State the climate and the quality of the 
sda vary considerably, with the result that each scotion specialises in 
particular branch of primary production. 
Tho West is an extensive mining field - its only port is Strahan. 
The Noith West Coast producea chiefly oats, peas, Potatoes, timber and fat 
stock and its interstate ports arc Stanley, Burnie, Dovonport and Ulverstone. 
The North and North East produces chiefly wool, grain,' hay and fruit, and 
is served almost wholly by the port of Launceston. The chief primary—prod-
ucts of the South are fruit and timber for which the interstate port is • 
Hobart. The exportable output of the secondary industries is also distrib-
uted among the four groups of Torts. • • 	• 
• In regard to secondary industry it is hardly necessary to stress 
the point that the tariff has not succeeded in promoting manufacturing in-
dustry in Tasmania. Owing to the absence of a home market, the limited . 
supply of labour and tho insular position of the State with the keen main-
land compotition, it is difficult to anticipate that manufacturing indust-
ries on a largo scalc are likely to locate in Tasmania. On the other hand, 
tho prosont State Government's declared policy of post war industrial 
development is understood to bo yielding results and already a number of 
now establishments havd commenced production. The continuance and exten-
sion of this policy will largoly depend on the relative bargaining power of 
Tasmania as againut other States anxious to develop industrially. As will 
be noted in Chaptor VIII it must be realised that the term "dOcentralisation 
of secondary industry" moans one thing to such industrialised states as 
Victoria and New South Wales and another to the outlying states, particularly 
Tasmania and Western Australia: 
Chapter I relates to the affects of the Coasting Trade provisions 
of the Navigation Act'of 1912-43. Whethor.Tasmania is worse off than she 
would bo under. free competition in shipping is questionable. Tasmania • 
needs regularity of service more than any other state, and, as she is off 
the main line of traffic Tasmanian trades are rather in the nature of a 
divoreion and hence moro.expensivo. 	 • • 
(1):'Tho Location of Industry and Distribution of Employment;" by C. P. 
Haddon-Cavo, (University of Tasmania). • 
Tho.Economics of Shipping Freight Rateb.and Services. 
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THE COASTING TRADE PROVISIONS  OF THE NAVIGATION ACT, 1912-43  
1. 	The Navigation Bill was originally drafted by the late 
Hen. C. C. Kinsston in 1902,. 	and was first introduced into thc Senate . 
in 1904, by the first Deakin administration. It was withdrawn for 
further consideration and redrafted by a Royal Commission, and re- . 
submitted in 1906, but was again withdrawn pending tho Navigation Con- 
•fcrence in London in 1907. This conference concerned the United King- 
- dom, Australia and New Zealand and was held in London on the subject 
'of "Ylerchant Shipping Legislation". - The main principles of the Royal 
Commission's draft bill were considered. The conference recommended, 
inter alia:- 
"That the coastal trade of the Commonwealth be reserved 
for ships on the Australian register, i.e: ships con-
forming to Australian conditions, and liconsod to 
trado on the Australian coast". 
• 2. 	'This resolution was embodied in the draft bill, which after 
being submitted your by year to the Federal Parliament, was eventually 
passed in 1912 and proclaimed in 1913. In 1914 the operation of 'the 
Act was postponed at the request of the Imperial Government, and it 
did not actually come into force till 1st July, 1921, nineteen years 
after its original drafting. 
3. 	The first group of sections - the Coasting Trade plev- 
. isions - came into effect on 1st July 1921. Shortly after this por-
tion of the Act became operative the owners of a number of interstate 
ships tested the validity of the application of the manning and accom-
°dation provisions of the Act to 'their ships, and the High Court 
decided' that those provisions did not apply to vessels solely engaged 
in the doMostic trade of a State. In consequence of this judgoment, 
the Commonwealth Government decided not to enforce the provisions of 
the'Act then in force on any intra-stato ships.. Other sections of the. 
Act 'came. into operation in the following yeas. 
4.: - The Navigation Act - Reasons for Enactment. 
The Commonwealth having adopted a policy of protection for 
• its industries through the Customs Tariff in order to maintain reason-
able labour conditions and standards of living, it was obvious that, 
unless some form of protection was provided for the .Australian industry 
of shippng, such industry could not bo operated under the same stand-
ards of hours and wages as were imposed on the protected industries for 
it would bc in competition with overseas vessels operating under lower 
standards. Again, the Commonwealth legislature realised the desirability 
of building up an Australian Mercantile EarinQ. The Act requires as a 
condition precedent to the issue of the, three-yearly licences to engage 
in the Australian coastal trade, compliance with certain specific con-. 
ditions as to manning andaeoommodation and also. as to the payment of 
wages in accordance with Australian standards. 
5. (a). Tho problem of protectingcoastal shipping is not pee ,- 
uliar to Australia; other countries having adopted similar measures. 
In America tho• coastwise laws 'wl .wlly'exCludo foreign vessels from coast-
wise commerce. The term "cor_u3twisen as used in relation to these laws 
includes not only the coasts of continental America, but also Porto Rico 
and Hawaii. Under the Merchant Marine Act 1920 (Section 21), the Pros- . 
ident, when he is satisfied that adequate service is furnished by 
American vessels, may extend the . operation of the "coaStwise" laws to 
cover the trade between. thc Unitod States. and the Philippines e The coast-. 
al trade of Canada is reserved exclusively to British ships. In order 
to participate in the coastal trade, vessels must not only be British-
owned, but also British built. Vessels British-owned but foreign-built 
can obtain a licence . to trade on tho coast only by paying a foe equalto 
25 of the value of the ship. Section 75 (1) of the Shipping and Seamen 
7 ,1. • 	••-.- . 2. 
i) 
In Chapter II special aspect's of the financial history 
of Tasmania relative to Federation will bo discussed. The Tasmanian 
"case" argues that the State •suffers mainly.becauso a policy is 
adopted by the Commonwealth which is dictated by the interests of 
the whole, but little attempt is made to moothor.special. needs. It 
will be maintained that it is extremely doubtful whether' the calcul- , 
ations made by the Economic Case Committee wore valid as a measure of 
the disability. 	In any case the real measure of the disability to 
,Tasmania on account of the Navigation Act is the amount necessary 
to soouro by subsidy a reasonably satisfactory and oconomical trans-
port service. 
Cahpter III trac€as the history of shipping control in 
• both the Great -Zr 1914-18 and the. recent world 7,ar 1939-45. So far 
as the latter is concerned special roferenco has boon made to the 
question of wartime marine insurance (both hull and cargo) which ha, 
to a oortain extent, been responsible for the wartime inflation of 
freight rates. 	Reference is also made to the two ill-fated attempts 
at Stato enterprise in the shipping industry. 	The policy of tho 
present Commonwealth Government appears to be in the direction of 
tho control of - froight and charter rates, fares, routes and sailings 
whilst leaving the function of ship operation to the private companies. 
Chapter IV and V will discuss respectively the economics 
of port terminals and shipping.froight.ratos with special reference to 
the Tasmanian trades. 	Thoso chapters will prepare the ground for the 
survey in . anapter VII of the effects of shipping costs on the cost 
'structure of Tasmanian exporting industries. 	Special reference will 
be made to the proportion -Which shivoing costs boar to the total costs 
of produotiOn and . selling price of the finished product. Chapter VI 
is dovoted to an ardysis of Tasmania's interstate and overseas rado 
as revealed by the published statistical data. 	Hence, the ground is 
prepared for thc task ofselecting the industries for which a cost 
- analysis is attempted. (Vide Chapter VII). 
Finally, in Chapter VIII wo shall be concerned with the 
relation of shipping freight ratos, or more corroctly shipping costs 
to thoso factors which determine the location of industry with special 
reference to the empirical examination of Chapter VII. 'ff course, 
whatever the reader concludes regarding the factor of proximity to 
market must be interprotod,.so far as industries, already located are 
. concerned, in static torms. The original reasons for so locating are 
ound to lose significance as new factors dictating production policies 
merge and an industry, onoo established, is difficult to movo for a 
complexity of economic and social reasons. 
The study has been financed from the Commonwealth Social 
Science Research Grant to Universities', until recently known as the 
Reconstruction Research Grant. 	Grateful recounition is made of the 
co-operation arid :Insistanco in the oollootion of data - a task besot 
with difficulties 	r000ivod from ontronours,: public sorvants and 
others too numorous to mention. 	'The Work was interrupted for threo 
months of 1945 Whilst the researcher was on loan to the Secondary 
Industries Division of the lanistry of Post-war Reconstruction, under 
the terms .of the Social Science - Research Grant, 
The University, 
HrBART. 
29/12/45. C. P. H.-C. 
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2. 
Act, 1908 of New Zealand reads, inter alia, as follows:- 
"Notwithstanding anything in this Act, it is hereby declared 
that whore the -Zastor, Owner, or Agent of any ship - 
(a) engages seamen in Now Zealand, 
(b) having engaged them abroad, employs them 
in New Zealand, • 
those seamen while so employed shall be paid and may recover 
the current rate of, wages for the time being ruling in Now 
,Zealand." 
(b) Other natioril that reserve their coastal trade to national 
ships include France, Spain, Belgium, Japan, Russia, Portugal, Brazil 
and Argentine. It'is• interesting to note that the following typos of 
shipping are reserved for French ships according to French law, viz:- 
(i) Coastal.fishing in territorial waters. 
(ii) Coastal trading (decree of 21st September 1793) 
(iii) Navigation between France and Algeria (law of 
2nd April 1885) 
(iv) Towing in French harbours. 
(c) Except in the case of New Zealand, where the restrictions on 
.coastal shipping are along the same lines as those existing in Australia, 
the conditions governing the coastal trade of Australia are loss discrim-
inating than those of other countries. On the Australian coast all nations 
arc treated alike, and the conditions laid. down apply to all. 
	
6. 	Inquiries have been made from time to time as to the oper- 
ation and effect of the Navigation Act and the matter was made the sub-
ject of an exhaustive investigation by a Royal Commission of seven members 
appointed on 7th September 1923. The result of the Commissioners' invest- . 
igations is sot out in three minority reports dated 7th August 1924 - 
(a) Two members recommended that Part V1 (the Coastal Trade) 
of the Navigation Act be repealed. 
(b) Throe other members recommended that the Navigation Act 
remain as it stood, that the official administration 
be changed end that the officer responsible for admin-
istration be placed directly under a'hdnistor. 
(c) Finally, two members recommended - 
(i) . That the Coastal Trading provisions pf 
Navigaticn Act be repealed; 
(W . That there be substituted adequate duties 
under the. Customs Tariff Act upon all 
foreign shipping with a lessor prefer-
ential rate upon British shipping, cal-
culated in the. case of cargoes upon tho 
ratos of freight charged porton; and in 
the case of passengers, upon the fares 
charged; 
Odi) All other sections of the Navigation Act to stand. 
7. 	The first two Commissioners referred to above declared that 
an Australian-owned -!iercantile Larinc did not exist and, furthermore, 
that it was not likely to' come into operation by reason of the Navigation 
Act. They wero particularly impressed with the fact that the greater the 
distance from the industrial centres of New South Wales and Victoria the 
greater the outcry against the effects of the Navigation Act. The farther 
the population - was removed from railway facilities and hence depondont on 
sea carriage(, the stronger . thc.demand for removal of restrictions •placed 
on shippinr', services by the Act, 
(1) Tasmania, of Course, roprosonts the extreme case. 
7 
.1 
3. 
8. 	It was found that New South Wales and Victoria are not 
affected by the operation of the Navigation Act to the same degree 
that trade and industry in other states are affected by it, for the 
.following reasons:- 
(a) Now South Wales and Victoria are well served by railways. 
(b) Now South Wales. and Victoria have extensive local markets. 
which absorbs the greater proportion of primary and sec- . 
ondarjr outputj2)The high freight question therefore, 
Is not so urgent. 	. 
(c) The Navigation Act has tended to centralize shipping, 
trade and industry near the large centres of population. 
Hence the difficulties of the outlying States are 
aggravated. 
9.(a) With cregard to Tasmania the Commissioners pointed out 
that this state is in an entirely different position from any of the 
other states, in that it is solely dependent on sea carriage for the 
transportation of cargo to, the mainland, and the island is off the 
route of ordinary coastal shipping. 
(b)The Commissioners found that "of the Tasmanian ports 
atrahan has.no service, the North West coast ports of Stanley, Devon- . 
port, Burnie and Ulverstono have a good service, Launceston has a direct 
cargo and passenger service with Melbourne, whilst Hobart's one regular 
interstate service is with Sydney". 
(c) Before the Groat War of 1914-18 Hobart had-a-dfrect weekly 
service with Melbourne, provided* by large vessels of about 6,000 tons, 
which did the round trip - New Zealand, Melbourne, Hobart and-then Melb-
ourne, back to New Zealand. This was a regular passenger....ad cargo 
service.. There was also, 	 • 
(i) a regular passenger and cargo service from 
Hobart - to Melbourne, via Strahan, which 
•provided direct communication to enable 
Hobart to trade with the mining districts 
of the West Coast; 
(ii) a weekly passenger and ,cargoservice between 
Hobart, Sydney - Hobart; and Hobart - Sydney - 
New Zealand; 
(iii) a direct fortnightly service from England to 
Hobart provided by vessels of the New Zeal-
and Shipping Company and the Shaw Savill 
and Albion Steamship 'Company. (Hence, 
Hobart was the transhipping port for a'num-
ber of passengers for the other States.) 
(d) The Commissioners investigated the question of interstate 
. and oversoa services to Hobart, and whether the curtailment was duo to 
the operation of the Navigation Act. In regard to the P & 0 vessels, 
there was considerable evidence submitted that the Navigation Act prev-
ented them from calling, unless under contract to lift cargoes of fruit. 
, Again, the evidence seemed to indicate that the service between Hobart 
•and Now Zealand via Sydney and Melbourne ceased because calling at 
. Hobart constituted "coastal trading" and the vessels calling would have 
to "license" under the Navigation Act, and incur all the conditions and 
. expenses attendant thereto. The same applied to the -discontinuance, of 
the Hobart - Strahan - Melbourne service. 
(e) The question then arose as to the effect on Tasmania of 
the cessation of the above services. Particular reference was made to 
the tourist traffic and it was noted that Tasmania caters for tourists 
. to a greater extent than most of the other States and that value of the 
(.This is the essence of the freight rate problem for the outlying states 
of Tasmania and Western Australia. The main markets for the products ?, 
aro not located in the home state. See detailed discussion in.ChapterVIId 
4. 
tourist - traffic is considorablo. It was claimed that the fact that tho 
mail boats wore no longer permitted to carrypassengers interstate prev-
ented wealthy tourists visiting Tasmania. Prior to the Groat War 1914- 
1918 the number Of tourists who travelled via the "apple trip" was in- • 
creasing, and this branch of the tourist traffic was being built up, when 
the war stopped it, and the Navigation Act prevented its revival. 
(f) The Commissioners were of the opinion, in regard to the 
tourist traffic:- 
(i) that the tourist traffic to Tasmania had suffered. 
by reasons of the operation of the coastal 
trading sections of the Navigation Act; and 
(ii)that the shipping facilities to Tasmania for pass- . 0 	• angers during the summer months of each year 
were - inadequate for the tourist traffic. 
 
(g) It was claimed during the hearing of evidence that many. 
avenues, of trade had•been blocked, as a result of the Navigation Act, that 
the pro-war trade routes had changed, and that Hobart was no longer a . 
.stepping place ontho now routes. 	For example, a regular trade was from 
Hobart to Adelaide, and thence to Western Australia; since all the vessels 
on that route wore overseas vessels the Act now prevented them carrying 
passengers and/or cargo between interstate ports. 
	
(h) 	Prior to the Navigation Act there was an increasing 
trade between Tasmania and Now Zealand, particularly in timbor, jam, and 
dessert fruits. 	Under the Act transhipment in Sydney became necessary, 
involving extra handling charges and hence trade ceased. Direct ship-
ments to New Zealand, Western Australia or North...Queensland ports were 
possible only by chartering special boats, which would probably have to 
travel to Hobart in ballast. 
10. (a) The three Commissioners who recommended that the Nav-
igation Act remain as it stoe.d, but that the official administration bo 
changed and tho officer responsible for administration bo placed directly 
under a Yinister, pointed out that the subject matter of the Commission . 
was originally entrusted to a Select Committee of the House of Represent-
atives. The Committee was appointed to inv'estigate statements made against 
the Navigation Act - - statements set forth and endorsed by the Tariff Board 
in its Annual Report dated 28th June 1923. The Chairman of the Tariff 
Board placed a memorandum before the Committee and .gave evidence in support 
of the Board's claim that "...the Navigation Act is working very detriment-
ally against the best interests of the primary and secondary producers. 
In regard to competitive marketing the Board stated the Act placed prod-
ucers in Queensland, Western Australia and Tasmania at a disadvantage 
when endeavouring to compote with imported goods shipped to other states"., 
(b) The throe Commissioners found no evidence that the dev-
elopment of the states of New South Wales, Victoria and South Australia 
had boon in any way retarded by the Act. Those states "contain throe-
fourths of -Australia's population, produce three-fourths of total primary. 
and secondary output, and between their ports are interchanged four-fifths 
of Australia's interstate cargoes! 4) The Commissioners were of the opinion 
that there had boon. no additional centralization in those States since 
the Navigation Act came into operation. 
(c) It was alleged in evidence that Tasmania had "been placed 
at a serious disadvantage" duo to the working of the Navigation Act. 
Against this the Commissioners maintained that Tasmanian exports, measured 
in actual tonnage, doubled from'I913 to 1923; again, that the export of 
fruit overseas, in 1923 was a record of 1,562,000 cases, and that more boats 
wont into Hobart in 1923 to ship fruit than over before; that although only 
MTranshipment charge's will be discussed in detail in Chapter IV. 
(4).Roport of the Royal Commission on the Navigation Act (Printed 20th August, 
1924). Report by Throe Commisaionors p.37.. 
;,.•• 
twagtoriffir,'" 
.` 	• 
s. 
half the numbers of fast mail boats visited the capital port, this 
fact applied to every capital port in Australia because the oversea 
mail service was 50 per cent below pre war. Again, "the rates on 
fruit and the products of fruit between interstate ports on ships 
under the Commonwealth Navigation Act and the arbitration laws are 
30 per cent above pre war rates. On oversea ships not affected by 
these laws the rates on fruit and the products of fruit are 60 to 
250 per cent above pre war rates."0.) (It should also be noted that 
1923 was Taamaniats record year in tourist traffic and that 98% of 
those who visited the state travelled on vessels manned by Austral-
ian seamen). 
(1) As a result of their investigations the Commiss-
ioners concluded that; there was a 30 percent increase in Austral-
ian coastal rates between the outbreak of war (August, 1914) and 
the advent of, the Navigation Act (July 1st, 1921), but that coastal 
rates had not risen after the Act. On the other hand the increased 
freight rates Imposed by the overseas companies upon the majority 
of Australian products for Europe, Asia, Africa and America were 
considerably higher than this 30 per cent. Again, the three Comm-
issioners contended that Australian coastal rates were not in excess 
of rates charged between ports of territories with similar geograph-
ical circumstances. 	For example, Australian coastal rates were 
below the rates on the coasts of the United States, South America, 
and South Africa, although ships on such coasts have the advantage 
of lower running costs SQ far as wages are oonoerned. 
11. In the third minority report the two Commissioners, 
in a preliminary note, pointed out that the whole investigation 
involved more than ordinary difficulty because conditions were not 
normal, and further that the shipping of the British Empire had been 
under government control for some time during and after the var. 
Moreover, after the war services were necessarily curtailed, freight 
rates increased, and in 1921, shortly after the cessation of control, 
the Navigation Act became operative. 	The shipping industry was 
confronted with many difficulties due to the sudden change over from 
'war to peace, with all the attendant alteration of conditions, and 
this fact "made the task of determining the actual offeot of the Act_ 
on Australian trade, industry and development a very diffiault - one". 
(The difficulty lay, of course, in separating the effects of the war 
from the effects of the Navigation Act, on shipping services and 
freight rates, and upon industrial development). . 
12. In 1928 the Primo Minister announced in his policy 
speech his Ministry's determination to repeal the coastal clauses of 
the Navigation Act. 	After referring to the "decreased facilities, 
notwithstanding the increased population and trade", Mr. Bruce said:- 
"It is Shomn that these decreased facilities, combined 
with high fares and freights, have operated to the de-
triment of Australian industry as a whole. The Govern-
ment feels that this condition of things cannot be 
allowed to continue. 	The coastal clauses have failed 
to aohiovo the objects for which they were introduced, 
but the Government does not consider 'that it follows 
that all endeavours to establish an Australian meroan-
tile marine should be abandoned." 
"It is, however, imperative that new methods should be 
adopted. 	The Government therefore proposes that the 
coastal clauses should be repealed and that,,in lieu 
thereof, protection should be given through the tariff 
provisions to vessels complying with Australian stand- 
• ards of wages and living conditions." 
•"The Government believes that; if a rate of duty were 
imposed on passengers and cargo oarried by oversea ships 
in competition with Australian shipping around our coast, 
sufficient to give protection to our shipping industry, 
(5),Ibid. page 47. 
wo would socuro fair competition, which would 
result in a more efficient sorvico and in roduood 
fares and freights. From the rovanue whioh would 
be received from such duties, subsidios could be 
paid to Australian shipping servicos." 
"This," Mr. Bruce further declared, "whilst assisting 
Australian shipping, would also sorvo to assist the 
development of the outlying or backward portions of 
the Commonwealth." 
Following those declarations, the Bruco-Page Government was again 
returned to power by the Australian electorate. Hence under date 
4th January 1929, the Minister for Trade and Customs roforrod to the 
Tariff Board . 	0 	the question of the practicability and dosir- 
ability of oncouraging tho primary and secondary industries of the 
Commonwealth (including the industry of shipping) by substituting for 
the protection to Australian shipping against competition from over-
seas shipping in the Australian coastal trade, (afforded by tho Coast-
ing Trade provisions of the Navigation Act), protootion by other means, 
•for example:- 
(a) By the imposition of taxation on cargo and/Or 
. passengers carried interstate by overseas 
vessels; or 
(b) By tho payment of subsidy or bounty to Austral-
ian shipping; or 
(o) By the liconsing of overseas vessels to engage • 
in Australian coastal trade subject to the pay- 
ment of licence fees on a basis to be prescrib- 
ed; or 
(d) By a combination of any of the above means. 
The Board's investigation involved a comprehensive review of tho fin-
ancial position of the various shipping companies and organizations 
concerned. 
13. The terms of reforonoo of the Minister for Trade and 
Customs to the Tariff Board clearly indicated an intention that 
protection to Australian shipping against competition from overseas 
vessels should continue, the question referred to the Board being 
that of the substitution of some form of protection in lieu of that 
provided by the Navigation 4.ct. 
14, It has often been pointed out by the Board in annual 
reports and in reports on applications for tariff revision that those 
industries enjoying protection under tho customs tariff are under an 
obligation to the community to provide satisfactory products at (6) reasonable prices, having in view costs of production and other factors. 
This naturally applies, in no loss degree, to industries protected or 
assisted by means other than tho Customs Tariff and the Board has not 
been unmindful of this fat in dealing with the shipping industry. 
15. This being so, although the Minister .'s referonoe called . 
for inquiry only into the question of substituting . some-other form of 
protection, the Board endeavoured to ascertain to what extent those 
shipping companies which operate under the protection of the Navigation 
Act had suooeodod or failed in fulfilling their obligations to the 
. community by - 
a Providing reasonably satisfactory services. 
Maintaining a reasonable standard of freight 
rates (and passenger fares) - having regard to 
ship operating oosts, tho servioos called 
for, and tho ratos (and faros) obtaining in 
• othor parts of tho world. 
(Q. Compare. the recent *announcement by the Primo Minister OAr. ChifleY) 
that the Tariff Board, in association with the Secondary Industries 
Commission, would, in future, investigate regularly the oost structure Of proteotod industries.' 
7. 
16. The services rendered by the Australian shipping . 
companies were, for the inquiry, divided into two main headings, 
,namely, passengers and cargo, and those were further subdivided 
into . 
(a) Passengers (i) Accomodations 
(ii) Fares. 
(b) Cargo - 	(i) Freight rates'. 
,(ii) Freight space. 
Our eonoern in this study is with "b il 'above only. 
17. Various evidence tendered to the Board indicated that, 
whether justified or not, there was a general feeling that high freight 
rates wore a burden on manufacturer and primary producer alike, and 
the conviction was widespread that the conditions imposed by the 
Navigation Aot constituted one of the main reasons for the reputedly 
high freight rates. 	This general opinion was apparently held by the 
members of the British Economio Mission, who stated in their report 
to the following effect:- 
"These states (Western.Australia, South Australia, 
• Tasmania), and Tasmania probably most of all, are 
further handioapped'by the high cost of freights 
in interstate trade, which result from the oper-
atione the Navigation Act". 
Two questions then arose, namely:- 
a) 'Were the Australian coastal freights excessive? 
b) Would the repeal of the coastal clauses of the 
Navigation Act tend materially to a reduetion 
in these freight rates? 
18. Section (a) above was considered by the Tariff Board 
under the tmo headings, viz:- 
• (a) The movements in overseas and Australian coastal 
freight rates from 1913-1929. 
00 A comparison between the rates ruling on the Aust- 
ralian coast and those on the coasts of other 
countries. 
Such comparisons are difficult to draw/ the Board's conclusions are 
summarised in paragraph 42(b). 
19. During the course of the Boards  inquiry referenoe was 
repeatedly made to the fact that the freight rates on the Australian 
coast had inareased since the Navigation Act came into operation, from 
which it might be inferred that the Australian shipowners had taken 
advantage of the protection afforded by the legislation to charge 
unduly high rates. 	The figures quoted in the report and the compar- 
isons made show that although there had been an increase in the . 
Australian interstate freight rates since the Navigation Act was 
proclaimed, there has been a greater relative increase in the freight 
rates charged by overseas vessels. 	For example, the interstate . 
rates aurrent in 1929 represented an average increase of 59% over 
that of 1913, whereas in the case of the overseas trades the rate 
for 1929 represented an increase of 79% over that of 1913. During 
the 1914-19 war period the rates from Australia to the United 
Kingdom inoroasod by 492% whilst over the same period the Australian 
ooastal rates, which were under governmental oontrol remained stable. 
20. Although Australian 'coastal rates in 1929 appeared to 
be high in relation to overseas rates, they wore oomparablo to the 
coastal rates of other countrios 	The Tariff Board was satisfied 
that Australian coastal rates wore warranted under the oiroumstanses. 
8. 
21. With regard to freight spaco tho evidence tendered 
to the Board indicated that, with tho exception of refrigerated 
spaoo and deck space for fish, the facilities offerod by the 
Australian companies for the carriage of cargo wore regarded by . 
those concerned as sufficient to meet requirononts. 	In regard 
to refrigerated space and spaco for fish, complaints were made of 
disabilities in certain directions. 	Complaints regarding lack 
of facilities for the shipment of fish were made by representat-
ives of the industry in Tasmania. 	In 1929 the fish industry to 
Tasmania was worth about £37,000 p.a. 	Fish for Molbourne had to 
be shipped via Launoeston from Hobart. 
22. It was contondod that the conditions imposod by r) the Navigation Act had - boon a heavy burden on industry and that 
the shelter from competition provided by tho Act had resulted in 
a lack of incentive and efficiency on the part of the Australian 
shipping companies. It was claimed that this being so, the 
Navigation Act had failed in its object, namely, that of building 
up a mercantile marine. The whole matter was complicated by 
reason of the fact that tho Navigation Act had come into operation 
before the recovery to normal after tho unsettling effects of 
the war period. Hence, in considering the question the following 
dates were noted by the Board, viz,- 
1914-181 	The war period. 
1917, 	The completion of the Trans- 
Australian Railway. 
1918-212 The period of extreme shortage 
of tonnage in the world's 
shipping and the peak prioe in 
overseas fre1t rates. 
1920, The release from Governmental 
control of the Australian inter-
state ships. 
194t 	The Navigation Act oame into °par- 
r ation. 
1921-24, 	The oxtensiani of the Queensland 
coastal railways. 
23. The effect of the war in reducing the Australian 
coastal fleet was very material. During that period the Australian 
mercantile marine was under Governmental control, its services, fares, 
•and freights being regulated. Ocean transport became of vital 
• importance to Great Britain, many boats were lost through submarine 
attacks, and, as a result, freights rose sharply. 	A large number of 
• Australian vessels were requisitioned for war service, and, in 1921 
the total tonnage, of passenger vessels was 93,037 tons. In 1929 the 
tonnage of the floot had declined to 75,000 tons. 	The extremely 
high freight rates which obtained overseas during the post war period 
created an extraordinary demand for tonnage. Moreover, fluctuations 
in the cost of shipbuildingwero very violent. 
24. The Navigation Act was brought into force in 1921. The 
, ooutal fleet had been under control until 1923, and there was a shortage 
of cargo tonnage at the end of the control period. 	It was generally 
considered that the securing of boats to handle the cargo was more 
imperative and would prove more remunerative than the addition of boats 
for the passongo sorvioes, and for that reason all purchases to replace - 
the older ships that were sold wore oargo boats. Contemporaneously 
with the serious reduction of the services on the Australian ooast by 
the withdrawal of oversoa boats came the added facility for travel on 
land, both by railway and by road. This competition would have had a 
market effoot under any condition, but the effect was more serious by 
reason of the fact that it partially coincided with the rOduction in 
efficiency of the shipping facilitios. 
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25. The Tariff Board was convincod that this, reduction 
in tonnage of the Australian coastal fleet did net indicate nogloct 
or indifference on the part of the Australian shipping companies. 
The reduction was also not to any considerable oxtent an effect of 
the Navigation Act. 	To substantiate this view6ho Board listed the 
• more Important factors which had contributed to the reduction in the 
Australian coastal fleet and the decreased number of persons travell-
ing intorstato by sea, vizi- 
The exigencies of the war period. 
b The shortage of tonnago following on the war. 
(o) The extreme costliness of shipbuilding. 
(d) Tho growing competition of means of transport 
other than shipping. 
(e) The hold up of vessels duo to industrial dis-
putes. 
26. Throughout its inquiry, the Board endeavoured to obtain 
data Waich would enable it to assess the likely result an the Austral-
ian interstate passenger and cargo services that would ensue if the 
coastal clauses wore rosoinded. 	The Board directed its attention to 
answering two questions, namely, 
(a) What proportion of the present trade of interstate 
shipping companies would be lost if the overseas 
vessels wore permitted to enter the coastal trade? 
(b) That trades did overseas shipping companies ply 
on the Australian coast boforo the coastal clauses 
of the Navigation Act come into operation, and 
what trades would they operate if the Australian 
coast wore again open to them? 
The Tariff Board concluded that, 
• \ 
	
	(a) The amount of coastal trade done by overseas 
vessels prior to the 1st July 1921 was very 
small, being approximatoly 2% of the total 
trade. 
(b) Overseas vessels plying regularly around the 
Australian coast anticipated handling very 
littlo cargo even if the restrictions were 
removed. 	It was probable that considerable 	oodpani space would often be available in these vessels ,but the/ 
did not expect to entor seriously into the 
cargo trade. 
Representatives of the interstate shipping companies expressed the fear 
that if the coastal provisions of the Navigation Aot tgiere withdra:m, 
spasmodic competition would arise from tramp vessels' 'and other overseas 
vessels Which would seek tonnage on the Australian coast when there was 
a shortage of tonnage elsothere. 
27. As pointed out above the Navigation Aot imposes upOn 
shipping engaged in the Australian coastal trade other than those 
specially exempted by permit, certain conditions, domplianoe with which 
has added considerably to the cost of the sorvioes. 	Part VI (Sections 
284-293A)' of the Act makes provision for the licensing of ships to 
engage in the coasting trade, and no ship, whether registered in 
• Australia or otherwise is permitted to engage in that trade without 
a licence. 
28. The Tariff Board sought to ascertain the cost to the 
Australian shipping companies of complying with the conditions imposed 
by the Act. 	The position was (and, ofcourso, still is) complicated 
(7:.It is the business of tramp vessels to wander unrostrainedly over 
the seven Boas searching cargo in any port where it may be awaiting 
shipment. 	The tramp operator socuros cargoes for his vessels through 
shipbrokers throughout the world who specialise in securing such oargoes. 
Tramp oompetiton is on the basis of price. The rate quoted is the deter-
mining factor, .  
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in that the Navigation Act and the Arbitration Court each have an 
influence and hence it was difficult to determine to what extent 
the added cost was duo to each of the causes named. 
29. The Navigation Act sets out the conditions of accnm- 
. modation, manning and victualling. 	The Arbitration Court requi.:*.s 
local ship owners to pay certain rages and observe certain hourc.. 
The whole aim is to bring the conditions of amploymont of tha -Aurst- 
ralian seamen into line with the accepted Australian standard of 
living. 	The maintenanco of these conditions has been very costly 
and has plaoed a heavy burden on those who engage in•local-shipping 
as compared with overseas shipping. 
50 (a) The TAriff Board grouped these additional costs. 
under two headings:- 
( ) The cost of altering voslels constructed 
prior to the Navigation Act in order to 
• make them oomply with the conditions of 
that Act. 
• (B) The extra costs due to wages and conditions 
inoluding, 
(i numbor of craw. 
(ii 	rate of wages. 
(iii victualling. 
(iv) sick leave. 
(v) overtime. 
(vi) industrial troubles. 
(b) With respect to (i) and (ii) not only did the 
Tariff Board find that the Australian wage showed 
a substantial increase over those of other coun-
tries, but the number of officers and craw employ-
ed in manning a vessel on the Australian register 
• was also in excess of the requirements of Other 
• nations, averaging about ten more than either the 
• American or the British, and representing an 
increase in the manning of from 25% to 50%. • 
(o) With respect to (iii) the cost of victualling was 
greater per head on the Australian coast than in 
any othor part of the world, and the aggregate cost, 
was, ofcourcie, further increased by reason of the 
hands employed. 
(d) With respect to (iv) section 132 of the Navigation 
Act requires that a seaman or apprentice left on 
shore at any place in Australia by reason of ill-
ness or accident in the service of the ship incap-
acitating him from duty, shall be entitled to the 
continuance of full wages up - to a certain . stated 
limit during such incapacity. 	The Tariff Board 
calculated that the probable cost of this provision 
cost the industry approximately £25,000 per annum 
(e) With respoct to (v) the most serious additional 
charge borno by the Australian shipping companies 
is that incurred for ovortime.( 8) 	Evidence sub- 
mitted to the Tariff Board indicated increasing 
costs except for stores and water, and docking and 
repairs, and showed that the most serious increase 
was in relation to overtime, the 1926-7 figures 
for which wore approximately 500% highor than 
those of 191344. (0 The Board drew attention to the very serious oumulative 
effect of the charges reviewed. "It is of vital 
importance that the cost of running vessols:hould 
be roduood wherever possible, particularly in view 
of the faot that investigation has shown that under 
existing conditions the profits made by the shipping 
M. The effect of overtime rates on the oast of ship operation should be 
noted, expeoiallyinsofar as operational costs determine the ruling freight rates. 
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companies engaged in the Australian coastal trade 
havo been negligible" (page 32). 	In this conn- 
ection the Board pointed out that the Australian 
'manning conditions call for a larger crow for 
vessels than is employed on vessels trading on the 
coasts of other oountries, While at the sane time 
the costs on Australian vessels for overtime and 
other, similar items is much greater than elsewhere. 
(0foourse it is only reasonable that Australian 
seamen should receive wages and be subjeot to oon-
ditions consistent with those applying to othor 
industries in Australia. 	As regards overtime, 
however, the non employed on a vessel are in a 
different position from those working on shore. 
The former live right on their job, While the 
latt6r have frequently to travel some distanoe 
to their mork.) Mhilo id did not suggest that the 
longer hours which were worked at one time on 
Australian vessels should be reverted to, the 
Board felt that the existing conditions governing 
tho payment of overtime should be capable of 
revision with a view to assisting tho Australian . 
shipping companies to reduce the cost of running 
their vessels. "It would seem reasonable to 
expect that where the manning conditions are on 
a more liberal scale, and the rates of wages 
higher, the overtime charge should not be 
greater to such an extent as the figures quoted 
herein show them to be" (page 33). 
(f) Another difficulty with Which the local shipping 
companies have had to contend is the serious 
number of industrial disputes that have occurred 
with regard to either crews or waterside workers. 
In this respect the Board reported as folis- 
"The conditions of employment on the 
• 	 ships trading on the Australian coast 
are superior to thoso obtaining-in- most 
other countries, and the maintenance of 
such conditions calls for the cooperat- 
ion of all parties concerned in an effort 
to make the cost of running vessels under 
such conditions as low as possible consis- 
tent with reasonable standards of living." 
31. Reference will be made later to thb several joint morking 
arrangements under which the interstate shipping companies operate but 
here it should be noted that the Board found no evidence that the arran-
gements had been dovised for the purpose of enabling the shipping com-
panies to take undue advantage of shippers or that they had been oper-
ated to the detriment of those using the services. 
32. The financial results of the Australian shipping companies 
from their interstate services woro oxaminod by the Board, for, obvi-
ously, if it could be shown that the companies protooted by the coastal 
clauses of the Navigation Act had taken advantage of the protection by 
charging unduly high freights and fares, that might be regarded as a 
justification for substituting some other form of protection and taking 
the consequent risk of reducing the existing protection. 
33. The groator proportion of the interstate cargo and pess-
engor servicos (over 90 per cent) which would be affooted by the opening 
of the coast to overseas shipping is owned and controllod by the 4ust-
ralian Steamship Owners' Fodoration. 	There is a considerable tonnage 
on the Australian coast owned by concerns outside the Federation, but it 
is engaged for the greater part in intra-stato trade or in services 
unlikely to bo offooted to any appreciable extont by cofvetition of 
overseas vessels. 	For this reason, the Board restricted its investi- 
gation into the finanoial position of the companies within the Federation. 
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34. Each of the.companios has trading oporations 
and/Or invostmonts outside interstate shipping, and, as the main 
concern of the Tariff Board in the investigation was to ascertain 
the financial results from interstate trading the figuros relating 
. to interstate shipping were separated out from those relating to 
the othor intorosts. 	For the purpose of arriving at tho position 
of interstate trading, the average capital employed in that side 
of the business was caluclated, not on the basis. of original val-
uation of the assets of tho . respootive companies, loss allowance 
for depreciation, but on the Federal Taxation Commissioners' 
written down value. . Tho Board considered this to be the most 
, equitable basis to work upon as the value of the vessels had 
boon written down in the books of the companies to figures much 
below their market value. 
35. For the yoars 1926, 1927 and 1928 to which the 
investigation referred tot,g1 not profit from all services decreas-
ed progressively, and in/baclo of SOMO of the companies, there was 
• some inflation of capital in earlier years. These were investi- 
gated by the Board's accountant, the investigation going back as 
far as sixteen years. 	So far as the shipping business of the 
companies was concerned, the inflations woro . tho result of oharter 
moneys earned during the war period and immediately afterwards, 
when rates were abnormally high, and of tho sale of vessels during 
the same period when ships were at a premium and extraordinarily 
high selling prices ruled. 	The Board found that, "the dividends 
paid in recentyears out of the profits other than from interstate. 
shipping have to a large extent been the result of moneys earned 
by chartering and the sale of ships together with the income 
derived from profits wisely invested". (page 36). 
36. As regards the financial operations of the 
companies in interstate shipping, the Board found that on the 
basis of oapital employed the result of trading for the years 
1926, 1927 and 1928 was as undor:- 
6 
Year 	Per cent 
1926 2.4 profit 
1927 	1.6 profit 
1928 0.8 loss 
Those figures clearly indicate that the companies were dependant upon 
the return from their business interests outside interstate shipping 
for such profits as they earned. 
37. Evidence indicated, that the decline in the earnings 
Brom interstate shipping during these years was to a large extent, 
caused by industrial disputes between the companies and their employees, 
by interruption to services caused by labour troubles on the waterfront, 
and by dislocation of servioos duo to disputes in industries on which . 
shipping depends for a considerable proportion of its business (e.g. 
disputes an the coal fields resulting in diminution of output). 
38. However, the Board could see no _reason why tho . Aust-
ralian intorstato shipping companies "should not, in the future, be 
able to show a roasonablo profit on capital invested provided there is 
a return to normal conditions and reasonable freedom from labour 
troubles" (p. 37) 
39. Although the Board as a result of its investigation 
did not favour any alteration of the existing law relating to navi-
gation, it gave oonsidoration to the question of the praotioability 
of substituting some other form of protection to Australian shipping 
other than that afforded by the coastal clauses of the Na4igation 
Aot. One such scheme considered was that passongereand/or cargo 
may be carried between ports in Australia by all ships, British or 
foreign, on complianoo, at the option of the ship owner, with one 
or other of two conditions, namoly:- 
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(a) Full compliance with Australian conditions 
as to manning, wages ane craw accommodation; 
or 
(b) Payment of a tax, at a proscribed rate, on 
the business done. 	In other words the ex- 
isting provisions of the Navigation Aot as 
to the granting of licenses to aagago in the 
coasting trado to ships complying with Aust-. 
ralian conditions should bo retained as a 
simplo and effective means of identifying 
ships that comply with Australian conditions, 
but on an optional basis. 	No tax would be 
payablo by licensed ships. 
Passenger Tax*- 'A fixed charge of so • 
much per passenger, per 100 miles of 
distance coverod, carried by an unlicen-
sed ship between tho ports of the 
Commonwealth. 
Cargo Tax:- A fixed charge of so much 
per ton of cargo (by measurement of 
veight, according to basis an which 
freight is charged) per 100 milos of 
distance covered carried by an unlic-
onsed ship between ports in the 
Commonwealth. 
(di) Passenger Bounty- The proceeds of the 
above cargo tax (loss a percentage do- • 
duotion for administration) to be div-
ided periodically among ovners of general 
cargo or cargo and passenger steamers, 
over 1,000 tons gross register, licensed 
to ongago in the coasting trade, in pro-
portion to the cargo space vacant (com-
puted on the basis of shipping ton of 40 
cubic Nan those ships per 100 miles 
travelled on voyages botwoon ports in the 
Commonwealth during the period covered. 
The sohamo provided that the bounty should be 
payable, in rospoot !LIf any voyage between 
Commonwealth pbts of call, only an that ammint 
of passenger accommodation or space provided. 
The percentage was to be fixed, as nearly as 
could be arrived at, on the average normal space 
over a year, on all ships then trading on the 
coast. 
40. Tho following comments on the abovo scheme were pub- . mitted to tho Board by the Australian Steamship ... Owners , Federation, 
(a) The oomploxity of the shame would throw much work on i 
shipping oompanios and the navigation authorities. 
(b) Fares and freights are not based on distance only. The 
fixing of freights is a very complicated and highly 
toohnioal mattorand; as will be soon later, involvos 
questions of valumo of traffic, handling-ohargos, ports . 
- of call, harbour duos etc. 	Thd fixation of a duty an 
distanoo would not,. therefore bo equitable. 
(c) No differentiation was mado to componsate for subsidies, 
etc. granted by various nationalities to their shipping 
services. These vary enormously, and a flat rate of duty 
(q). The 1924 Royal Commission also examined the financial results 
of the shipping companies. 	The inquiry covered one year before the 1914- 
18 war, one year just prior to the coming into force of the coastal provis-
ions of the Navigation Act and one year under the Act. , The years 1913, 
1920-21, and 1922 war() solooted. 	The poroontago increase of the; earnings 
and expenses on those of 1913 for the years 1920-1 and 1922 respectively 
wdre as follawst- 19201 Earnings - 95.58% Expenses - 93.82% 
1922 	Earnings - 83.27% t Expanses - 90.88% 
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mould, thoroforo, operate unfairly as between voseels 
of different nationalities.. 
Tho running.costs on tho coast fluctuate from wook to 
week with the riso and fall in tho cost of living, ar-
bitration awards, now logtiation and regulations. Any 
tax would, therefore, need to bo continuously revised. 
Owing to the demand for frequent services even for small 
ports, the enormous variations in the volume of traffic, 
it would be impossible to arrivo at tho "normal" amount 
of vacant spaco for the purposos of the payment of tho 
proposod bounty to the interstate shipping oompanios. 
As regards passengers, tho'only cost to the oversee vess-
ol would be tho victualling and laundry of tho passengers . 
as all other oxponsos would bo incurred whether the pass-
engers wore oarriod or not. 
At times, owing to low freight and , ohartor rates overseas, 
the Austraiaooast might be flooded with overseas tonnage, 
.whilst at othors, when ovorsoas froights and charter rates 
wore high, competition from overseas vessels might be neg-
ligible. 	Tho interstate oompanios would not be able to 
determine what cargo or passenger tonnage they could pro- 
fitably employ all the year round. 	Should a large tonnage; 
including tramps, be on the coast, vessels would have to 
be laid up and thoso under the suggested scheme mould not 
only be not ontitlod:to the bounty, but would be incurring 
heavy port duos and suffer serious deterioration. (a) 	It would be. impossible to fix a Bohan° of taxation to meet 
competition from tramp .vmills.os  . for The scheme containod nAprovb'nting outside competition from 
engaging in the payable portion of the trade and leaving 
the unpayable portion uncatered for, or to be catered for 
by local shipping. 
(i ) 
41. The report of the Tariff Board concludes with a 
general review of the Minister's, terms of reference, which suggested 
the existence of disabilities to Australian industries, primary and. 
secondary, due to the operation of the coastal clauses of the Navi-
gation Lot, and indicated a desire on theipart of the Commonwealth 
Government to remove or reduce such disabilities. 	The mording of 
the roforence also conceded the necessity for continuing the proteot- 
• ion of.Australian interstate shipping. 	Hence, the Boardlm inquiry 
narrowed itself dolma to the question whether there wore any disabilit-
iesand whether, if they do exist, the repeal of the coastal clauses 
of the Navigation Aot'and the substitution of another form of protect-
ion to interstate shipping would remove such disabilities ,without 
creating other equal or greater disabilities. 
42. Tho scopo of the Mariff Board's inquiry resolved 
itself into investigating the followings- 
(a) The Efficiency and Adoquaoy of Existing  Servicos. 
(i) As to this question a number of complaints of a 
general nature wore made against,the existing 
services. 	Thoy included statements that the 
Navigation Mt had failod in its purpose in that, 
whoroas an increase in the.intorstate fleet should . have been expected, the mumbor of vessels and the 
aggregate tonnage had decreased. It was olaimed 
by some witnesses that since ovorsoas vessels were 
debarrooksrma entering the coastal trade, certain 
shipping routes that previously were well oatered 
for yore inadequately sorv'od. 
(ii) The defonco of tho shipping companies was that the 
fleet ongagod in the coastal trade was reasonably 
sufficient for the businoss offering and that the 
difficulties of.L21221/1..LELLE12quate sorvioos.under 
It will bo soon from the forogoing that, whereas earnings decreased by 
12.31% in 1922 expenditure only decreased by 2.94% and this notwithstanding. 
that thy cross tonnage inoroesod by 18,12% as comparod with, tbatqf 1920-1, and that the floot ran loi dE8 anys in luu, as coltparod:with 1026 in .1.920- 
• 
• 
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under tho conditions obtaining in tho 1.,ustra1-
ian intorstato trod° had not boon approciatod 
by those by whom tho complaints wero made. 
Rogarding the roductiO4 in the floot, it was 
advancod that tho alterod mothods of traiispor- 
'tation whioh havo omno into uso (ter oxample ) 
motor vehicles and air services), toEethor with 
railway.oxtensions, had had tho offoct of sor-
. iously curtailing the passenger and freight 
traffic interstate by sea. 
(iii) Evidence was tendered as to the proportion of 
vacant space - both cargo and passenger - over 
long periods in vessels trading on the main 
interstate routes. 	This evidence indicated that, 
except on rare occasions and in special oiroum- . 
stances, the vessels employed in the coastal 
services were more than adequate. 
(iv) Apart from evidence of a general nature, statements 
of a more or less specific character were mada 
• regarding the existence of disabilities to Aust-
ralian primary and socondary ind=tries arising 
from the incidence of the Navigation Act. 	It 
• was evident that at times disabilities had been 
experienced by shippers owing to lack of freight 
space, but these were in the main due to special 
circumstancos or abnormal conditiams rather than 
to any lack of enterprise or Cficiency on the 
• part of the Australian shipping companies. 
• (v) Taking all the facts and circUmstances into con- 
• sidoration, and having regard to the finanoial • 
• results of the trading operations of the principal. 
companies, the Tariff Board concluded that the 
existing interstate cargo and passonger services 
were all that could reasonably be called for from 
• any.concorn expecting to run such services on a 
commercial basis. 	As a matter of foot, as 
regards cargo, the Board was of the opinion that 
on the evidenoe the Australian shipping companies 
had no case to answer. /Rospecting individual 
• complaints the Board considered that they were 
• capable of rectification without any alteration 
in the existing system of proteotion. 
(ID) Have the Australian Shiai_ng.22.__npaniesTaken undue Advantage  
of the P;a7MITAfforded them? 
• (i) With a view to determining this question, the 
Board mado spooial efforts to obtain information 
as to freights and faros obtaining in comparable 
services on the coasts of other countries. Steps 
wore also taken' to ascertain how the increase, 
Which took place in the overseas freight rates as 
between 1913 (the last normal year before the war) 
and 1929, comparodAith tho .increase in the Austral-
ian coastal freight rates over the same period. 
• (ii) The comparisons, wore wholly favourable to the 
Australian companies. 	This, coupled with the 
finanoial results obtained by the Australian com-
panios from interstate shipping on the basis of . 
existing freight rates and faros ., as disolosod 
by the investigation made by the Board, led the 
Board to the conclusion that the comparatively 
high rates and faros obtaining on the Australian 
• coast wore not due tocuorcharging or inefficiency 
,on the part of the shipping companies, but rather 
to the inmenso distanoos betwoon the ports and, 
. in the case of many of tho interstate routes, the 
small volume of business offering. 
(iii) The standard of wages and working conditions generally 
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in the Australian shipping industry aro high, 
and the fact that the industry had boon able to • 
carry on undor such conditions was, in the opin-
ion of the Board, duo entirely to the rational-
isation of the services, nado possible by the 
agreement under which six of the principal Aust-
ralian conpanios operate their vessels. 
	
( iv) 
	In view of statements made beforo_the Board from 
time to tine as to the effect of freight rates 
an Australian industries it was fully antici- 
pated that representatives of the industries 
would appear at the inquiry in order to present 
evidence of any disabilities in this connexion. 
A possiblo explanation of the absence of any 
representations on behalf of the chambers is 
that) it was realised that what were dosofibed as 
"the high freights on the Australian coast" are not 
unduly high considering the oirounstancos,under 
which the services are carried on or_that if 
there wore cause for complaint, the position was 
not remediable by any action which might have 
resulted from the Boards inquiry. 
(c) 	at would be the Effect on tho existing services if Overseas 
Voosols were porlitt7-17—aiTTETraTalian Coastal Trade? 
(i) 	There appeared little doubt but' that if overseas ' 
shipping were enabled to engage in the Australian 
coastal trade, the result at the outset would be 
improved services. The question arose, however, 
as to Whether any action taken in the direction 
indicated would. not so prejudicially affect the 
:existing interstate services that they would of 
nooessity be reduced with consequent financial 
loss to some or all of those engaged, with the 
Ultimate result that the services would be no . 
• more efficient or oven less efficient, than those 
at present provided. 
Any reply to this question involvos consideration 
of the following:- 
. .(1) The volume of traffic that would be lost 
to the interstato shipping if competition 
from overseas vessels wore permitted; 
(2)The likely effect of the loss of such 
trade by interstate companies; and 
(3)The finanoial results of the principal 
interstate shipping oompanios.. 
(iii) In regard to (1). the Tariff Board considered that 
the offeot on the volume of business done by interstate 
oompanios would, of oourso, depend on the terms under 
which overseas vossels wore permitted to engago in the 
coastal trade. : If a heavy tax wore imposed on the 
overseas shipping, in order to oqualise oompetition, or 
if some compensation wore node to interstato oompanios, 
then the losses of such companies might not be material. 
On the other hand, if the tax imposbd on the overeeas 
ships wore not sufficient to prevent competition, and the 
added facilities at the outset would be considerable, 	• 
but the losses sustained by the interstate companies 
would certainly be material. 	The Tariff Board found 
it virtually impossible to estimate the amount of cargo 
Which would be carried by overseas vessels on the 
Australian coast., Witnesses represonting 'overseas 
mail boats services said that their ships would not be 
likely to engage in cargo carrying interstate as the 
picking up and discharge of cargo mouldanterfere with 
their time schedules. As-to other than mail services 
the Board ondeavoured to obtain ovidenoe on which to 
base an estimate, but without success. 	The represen- 
tative of the Assooiatod Intorstate Services put forward 
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the viow that overseas ships would naturally 
• soloct the more profitablo cargo, that is, they 
would pick the eyes out of the cargo offoring. 
. (iv) 	In regard to (2), the likely effect of loss of 
trade on interstate services would also dopond 
upon the conditions under which overseas vossols 
woro permitted to trade interstate. As to 
cargo, the interstate ships would lose consid- 
erable freights and the Board concluded that 
the companies would have to adopt either one of 
the following ooursost- 
(1). To maintain existing services 
• with reduced revenue owing to 
incroased vacant space and with 
little or no reduction in ox- 0. pondituro. This would naturally 
prejudicially affect the oompan- 
ios' financial results. 
(2) To reduce services.. 
(v) 	Rospooting (3), in order to inform itself as to 
the financial results of recent interstate trading, 
• the Board obtained from all tho shipping companies, 
who appeared in defence of existing conditions, " 
• balance-sheets, and trading profit and loss accounts, 
for the years 1926, 1927 and 1928. 	Those statements 
were closely examined, and, in addition, an .exhaustive 
investigation was made on behalf of tho-Board -by its 
• accountant. 	Five of the seven principal companies 
were visited by the accountant, who made a olose study 
• of the financial rosults - of each ,companyla-business 
• over the previous th . -:oe years and a -general review 
of the . position for earlier years. (The results of • 
the investigation wore roforred to abovo). 
, 43. 	Summing up the position gonorally, the Board was 
convinced that the opening of the Australian ooastal trade to overseas 
ships under any system of protection that would not be virtually pro-
hibitive would necessarily result in conaidorable reduction in the 
earning capacity of tho interstate companies, oven to a degree that 
would seriously affect their ability to continue operations. Hence, 
in view of all the circumstances, the Board Was convinced that it would 
not be desirable to substitute for the coastal clauses of the Navigation 
Aot any other form -:)f protection. 
44. Having dealt with the question of the desirability of 
substituting for the protection then afforded by the Navigation Act somo 
other form of protection to intorstato shipping, there remained the ques-
tion of the practicability of 	substitution. 	It is obvious there 
would bo considerable difficulties in any attempt to fix an adequate 
tax on the carriage of cargo and passengers. 	The degree of protection 
n000ssary to enable Australian manufacturers to produce goods in compet-
ition with Importod goods is capable of reasonably accurate calculation. 
In such oases, the Board is always in a position to Obtain.on theone 
hand, the cost of produotion of tho Australian goods, and., on the :other 
the landed duty paid costs of similar importod goods. With this 
Information, it is possible to dotormino the margin of protootion,necoss-
ary to oqualise the pricos at whioh the Aulltralian and Imported gOods 
oan be doliverod at a given point. 
• 45. 	In regard to shipping, howevor, the Board found it 
praotioally Impossible to dotOrnino for taxation purposes the difference 
botwoon the costs of carrying interstato cargo and passengers on overseas 
vossols and the costs on Australian vosbols. 	Assuming that the ooastal 
olausos of the Navigation Act wero ropealod, there would then be two 
ocmpoting'services, with standards of accommodation for icrews, rates of 
pay, hours of labour and running costs gonorally , differont from the other. 
The overseas ships - more partio.rr in the case of "tramp" vessels - 
would arrive in Australia, disohargo tho whole or part of their cargo 
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at one port, and, if calling at another Australian port, would, 
in order to avoid taking in ballast, pick up the availablo cargo 
for the Australian port to W.hich it was procoodin-;. 
46. Tho question of subsidies also arisos. 	Nany 
overseas shipping services arc subsidized and the extent of tho 
subsidy Varios considerably. 	Other vossols are not subsidized 
at all. 	Clearly a rate of tax which would moot the case of a vessel 
that was not subsidized would not moot the case of a subsidizod 
vessel. 	Similarly, a tax fixed for a ship receiving a law subsidy 
would not be sufficient for one r000iving a higher subsidy. Thera 
is, too, the possibility that the overseas companies, or some of 
them, might elect to pay the tax thamselves, that is, they might 
not add it on to froight rates or passenger fares which would other-
wise obtain. Clearly the Commonwealth Government could not enter 
into a compact with all the overseas shipping companies which might 
trade on the Australian coast. 
47. It was obvious to the Tariff Board that if overseas . 	. 
shipping were to ongago in the coastal trado, the position of , 
Australian shipping would become increasingly difficult, in that 
the ovorsoas vessels would naturally take the trade that was most 
profitable and the Australian companies would bo left with the less 
profitable. 	The Australian companies would then probably find it 
neoossary to curtail their sorvicos and increase freights and faros. 
The incursion of "tramp" vessels into the Australian trade-would 	- 
result in unstable rates 	which are undesirable from-the -Viampoint 
• of shippors. 	(A difficulty might also arise in connexion with the 
ontry of the over:seas vessels into the intrastate trade ? the regul-
ation of which is in the hands of the State Governments)---- 
• 48. 	The 'objectives, namely, on the one hand to extend- 
shipping facilities on the Australian coast by permitting overseas 
vossols to onter . tho coastal trade, and on the other hand to effec-
tively protect the oxisting coastal services, are inoompatiblo. The 
Board, therefore, reported that, in its opinion, "it is not practi-
cable or desirable to substitute for the existing protection provided 
by the coastal clauses of the Navigation Act any other sohome of 
protection for the Australian iatorstato thipp ing industry"(page 44) 
49. Tho Board further found that, "with the exception 
of the disabilities suffered by Tasmania, no complaint lodged was of 
sufficient national importance to justify the repeal of the coastal 
clauses with the consequent risks of the extinction, or at any rate 
the serious reduction, of the existing interstate services". 	So 
far as Tasmania was concerned, the evidence tendered indicated that, 
"apart froth one or two comparatively minor complaints regarding 
cargo, the burden of complaint is in regard to passenger servites u 
(page 44).V° 
50. As a result of its investigation the Tariff Board found 
that, "excepting only as to the lack of facilities for passenger serviooa 
between tho oastorn ports of the mainland and Hobart, no disability was 
brought under the notice of the Board which could be doomed to be of 
national importance" (p. 46). 	In regard to the rhain question referred, 
the Tariff Board was strongly of opinion that the substitution of any 
other form of protection for that provided by the coastal olausos of the Navigation Act was noithor praotioablenor desirable. 
OW. It is evident that the repeal of tho coastal clauses would only 
assist Tasmania to the oxtont of permitting the carriage of passengers 
between this State and the mainland by ovorsoas vessels calling at Tas-
manian ports and continuing their voyage to mainland ports, or which 
include Tasmanian ports in their voyage from -nainland ports overseas. 
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CHAPTER II  
INTERSTATE - SHIPPING FREIGHT RATES AND SERVICES AND FINANCIAL  
RELATIONS BETWEEN— THE 001UTUITELLTH AND THE STATE OF  
TASMANIA. 
51. 	"Then States enter into a fodoration a new central 
• government is. created to 'perform spocific functions hold to be 
- common to the combined communities, while the original States . 
retain all other powers of-government and are constktutionally 
independent so far as those powers are conoornod." ) 	In 
• general "where communities federate they havo in viow certain 
national purposes which the oontral authority is intended to 
servo. 	Those functions must be allocated to - that authority 
• ;.) regardless of cost') i 	During the poriod before the Financial 
Agreement of 1927 the provisions of Section 86 of tho Constit-
ution of the Camonwoalth of Australia to 
grant assistanoe to States assumed groat importance. 	Tasmania 
and Western Australia, indeed,had boon boneficiarios under 
Sootion 86 for many yoars.Z 
52, 	In the period before the Financial Agroonont, the 
Commonwealth Government made ropoatod offorts to terminate the 
syston of contributions to States. 	The main foaturos of those 
proposals woro that the Connonwoalth should vacate an area of direct 
taxation which tho States would then occupy, and that tho per 	- 
capita paynonts should coaso. All proposals . nado by the 
Commonwealth wore ocnsidorod inequitable by the States and wore- 
rejected by thom. 	For as long as the Comnonwoalth did not 
ontiroly vacate the field of direct taxation and did not under-
take to stay out, the States had no security whatever against a . 
ro-inposition of direct taxation; but the Connonwoalth was 
not bound to continuo the per capita payments, and it ropoalod 
the Surplus Revenue Act, 	The States woro then faced with tho 
total loss of por capita payments and this; led to the conclus-
ion of the Financial Agreement 1927. 
1 
53. Up to 1936 the claimant States in submitting their 
claim to the various authorities appointed by the Connonvoalth 
Government to roconnond tho nocossary grant under Sootion 86 con-
tinued to assort that their disabilities could' be attributod to • 
Connonwoalth policy. 
54. The claims for financial assistance were made by 
throe outlying statos with little industrial development, and with 
areas of very sparsely sottlod country. 	Those diffioultios arise, 
- in some measure at any rate, from the physical charaotoristics of 
those Statos and constitute an essential phase in the problem of 
Australian dovolopmont. .The claimant States arcAhat may be oallod - 
narginal . statos. 	Each contains a rolativoly large aroa on the 
fringe of that part of the continent which can be cultivated. This 
fringe presents peculiar difficulties from tho point of view of 
development. 
55. The states contondod that the main cause of their 
disabilities was the policy of protection. 	The dorand for a sub- 
stantial tariff to ansuro the nanufaoturo of a considerable proport-
ion of the roquircnonts of the people was practically cortain to 
be acoopted by a progrossive community. 	Tho Tariff Cammittoo of 
. 1928 cane to the conclusion that this policy had enabled an increase 
of population to take place. 	This method of development involved 
(I), Commonwealth Grants Comnission, 3rd Report (1936) para. 19. 
.(Z.Ibid. para. 22. 
(3).1stGrant paid to Tasmania, 1911-13. 
s`," 
oosto for othor production and the main burden settled upon 
export industry. 	It follows that, insofar as tho establish- 
ment of socondary industry involves a subsidy fron tho commun-
ity, which falls with especial oovority on the export industry 
(wheat and wool in particular) there is a clash of intorost 
botwoon secondary industry and the intorosts which depend upon 
'primary industry. Morcovor, the secondary industries tend to 
bo established in the ()astern states. 	Those are nearer the 
coal fiolds, and have the larger populations, and, as they 
had an early start, the nodorn tondoncy towards concentration 
tends to make those industries oven larger. 	Tho more sparsely 
bottled outer States could never establish those industrios 
oxcopt [6 groat cost to themsolvos. 	is a result the clash 
' between tho interests of primary and secondary industries tends 
to grow into a conflict between the noro closely populatod 
Eastern States of Victoria and Now South Malos and the sparsoly 
settled marginal Statos of South Australia and Mbstorn Austral-
ia and Tasmania. 
56. 411 early Tasmanian claims for grants from tho 
Commonwealth were based on (1) defective working of tho Constit-
ution, (2) effects of Commonwoalth policy, (3) povorty of rosour-
cos and oconomio inoqualitios and (4) financial needs. 
57. In 1925 the Hon. J. L. Lyons, than Premier of 
Tasmania, appointed a Committee to inquiro into and roport on tho 
disabilities of Tasmania under Federation. 	So far as "diroct" 
financial relations wore concerned the Committee ooncludod that 
Tasmania received nor() from the Commonwealth than as paid in 
•taxes. 	"It is therefore, in the direction of the effects of 
•Federation on Tasmanian production that disabilities are to 
sought".' 	Tho Navigation Lot was subjected to some oritioism 
58. 	Tao Comnittoo pointed out that Tasmania is depen- 
dent on shipping facilities very much more than any othor State. 
But, according to tho Committee's Report, nthoro , aro two circum-
stances which enforce strongly Tasmania's peculiar dopondonoo 
on shipping", viz:- 
(a) Importance of Interstate Trade, 
Interstate trade is relatively much moro Important to 
Tasmania than to any other State, because olinato loads to special-
isation in tho production of cotain connoditios. (Queensland, with. 
the virtual monopoly of sugar-production is to a lessor degree in the 
Same position). 
(b) The Tourist Traffic. 
Tho second oircunstanco which makes Tasmania poouliarly 
.dependent on communication with other States is the importanoo of the 
tourist traffic. 	Eon before tho war the tourist trade was claimed to 
be an "invisible export" equal in value to the state's visiblo exports, 
such as fruit or potatoes. 	The continued prosperity and steady oxpansion 
of this traffic is as essential to the economic welfare of the State as 
any branch of material production". (page 11) 
59. 	The Comnittoo presented certain data relative to the post- 
war decline in shipping services available. The table) below would appaar 
to substantiate the view that "practically every servico gave fewer fadil-
itios in 1925 than it did twelve years earlier", through loss froquont 
.sailings or the use of smaller boats, or both, while sono sorvices had 
boon discontinued altogether.  
(4) Report of the Committoo to inquire into Tasmanian Disabilitiesk1925) p. 9. ' 	' 
gotiviti - - n 	 T^rAST.,and 
tr.Adie 
(6) This is obvious from the more foot of being an island, which 
confinos all traffic to sea transport, whereas passontor traffic a t  
lost botwoon other statos is gonorally by rail. 
0 
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TLBLE I 
TASMANIAN SHIPPING SERVICES 1913 AND 1925. 
Route 1925 service 1913 service 
1. Hobart-Sydney 
2. Hobart-Melbourne 
Weekly 
Weekly: large' 
passenger boat. 
7-14 days: inferior boats. 
Small cargo boats; 
irregular. 
3. Hobart-Bluff-Dunedin-
Lyttleton-Wellington 
4. Hobart-Auckland, etc. 
via Sydney. 
5. Hobart-West Coast - 
Melbourne 
6. Hobart from London & 
South .Africa 
Co.,& S.S. & A.Co. 
7. Hobart-British ports (all 
oversea companies calling) 
8. Hobart-Continental port 
(g.D.L.Co. and German-
Australian Line). 
9. Launceston-Sydney. 
Nil. 
7 - 14 days. 
Nil. 
• Weekly 
10 - 12 days. 
14 days 
Every few days 
from Feb.to May 
28 days : cargo only. 
No interstate passengers 
or cargo. 
'Monthly 
Passenger and 
oar 0. 
Nil. 
Cargo ohly. 
60. Moreover, the Canmittoe maintained that evon when 
a shipping sorvico oontinuod, the rise in freight rates had put a 
severe handicap on Tasmanian trade. 	It was doniod that the rise in 
freights was world wide, and therefore not a special hardship on 
' Tasmania, for the riso,. 	 -  
in ovorsoas froights 
sinoo 1913 was a comparatively modest one. j"It is in interstate 
rates that the greatest rise has occurrod, and, Tasmania's interest 
in intordatetrado is so much greater than that of any other State 
that the burden falls on her in a very special degree." 
TABLE II 
TASMANIAN SHIPPING FREIGHT RATES. 
1913 and 1925 
Service Cargo Freight pre-war 
Froldit. 
1925 Increase 
INTERSTATE - General 
cargo 
Apples. 
General oargo Apples. 
General cargo Apples. 
General 
Cargo. 
General 
Cargo. 
Gonoral 
Cargo. 
Mhoat 
ohartor(11.121.,14ay ouno) 
13. 6 i 
	
O. 	7- - 
13. 	6 i 
 
0. 7-- 
31. 	6 i 1. 	7-. -. 
28. 0 
38. 0 
60s.to 
65s. 
31.3to 
ft13) 
20. 0 
0.11 . 
20. 0 
0.11 
410. 0 
2. 6 
46. 0 
61. 0 
70. 0 
30s.to 
n925) 
47 
47 
47 
47 
27 
54 
64 
60 I 
12 
4 
1 elbourne and all 
Tasmanian ports. 
Sydney and all 
Tasmanian ports. 
Brisbano and Tas- 
manian ports 
Adolaide and Tas- 
manian ports. 
Framantlo and Tas- 
manian ports 
OVERSEA - 
United Kingdom and 
Hobart & Launcoston 
United Kingdom and 
Australian Ports 
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It was admitted that some oversea freights had risen considerably 
more than those for wheat and general cargo. 	Refrigerated space 
for fruit in particular was 50 per cent higher than 1913 rates. 
Unfortunately, "this is the oversea freight which most vitally 
affects Tasmanian interests, as the high rates jeopardise the whole 
apple-growing industry, and are an effective bar to its expansion. 
There has been no increase in the acreage of Tasmanian orchards for 
tho last three years" (p. 12). 
The Committee referred to the conclusion of the 
• Naviga tion Commissioners that there had boon no increase in freight 
rates between Australian ports since the Navigation Act came into 
forco. 	But, "they have not come down while in oversoa freights 
there has been a groat reduction t.II 
62. The Committee found that Tasmania, was suffering , 
• from serious loss of shipping facilities both for cargo and pass-
engers, from an excessive rise in interstate freights, and that her 
goographical position and trado (including the tourist traffic) 
mado her susceptible to injury on these accounts to a very much 
greater degree than any other State. 	It was not suggested that 
all those disabilities were due directly or indirectly to the 
Navigation Act. 	But, "the Navigation Act and the policy which 
it embodies are undoubtedly a serious aggravation of the trouble". 
Sorvicos have been out doill or discontinued, and interstate charges 
have boon greatly increased in most cases As the direct oonsoquence 
of the increase in shipping costs - an increase very much greater 
than in the caso of oversea shipping. 	The Committee pointed out 
that the Navigation Act was accepted as Commonvoalth policy to . 
protect and encourage Australian shipping. 	Hence, such protection 
and encouragement "should be at the expense of Australia generally, 
but as the only shipping that It is possiblo to encourago is 
shipping within Commonwealth waters, and as Tasmania is in proport-
ion to population much more interested in such shipping than any 
other State, it follows that the cost falls very much more heavily on 
Tasmania and offers the most serious throat to her present and future 
solvency" (page 13). 
, 
_ 63. 	In.1925 the Commonwealth GOvornment appointod Sir . 
Nicholas Lockyor as its special representative to inquire into the 
financial position of Tasmania. 	"The Case" was prepared by the 
Hon. A. G. Ogilvie and the Hon. Tasman Shields. After oxplaining 
the position of the State as a separate unit, the main causos (said 
to be external to Tasmania) of her financial disabilitios were dis-
cussod under two headings; namely:- 
a) Direct financial disabilities; 
(b) Gonoral economic disabilities which had 
" reduced tho State's capacity to main-
tain itself". 
• 64. 	Of course, it is inevitable that any Fedoration Cover- 
ing so wide an area as Australia, and including States so very 
different in geographical circumstancos, should have different .effects 
within different States. 	"Mon Federal policy b000mas -direoted to 
the fostering of spooial forms of production and of sorvioos, an 
unequal'incidonoo.of cost and bonefit is also to be expected. 
Mhon geographical conditions 	markedly unoqual, such inequalities 
- are bound to bo-accontuatoe 
65. 	So far as the general economic causes external to 
Tasmania as a State wore concerned, the case concentrated upon one 
aspect of national policy only, that of protection, and proceeded 
to chow how its application through the tariff and tho Navigation , 
hot operated against Taanania. 	llowovor, tho "Case" stated little 
that was now and loss that was specific and dooumontod. 	It was 
(7) Freight rates wore abnormally high in 1921. 
•r.{-7■507 	•••• .• • r•• - -- 	 • 
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oontondod that the sovoral "cdsts" of isolation could not . 
be passed on, the reasons being tho relative bargaining power 
of Tasmanian producers with mainland competitors. 	Hence, 
all froight charges remain with tho oxportor. (4° 
66. 	Sir Nicholas Lookyor presontod his roport to 
the Prime Minister on 25th March 1926. (" He reforrod to the 
importance to Tasmania of adequate and economical sea transport 
services. 	in Chapter VII of this survey wo shall be concerned, . 
with an analysis of the cost structuros of Tasmanian oxporting 
. indust'rios, with particular reference to the proportion which - 
shipping costs boar to total costs of production. 	Since a 
section is to be devoted to the textile industry it is intor-
osting to note the Observations of three Launceston manufactur-
ers who, intor alia s ctatod to the Commissioner as follows:-(") 
. "Increased freight: the bulk of the raw wool 
hlsto be purchased on the mainland, and hoavy 
freight paid on it to Tasmania. 	Prior to tho 
Navigation Lot, freight was 2/6d. and is now 
7Ad. per bale, and as the main market for 
the finishod product is also on the mainland, 
the manufacturod goods are also subject to 
• freight back to the mainland. 	The city of 
Launceston, and the existing woollen manu-
facturers in Launcoston, have been endeavouring 
to attract othor woollen manufacturors to 
Launcoston, with the idea of making a woollen 
• manufacturing centre, and so getting tho advan-
tago of the increased labour market, and as 
• far as the city is concerned, an increased 
population, and tho natural advantage of climate, 
• water and the hydro-olootric powor schemo have 
boon boomed, but the advantages of thoso are 
do slight compared with the disadvantages 
• enumorated above that thoro is no inducement 
•for any company to start a now woollen mill 
in TasMania at the present lme". 
67., Tho Lockyer Report admits the difficulty of 
computing the cot to Tasmania of the Navigation Act and refusod 
. to cotmont on the generalisations made by the Tasmanian Committoo 
responsible for preparing the "Case"Jj Sir Nicholas conveniently 
sholved the question by concluding that, 
"In practice, Tasmania, by toason of her isolated 
• position, her dopondonce upon interstate trade 
and interstate tourist traffic, and the fact that 
her interstate trade is more than double that of 
any other State, undoubtedly. carries more than a , 
fair and propor share of the national burdan." 
68. 	Tho Commonwealth Joint Committee on Public Aocoults 
(W"The Case for Tasmania" presented to Sir Nicholas Lookyor on 
behalf of the Government of 	smania (Government Printer) 1926 p.:4. 
•
. (9) In tho case of most Tasmanian products sold on Mainland markets 
competition is on the basis of price components and not on the basis 
of a changing prioe.(Duo to price fixing agroomonts among producers) 
•(Vide Chapter VII). 
• (10)Roport on the Financial Position of Tasmania as Affootod by Fed-
eration, by Sir Nicholas Lookyor. Presented to tho Prime Minister 
(The Right Hon. S. M. Bruce) on 25th Maroh, 1926. 
(11)bno Threo firms concerned woro:- 
Patonts and Baldwintd Ltd. omnors of the largest spinning mills 
in the 
• Kolsall and Kemp (Tao) Ltd. company formed by Kolsali & Kamp Ltd. 
• -..r7=oic,-71171.and, and the largest flannel manufacturers in the 
British Islands. 
• Robert Rthgarth and Sons Pty. Ltd. the oldest firm of woollen Manu-
facturers in Tasmania. 
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• (appointed on 22nd January . 1926) was instructod to inquire into 
and report upon communications botwoon Tasmania and the Mainland, 
and the subsoquent report Was ordered to be printed on 9th Nov-
ember 1927. With regard to the amendment of the Navigation Act 
it was indicated in ovidonco that when the coasting trado provis-
ions of the Navigation Act came into oporation on lot July 1921, 
oversoa ships, with the exception of tho Commonwealth Govornmont 
lino, whilo continuing to call at Tasmania ooasod to carry pass-
engers or cargo between Australian ports. 	Under Section 286 
of the Navigation Act however, permits could bq issuod for over-
sea vessels to engage in interstate trade if it could be shovn . 
that no licensed ship was available or that the sorvicos woro 
inadequate. An amondmont . of that soction of the Act provides 
that during certain P3riods of the year British ships of 10,000 
tons gross and over having a speed of at.least 15 knots may 
be permitted to carry passengers botwoon Hobart and the ports of 
Brisbane, Sydney and Melbourne, without having to be licansod • 
under tho coasting trade provisions of the Act. Although thoso 
facilitios wore granted in 1926 and . 1927 during the applo export 
season, no advantage of the exemptions was taken by the shipping 
oompanios in either yoar, 	Yet, other evidence placed boforo 
tho Committee was emphatic and unanimous that tho Navigation Act 
had had a detrimental ofeoct on Tasmania by imposing restraint 
on the free movement of passengers and cargo. 
• 69, 	Only brief reference was mado to the question of 
faros and freight rates. 	The opinion of the 1920 Select Committoo 
on Soo Carriago and the 1923 Royal Commission on tho Navigation Act 
that the freights ohargod wore justifiod was quoted. 	It was claimed 
that qs Tasmania has to boar its share of any losses incurred by the 
Commonwealth Line, the vessels under that flag should call regularly 
at Hobart throughout the year, instead of, as at present, only during 
the apple season. 
70. 	Tasmania, as well as other Statos of the Commonwealth 
though perhaps to a greator dogroo, had, in tho opinion of the Comm-
ittoo, suffered as a rosult.of the NavigatiOn Act; its industries 	' 
had boon handicappod; the establishment ofinew onterprisos had boon 
prevented, and, generally, the dovolopment of the State had been 
hindorod. Not only had the Lot failed in its purpose to create an 
Australian Mercantile Mayino and to improve transport facilities, 
but "it has, in offoot, croatod two monopolios" - the interstate 
companies on the one hand, and the soamon on the othor. 	The 
3 Committee, therefore, recommondod that "the coasting trade seotions 
- of the Navigation Act be ropoalod". 
71. A minority report stated that "the repeal Of the 
coasting trade sections of the Navigation Act would not prove a remedy 
for Tasmania's disabilities or lead to the improved sorvicos dosirod 
by the State. According to this report the unsatisfactory nature of 
the Bass Strait service was.duo in no small measure to the absonce of 
competition, as the interstate companies "have divided the Australian - 
coastal trade among themselves and will not invade each other's domain." 
The difficulty, it was maintained, could be overcome by the extension 
of the shipping dotivitios of the Commonwoalth to provide a diroot 
service between Tasmanian and the Mainland."' 
' 
72. 	Undor datu the 6th D000mbor, 1929, the Honourable tho 
Prime Ministor (J. H. Soullin) asked the Parliamentary Joint Committoo 
of Public Accounts to inquire into and report on the general question _ 
of Tasmania's disabilities. 	The main points of the evidence plao lod 
: Tho difficulty in this and all other official investigations has 
arisen, in the opinion of tho rosoarohor, from tho particular approach 
adopted. 	Tho cost to. Tasmania of "Bass Strait" should be oonsidored 
in terms of costs of production, defined as all costs incurred in tho 	- 
manufacturing process plus all transport and other charges of marketing. 
'.'Tho British Economic Mission - in its Report of 1929 rocommended-that 
effect be given to tho Committee's suggestions. 
Vido Chapter III' 
25. 
beforo this Committeo concerning the disabilities suffered by Tasmania 
in consequence of inadequate shipping services and high froight rates 
may be stated thus- 
(a) Owing to Tasmania's severance from the Mainland 
she is almost ontiroly dopondent on shipping 
facilities for the prosecution of her trade. 
(b) Intorstato trade was relatively more important 
to Tasmania than to any other State. For the 
year 1928-29 the intorstato tonnage of cargo . 
from Tasmania was 4.54 tons per head of popul-
ation' compared with 1,67 tons per head of 
population for all other States. Thus the 
interstato trade of Tasmania was over two and 
. ca. half times as groat as the avorago of the 
other States. . 
(0) 	hi10 the encouragement of an Australianklor 
cantilo Yarino through tho protection of the 
Navigation. Act was considorod a worthy object; 
it was contended that Tasmania owing to, her 
geographical position,hor predominant interest 
in inter stato trado and hor partial dopandonoe 
on the tourist traffic, had to boar a dispro-
portionate share of the increased costs and 
curtailment of services involved in the mainten-
ance of an Australian shipping industry. 
73. As the Commonwealth Government had spont'millions of 
pounds on tho provision of railways in other Statos, it was contended 
that tho obligation rested on tho Commonwealth to find adequate moans • 
of communication by sea for Tasmania. 	To ovoroomo existing diffi- 
culties it was suggostod in avidenco that- 
(a) Passengor communication between Molbourno and 
. Hobart be rostorod; 
(b) Provision be made for the continuity of the 
• Sydney-Hobart passongor service throughout' 
the year with lower fares; 
.(c). Consideration be given / to a policy designed 
to give Tasmania lower ratos of froight and 
passenger faros gonorally; 
(d) A condition be inserted in the mail oontraot 
• with the Orient Company that its stoamors 
should carry interstate passengers when voy-
aging between capital ports in pursuit of 
overseas trade. 
74. 	It was further statod in evidence that unless adequate 
regular, and continuous moans of communication wore providod to enable . 
the products of Tasmania to'boreadily and cheaply marketed, tho efforts 
of the Commonwealth to assist the State financially to ovorcomo its 
difficulties, to retain its population, and to incroasc . production, 
' would be largely wasted. 	Thoro was a differonco of opinion as to the 
bost method of improving shipping services for Tasmania. Some witnesses . 
favoured' increased subsidies to the shipping companies; other favoured 
tho establishmont of A Commonwealth lino. • The majority of witnoOsos 
however,, favoured a subsidizod service. 
4.• 
75. 	Ir:hilo the Navigation Act was aoceptod as the oxprossion 
of tho policy of Australia to protoct and oncourago Australian shipping, 
it was *claimed that Tasmania, because of hor special conditions, her 
geographical position, hor prodominant intorost in intorstato trado, 
• and her partial dopondonco on the tourist traffic, boro a totally 
disproportionate sharo of the costs which the maintonanco of an Aus-
tralian -1,:orcanti1e Farina involved. 	It was admitted that it was 
Impossible to soparato the effects of Federation and Federal policy 
from the economic changes and'the general progross of industry and 
production. 	It was also recognized that the riso in coastal froights 
and curtailmont of services might have boon largoly an inovitablo 
C. 26. 
oonsoquenco of world shipping conditions in which the Navigation 
Aot played but a small part. 
76. Having regard to the fact that the Commonwealth 
has provided railway communications in mainland States at very 
oonsidorable cost, and that Tasmania is seriously handicappod 
by reason of her goographical position, the Committee felt that 
an obligation rosts upon tho Commonwealth to assist the State 
in the provision of suitable shipping facilities and as of the 
opinion that an improvod service should be provided betwoen 
Holbourno and Launcoston and the northorn ports of Tasmania, and 
that freight ratos and faros should be roduood. 
77. M.th regard to tho'Hobart-Sydnoy service tho 
Committee zonsidorod cthat a regular sorvico should be maintained. 
It was thought, however, that the rotontion of a largo vessel liko 
the Zoalandia could be justified throughout the year, and that 
during the winter months at least a vossol of the Riverina type 
should bo sufficient to 00po with the traffic offoriag. 
78. In connection with the application made in 1933 
by Tasmania for financial assistance from the Commonwealth under 
Section 90Of the Constitution, a special memorandum was submitted 
to the Grants Commission dated 26th January 1934 and it was 
strmngly urged that Tasmania sufforod definite disabilities through 
the operations of the Act, which resulted in:- 
(i) Curtailment of sorvicos. 
(ii) Increased faros and froights. 
(iii) Unoqual opportunities for competitive trade. 
(iv) ,Hindorod dovolopmont of the tourist and 
other industries. 
(v) Losses through maritime disputos, which, 
in all probability, would. not have occurred 
but for the ban on British ships. 
(Id) The aftermath of such disputes - the fear of 
again being marooned whilst travel by British 
ships was prohibited.1 
(vii) Tho stagnating offoctiupon Tasmanian trade 
generally through diminishing tourist traffic 
occasioned by the Act. 
(viii) Repercussions on overseas trado. 
79 (a)The Committee was first concerned to show that the 
increases in.freight charges so far as Tasmania Was concerned wore 
not imposed to moot falling trade. 	The data prosontod showed that 
Tasmania's total trade increasod from 641,383 tons in 1919-20 to 
1,088,965 tons in 1923-24, an advance of 447,582 tons, equal to 
69.8 per cent. 	In the next two yoars (1924-25 and 1925-26) the 
totals were 991,931 tons and 936,281 tons rospoctivoly, increasing 
in 1926-27 to 1,088,582 tons, with a fluctuation to 1,045,393 tons 
in 1927-28 and to 979,999 tons in 1928-29. 
(b) Comparing the figures for the commencement of the 
ton-year period (641,383 tons) with the year 1926-28 (1,085,582 tons) 
tho incroaso was 444,199 tons, or 69.2 per cent; and compared with 
the last'year quoted by the Public Accounts Committee, 1928-29, the 
incroaso'was 338,616 tons, or 52.8 per cent; so that fithe'inoroase 
in freight rates , could not be supportod by an argumont of falling 
trade". 
BO. 	In computing the annual loss to the Tasmanian nat- 
ional income duo to incroased sea freight rates the Committee 
maintained that in the case of the State's oxport products the 
freight cost was not paid by the consuming country or state. In. 
• (15) Prior to the recent war the Zoalandia ran a weokly service l 
•during the summor months and fortnightly during the winter soason. 
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general, of course, the final consumer does pay imposts such 
as customs duty, froight 
81. 	The disability suffered by the State due to the 
Navigation Act was expressed by the Committoo in money terms as 
follows:- 
Freight rates, above the cost of mainland states ' 276,689 
Passenger rates above the cost of mainland states '54,636  
Total annual extra costs imposed 	£331,325 
. Loss on tourist traffic (Plus transit traffic pass.)84.,600+ £5000. 
Minimum annual extracosts and losses imposed by 	----- Navigation Lot 	 -f420, 925 
	
82. 	Tho following method was adopted in tho calucl- 
ation of the annual loss to Tasmania arising from the difforontial 
freight rates oompared with those charged between mainland ports. 
The figure of .1301 per ton mile was obtained by taking the 
difference between - 
(a) The average rate paid on Tasmanian cargo 
according to the nearest obtainable dir-
ection and extent of the traffio; and 
(b) The average of rates between mainland ports. 
83. 	The figure for (a) above was obtained as follows:- . 
(a) Direction and Extent.  
Total value of trade interstate imports and exports of Tas-
mania . in 1931-32 was £10,959,089 made up as follows:- 
-To and from N.S.W. 	£3,949,624 	(36%) 
Victoria - 	£6,757,201 . (53% 
Other States 	£1,252,264 	(11% 
£10,959,089 	100% 
More than half of tho froigTht 'therefore, was carried the 
shorter distance of 470 mile (Hobart to Melbourne); a 
° little over one-third was carried 638 miles (Hobart to 
Sydney); andpractioally all thm balance of 11% was carried 
between Hobartand Adelaide •(771 miles). 
To be more exact:- 
53% of the freight was carried 470 miles 
36% of the freight was carried 638 miles 
11% of the freight was carried 771 miles 
That is:- 
53 x 470 	249.10 miles 100 
36 x 638 	228.68 miles 
-100 
11 x 771 	84081 
100 563.59 miles 
The average distanoo tho Tasmanian freight was carried, there-
fore, was 563.59 miles. . 
(b) Avorago Ton Rate on Dasmanian Cargo. 
53% Of the Tasmanian oargo was carried between Hobart and 
(iG)Prinoipal products oxported are potatoes, jam and apples and as theso 
have to competo on.tho'opon market in tho country of consumption, the 
incidence of the freight is on the home producers. Again, the inward 
freight on most manufactured goods, against which there is no similar 
Competition, falls on the consumer of this State also. 
In this connection tho Tariff Board reported in 1929 as follows: 
"Exporienco has shown that the manufacturer in, say, Melbourne can 
produce many articles for his local market at prices that can compete 
suocossfully with imported goods. However,, when it comes to campot- 
ition in othor States, W.A.for example, it has, been found that the addition of freight and handling charges had frequently made the local produots non-competitive with those from overseas." 
28. 
•Molbourno at the rate of .511d. per ton per mile. 36% 
of it was carried botwoon Hobart and Sydney at the rate 
of •444d. per ton mile. 
That 
53 :I .511d. 
---loo 
36 x .376d. 
—156-7 
11 x .444d. 
100 
.27083d. 
.13536d. 
.0488d. 
.45503d. 
The average rato'paid on Tasmanian cargo was, therefore, 
455d. per ton per mile. Average rate per ton milo on 
cargo carried between mainland ports:- 
'Pelbourne to Adelaide .466 
Sydney .348 
It 	Brisbane 1140 .283 
Fremantle .245 
Sydney to relbourno .347 
Adelaide .307 
• Brisbane .416 
Premantlo .222 
Brisbane to Yelbourne. .283 
II 	Adelaide .314 
Sydney • .416 
' Fremantle .257 
• 3.904 ; 12 
= .325d per ton per 
• mile. 
(c)Now, the average rate on Tasmanian cargo according to the 
nearost obtainable direction and extent of the traffic = 
.155d. per ton per miio. 	The average of all the rates be- 
tween mainland ports = .325d. per ton pp- mile. Therefore 
difforenoe = .130th per ton per mile. 
The average number of tons carried to and from Tasmania 
during the five years cndod 1931-32was 905,693 tons. 
Hence, 905,693 tons x 5 6<:c 0 .130d. = £276,689. 
84. 	The last report preparod by the Economic Case for 
Tasmania Committeo dealt with the oOst of protecting and assisting 
Australian industries." In the report on "The Effects upon Tas-
mania of the Navigation Act, 1912 and its Amendments" (11th October 
1933) just dealt uith it was stated that a groat deal of additional 
research would be required to enableAo Committeo to sot out in 
detail the full effects of the Act upon Tasmania as - a result of - 
.(a) Curtailment of servioos. 
b) Increased faros and froights. 
o) Unequal opportunities for compotitive trade. 
d) Hindered devolopment of the tourist and other ; 
• industries. 	 . 
(o) . Lossos through maritimo disputes which, in all: 
probability, would not have occurred but for the 
ban on British ships.  
• (f) , The aftermath of such disputos -.the fear of 
again being marooned (as occurred to passengers 
, an more than one occasion) whilst travel by 
 British .ships was prohibited. 
kg) The sta.r,Jiating effect upon Tasmanian 'trade genorWly - 
' 	through f'.iminishing tourist traffic occasioned 
by the Act. 
(h) Repercussions on overseas trade. 
T ) "Report on the Cost of Protecting and Assisting Australian 
Industries" (7th December 1935). 
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85, 	In Section 19 (page 21) of "The Case for Tas- 
mania, 1935," tho following paragraphs °court 
"The Committee is convincod that among tho 
disabilities suffered by Tasmania as the result 
of Fodoral policy and enactments the effects _of 
the Tariff cannot be ignorod...it has been r °cog-
nisod by provious investigators that the price 
paid by Tasmania for the protective policy of 
the Commonwealth by far outwoights any benafits 
derived by the State from that policy.--:It is 
likely that the subsidy to protected production 
in Tasmania is E2 per head of _population less 
thanotho Australian avorage".° 6, 
"The cost to Tasmania of the Navigation Act ii 
shown in the Committoo's report, published on 
26th January, 1934, to be £420,000 per annum 
(not including certain unasoortainablo oosts). 
The disabilities suffered by Tasmania under the 
policy of protection and the Navigation Aot are 
thus costing not loss thar £800,000 per annum." 
86. 	Tlio Report referred to above aimed to show that 
tho burden imposed upon Tasmania in protecting Australian industries 
by tariffs and bounties is highor than that estimated in Appendix IV 
to "The Australian Tariff". . The table below summarises the conclus-
ions of the report and shows that the cost of the Navigation Aotyas 
alleged to represent about 36% of the total burden due to the protective 
. policy of the Commonwoaltht- 
TABLE III. 
Not Burdens upon Tasmania during 1931-32 of Bounties Paid  
from Commonwealth Revenue, the Butter Stabilisation Scheme, the 
Sugar Embargo and Agroement  (aftor allowing for Sugar Concessions) 
and Tariff Protection of Primary and Kanufaoturod Products, TSFE- 
er with the Adverse Effect of the Navtation Act, 
. 	. 
Act of Policy Total idvor88tv., 	- 
Per Head of 
Population. 
(a) Bounties, the Butter Stabilis-
stion Scheme, the Sugar Embargo & 
?.grooment, & Tariff Protection of 
r'rimary and-Yanufactured Products. 
(b) The Navigation Act 
(a) Less Sugar Conoossions. 
L 
798,000 
421,000 . 
s. 	d. 
69. 	11 
37. 	3 
1077-7 
3. 	5 
1;210,000 
39,000 
Totalltinimum Tasmanian Burdont 1..... £1,171,000 103. 	9 
87. 	The Report in question was issued by the Economic, 
Case for Tasmanian Committoe on 7th D000mbor, 1935, and was one 
of tho documents submitted by the Treasurer to the GrantsCommission 
along with the Statement prepared by the State Finance Committoo,: 
of Tasmania's Claim for a 6 -peoial Grant in 1936-37. At the pub14o 
aitting of the Commission in Hobart on 30th and 31st January 1936, 
certain of the methods used and the conclusions reached in the /. 
Report wore the subject of criticism by members of the Commission. 
Yost of the criticism was voiood by Professor L. F. Giblin. 	He 
pointed out that the non-acceptability of the conclusions in the 
Report arose from difficulty over matters of assumption. He did 
not attempt to traverse the Report in all its details, but confined 
himself to the summarios, more particularly to that on ipago 35 giving 
estimates of the cost of protecting and assisting industries in Aus-
tralia as a whole. 	The total cost of the five itoms included in this 
( 16)This is the estimate made in Appendix ',;of "The Australian Tariff" 
(prepared by a panel Of economists in 1929 for the Prime Ministe r ). 
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summary is shown as £41,977,000. 	Doubts wore thrown by tho 
Professor on the correctness of the figures for four out of 
the fivo items. 	Ho summarisos his criticism on page 42 of the 
' transoriit of evidence. 	"Putting those things together, you 
will see why we do not fool able to accept your total of prac-
tically £42 million for the year 1931-32, but would out it 
down by about £9 Million or £10 million, so that the figure of 
69/7.1d, per head would be reduced to 54/- approx." 	That is, 
Professor Giblin assumed that the per capita net burden for 
Tasmania (69/11d) • worked out by the Economic Case Committee 
should be reduced by 9/4d. or 10/4d. He did not attempt any 
examination of the method employed by the Committee in arriving 
at the distribution Of wit burdens among the States as set 
out in Pablo 15, paeh. 350 
88. In addition, the figure of £421,000 shown in 
the summary of Community Burdens on page vii of the Report, 
with respect to the Navigation Act was rejected by the Commission 
on the ground that they wore "not satisfied that tho data •(from 
which the estimate was mado) are correct". 	The cross-examination 
of Tasmanian witnesses in this connection indicated also the 
Commission's unwillingness to accept assumptions, methods and 
inferences in the Economic Case Committee's Special Report for 
measuring the Incidence of Exchange upon Tasmania for 1932-33. 
89. Accordingly, the State Treasurer instructed 
Profossor F. R. E. Youldon and Er. D. L. Anderson to prepare a 
momorandum on the Commission's criticisms. 	Regarding the 
attempted measurement of the burdens upon Tasmania imposed by 
the Navigation Act thcAemorandum discussed the method used and 
the criticisms levelled at some length. 
90. TheMauldon-Andorson memorandum first concerned 
itself with the methods used by the Economic Case Committee, 
Burden due to increased Freight  Charges. Average 
figures for ton-mile charges onigeneral cargo , 
'moving between Tasmania and the three 
states with which she trades wore weighted accord- 
ing to the value of *ado on the three froight 
routes, but not according to the different mileagos, 
and the resultant average figuros roforrod -to wore 
the "avorago ton rate on Tasmanian cargo". 	Prom 
this was 'subtraoted a simple average of a sot of 
twelve ton-mile , charges between pairs of Mainland 
ports, and the difference was multiplied by the 
average length of carriage betwoon Hobart and the 
• three ports of Melbourne, Sydney and Adolaido. 
The latter average was weighted according to the 
rolativoKraluo of trade botwoen Hobart and the three 
ports. 	The rosultant'produot was multiplied by 	the 
avorago number of tons carriod to and from Tasmania 
during the five yoard ended 1931-32, which was 
stated to bo 905,693 tons. This gives 6 figure 
of £276,689 which Was used as the oxtra expense 
or amount of freight rates duo to the Navigation' 
Aot (for computations see para. 83 above). 
91. The Commission's Objections. 
•
1■•••• 
(a) The Chairman of the Commission had questioned tho 
soundness of the assumption that if the freight in Tasmania was greater 
than between a (presumably equal) given dist:Inc° on the mainland that 
was an "injury" duo to the Navigation Act. The Soorotary of the Economic 
Case Committee (Mr. L. R. Norman) attributed the higher Tasmanian freight 
' to the lack of competition in comparison with the mainland states where 
shipping was subject to rail competition. 	It does seem probable that 
rail competition on the mainland should have some offoot upon marine 
freight rates along the coast. (It is cortsin that several State railways 
1 
o 31. 
) partioularly Quoons1and(19  have establishod tfrOchting systoms particularly 
.dosigned. to moot port to port compotitionA ) ) 
(b) Tho noxt point raisod•by tho Commission was tho quostion 
of the heavier freight burdons carried•botwoon "fainland ports, tho suggest-
ion being that this would allow freights to be lower. 	r.Norman admitted 
that no account had boon taken of this fact, but thought that the many 
souroos of loss to Tasmania for which no allowance had boon made would mako 
up for any over-statement hero. Regarding this point it was stated in the 
Pomorandun under review that it was probable that "the smaller and loss 
regular demand for transport from Tasmanian ports compared with that bo-
. tween Mainland ports would definitely make the cost of carriago higher 
when a Tasmanian port was involved".( 21 ) (Nato also tho fact that Tasmania 
is right off the roculer traffic routes). It would be a matter of policy 
for the shipping companies Whothor this higher cost was passed on in high-
er freights, but as froights aro higher than those botwoon 1. 7ainland ports, 
a small volumo of cargo must bo considered as part of the reason. 
(c) The next objection raised by the Cpmmission was connect-
ed with the effect of the length of journey. Owing to the central position 
of Tasmania in relation to the other state capitals, and tho fact that fig-
uros wore only taken for freights from Hobart to Yelbourne, Sydney and Adol 
aide, "the average distance of carriage applying to tho Tasmanian figures 
must be oonsidorably less than that for the journeys between other Austral-
ian ports for which figures are taken". To gauge the effects of length of 
journey upon ton-mile freights, it is only necessary to gland° at some of 
the tables produced by the Committee, which show clearly that goods are 
carried for long distances at a much lower figuro per mile than for short 
distances. According to Pauldon and Anderson this should supply part of 
the reason for the excess of Tasmanian freight rates over those applying 
exclusively to the rest of Australia. 
• (d) The Chairman then sug;7asted that regularity and soourity 
of servioo as under. the prosent arrangement mijlt be preferable to-the 
•results of casual and irregular competition from outside. Yr.Norman thought 
that the earnings of the regular trading companios would be protected by 
- the development of a now class of traffic. He instanced tho results of the 
relaxation of the Act, when the regular traders wore doing even bottor than 
before. Professor Giblin thought that this was ;duo to a general inoroase 
in the habit of travelling which would have hapPoned anyway. The rauldon-
Anderson memorandum found it rather difficult tc ho sure about this question. 
It seomod.unlikely that, if competition shipping gave any considerable ser-
vice, rosular liros would be able to avoid a certain loss in returns. At 
the same time it soems probable that some arrangement might be made betwoon 
the linos conoornod by which the severest effects of competition might ho 
avoidod. The bomission made no particular oriticism of tho measures mado 
by the Committee of losses other than those on freight chargos. 
92. Other Objections. 	• 
(i) Vonsurement of the Average Ton Rate on Tatianian Cargo  
Considering the principal objections to the various moasuros • 
.besides those which the Commission voiced, the Memorandum commenoed with 
the measure of freight loss. The measure of the "average ton rate on •ias- 
manian cargo" was mado by weighting the ton mile rates for general cargo 
'moved between Hobart and Yelbournei Adelaide and Sydney with the relative 
• importance of these three runs. One small ebjectbn made applied to the 
method of weighting which was in proportion to value of cargo shipped to 
and from the three ports, Although presumably there were no better figures 
•available. 
A more serious objection lay in the fact that the woightod 
average of the three charges was takon witheui reference to the various 
mileages. Naturally, a low ton-mile rate on a vory long run woUld tend to 
reduce the real average rate paid more than a similarly low rate on a short 
Atl; 
l‘t^7"."•• 
• 
(19) See Report upon the Enquiry into Railway Competition with Portsby.J.B. 
Briden, 31st August, 1931. (Government Printor) (20)-, ' Ythothor the degree of freight reduction caused by this competition is 
commensurate with a possible reduction in Tasmania duo to the with-drawal •of the Navigation Lot is another question. (21 )Tonnacj e available is, of course, an important factor to be considered in rate making. • •:* 
.„„ 	
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run. The figures produced for ton mile rates in the three cases were 
weighted according to the len:!Jths of carriage, and the figtIre of .45503d. 
per ton mile for the average of the three was sli.jitly modified as shown be- 
low. 
The requisite addition to the Navigation Act Report was 
applied by calculating the average distance of carriage and multiplying each 
of the components of the apparent average ton mile rate (see "The Case for 
Tasmania 1935," p.24) by the ratio of the appropriate length of carria.e to 
this average distance. The following calculations were made in the Memor- 
andum:- 
Average distance of carriage 
in miles 	= 	, (470 x 53) + (636 x 36) + (771 x 11) 
o 	 ,100 
56359 = 563.59 
100 
' Average ton mile rate = (.271 x 470) + (.135 x 638) + (.049 x 771) d. ...  563.6 
= .251.28d. = .446d. 
It will be seen that this alteration changes the difference between the 	; 
- average Tasmanian freiht cha rse and the figure . produced for the average 
Mainland charge from .130d. to .121d., reducing the former by about 7%. 
Other minor objections raised by Mauldon are Anderson re-
lating to the method used in the computation of the average Tasmanian freight 
includes the doubtful assumption that all Tasmanian interstate trade was be- 
tween Hobart and Sydney, Felbourne or Adelaide. This assumption is open to 	- 
doubt from two sources - a good deal of trade must take place through the 
ports on the North Tasmanian coast, and there may well be an appreciable 
traffic with other Mainland ports apart from those given. It may be reason-
able to accept the trade with these three ports as typical of the whole, but 
this assumption should have been stated, and,/if possible, justified. 
- (ii) Measurement of the Average Rate per ton per Mile on Cargo  
carried between hainland  Ports. The objections to this process, were, 
firstly, the fact that there was no allowanoo for the various lenoths of 
journey. This omission might have caused the figure for the average rate to 
be inflated above the real figure, and hence have cancelled out in part the 
corresponding error in the measurement of the Tasmanian rate -;---'Uth the 
second measure, however, there are several more items of inaccuracy. Thera 
was no allowance for differences in volume of freight on tho various journ-
eys. The presumption here should have boon that, as in the-T6emanian case, 
the shorter journeys, i.e. M, elbourne - Sydney, Sydney =Brisbane etc. wore 
more important than the lonser.jeurneys, i.e. Brisbane - Fremantle, Sydney - 
• Fremantle, etc. The inclusion of weights here would certainly have increas-
ed the figure probably substantially. 
For an unexplained reason some of the journeys were dup-
licated. Thus, Melbourne - Sydney appears as well as Sydney - Melbourne. 
This may have been a crude device for attaching the extra weight referred to 
above to the more important journeys, but, if so, the obvious inaccuracy is 
'too groat for a reasonable measure. 
(iii) General. -Figures for ton mile charges wore based on rates 
obtaining in 1933-34 and the value of Tasmanian trade on 1932-33 fiures, . 
The total tonnaF:e of Tasmanian trade by which the freight difference was 
multiplied was for the five years ended 1931-32. Yauldon and Anderson des-
cribe this mixing of years as "a bad fault", particularly im view of the fact 
that "the selection of the average figure for tonnage of trade (905,693) makes 
the burden appear much bigger than if the 1931-32 figure (804,032 tons) had 
boon applied." 
The assumption inherent in tho use of this figure of extr 
paid as a definite burden upon Tasmania was that those rates increased on 
both imports and exports, and, therefore wore paid entirely by Tasmanians. - 
1;•- 
• 2 
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• Lot us consider the effocts of an imposition of extra freight, assuming for the moment that it is duo to the Navigation Act.. This imposition will, 
first of all, tend oithor to increase the price of Tasmanian commodities 
such as Wool in the countries to which the State exports or to dooreaso the 
return to the local grower, or both. Since Tasmanian production forms such 
a low proportion of the supply in importing countries overseas, it is un-
likely that much of the'. burden could be passed on to the overseas buyer in 
the form of higher prices, and to this extent the assumption scorns substan-
tially justified. At the same time, most of the State's interstate exports 
would not be of these starkicommoditios but of certain metals and foodstuffs. 
•There arc many cases in which the Tasmanian production provides a large 
enough proportion of the supply to ()liable the oxportor to gain a higher 
price on account of higher freight chargos. . 1,1 th regard to imports, most ' 
of the oxtra freight is probably passed on to Tasmanian buyers, but there 	. 
are many cases in which the seller chooses to offer goods at-a -- lightly 
lower, not price in order to avoid a Shrinkage in the market which is, again, 
an offsetting advantage to Tasmanian consumers as a whole. Arguing along 
theso lines the Memorandum concluded that the inclusion of al• -the extra 
freight az a burden upon the Tasmanian community involved' some elaggeration. 
• (iv) Yeasuromont of Annual Loss Duo to Increased Passenger 
..••••41 
• . 	. 
Fare,
• • The method used waS similar to that applied to inoroas-od freight rates. The Economic Case Committee found that the extra rate 
this State had to pay, over and above that paid between the principal Main- . 
land ports, is .4d per mile. This figure multiplied by the total number of 
.miles travelled in an t.'average" year, gave a total cost of £64,636. 
No details wore given of those calculations and "it seems 
probable that the method is as open to criticism as the method applied to 
• freight increases". The assumption that the ontiro increase in fares to and ' 
from Tasmania i8 a charge on this State is much more unwarranted than the, 
similarassumption in the case of freight. The majority of persons travelling 
• to and from Tasmania are almost certainly Mainland residents. They may some-
times make up for extra fares by spending less in Tasmania, but far the 
greatest loss caused this State through the Mainland visitors mutt be the 
decrease in number of visits. This is allowed for olsowhore. There must bo 
•many oases in which Tasmanians travelling to the /. Mainland on holday spend 
less there awing to fares being higher. Hence, /"it would appear that half 
the extra fares would be a much more likely figure as a burden on this State. 
..(v) Iaasuromont of the Loss on Tourist Traffic 
• The Committee here arrived at a decrease of 20% in 
touribt traffic to Tasmania, based on the increase duo to the recent relax-
ation. No furthor data woro riven. The number of tourists visiting the 
State as a yearly average for the five years 1927-31 was derived from the 
total number of arrivals and departures by assuming that one-third of the 
travellers were tourists. Twenty porcont of the number of tourists was 
takon as a moasuro of the rosultant increase were the Navigation Act removed, 
and the loss to Tasmania was worked out by assuming that each tourist would 
• spend £30 while staying in the State. (The £30 came from "evidenoe submitted 
to the Committee"). 	The product of this £30 and the total number of tour- 
ists "lost" namely, £84,600, was taken as the loss to Tasmania. 
So much of the data used in this calculation were completely . 
unbacked that the Memorandum found it hard to take tho measure as a definite 
piece of ovidonce and also hard to select specific faults. Something,;how-
.eyur, was said about the gonaral validity of the process. "Even assuming 
that the amount arrived at is a measure of the reduction in tourist spend-
ings duo to the Navigation Act, the use of the figure as a net loss toiTas-
mania is doubtful. Such a method should not be confused with the typo of 
• measurement used for the benefit of the protective tariff, by which pred-
uours in various Statos are allowed to charge so much extra for the saMe 
production". 	The effect of the spending of an extra £84,600 hero would be 
partly(1)to give Tasmanians a grantor monetary roturn for the same services 
(e.g. that portion of the increased return of a hotel kooper which is not 
covered by extra services suppliod by him and his staff), partly (2) to give 
Tasmanians e creator return for an increased quantity of services (c:F. that . 
fwv, 
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portion of the increased return of the hotel keeper which is covered by 
extra services supplied), partly (3) to give Tasmanians a groator return 
for the solo of extra commodities imported from other States and from 
abroad (e.g. that portion of the hotel keeper's increased roturn which is 
covered by foods etc., purchased outside the State, and wear and tear on 
applianoos etc., similarly purchased). 
It is obvious that. "ovary unit of commodities sold to extra 
tourists whiOh was produced with imported machinery, raw material, or cap-
ital would mean that a portion of the money spent upon it would be a bone-
fit to those outside the Stoto", (as in the third alternative above). 
Obviously that portion of the £84,000 which had effect (1) above would be 
a not benefit to Tasmanians. It would probably be allowable to count that 
portion having effect (2) as a not benefit as well, but that—portion having 
offoot (3) would directly benefit only those outside the State. 
(vi) Yoasuremont of Loss on Transit Traffic pastOngers. 
The only other items included is one of £5,000 for the loss 
of expondituro in Tasmania by tourists passing through upon overseas lin-
ers. Calculations are based on 0 number of "apple trips" during the 1933 
season but the details woro . not given. 
93. The defects in the method by which the moasurament of loss 
from increased freights and fares is made, are obvious. As will be seen 
in Chapter V so many factors affect faros and freight rates such as scale 
of operation, sizo of ship, longth of journey, regularity and typo of cargo, 
that it is oiqviously unwarranted to attribute the entire difference be-
tween Tasmanian and- Yainland froight rates and fares to one cause, partic-
ularly as so many of the other difforentiating factors also appear to 
suggest a difference in the same diroction, ■ 22 ). The method has one advant-
age over any method which would have takon the increase in freight rates 
and faros over the period of application of the Act, namely, that tho off-
octs of general changes in costs and methods due to time are eliminated. 
Also, since a measure of the extra offedt of the Act upon Tasmania was 
sought, the method involved the assumption of responsibility by this State 
for her fair share of tho costs of the Act. In this respect tho Method 
.could have boon made sounder still if the average charges for Tasmanian 
1 journeys had boon compared, not with the averages for journeys in the rest 
of Australia, but with the average for all Australia, that is, including 
Tasmania. Yet another correction is suggested by the foot that, even if ' 
tho offoct of the Act was to inflate charges equally in all States, Tasmania 
would still boar more than her per capita burden owing, to the larger per ' 
capita use of sea transport. 
94 ? As a conclusion, it appears that the Committee was greatly 
handicapped by the lack of data. Had the Committee had access to, and made. 
use of, figures for the fluctuations in freight rates and fares, both to 
and from Tasmania, between the other States, and ovorsoas,.before areafter 
the application of the Act, a much more reliable figure might have been 
arrived at. Such a comparison between points in time is a sine qua non of 
any measurement.. Moroovor, the oonclusions in the Report were bound to be 
unconvincing in the absence of the data referred to as "ovidenoe" but not 
submitted for actual chock and appraisal. As a pinoo of ovidonoo, tho 
Report indicates, rather than provos, that Tasmania would bonofit consid-
erably if tho Navigation Act were removed. The figures givon do no more 
than give an impression of the possible scale of the benefit. As a guan-
titativo moasuro they aro unconvincing and may be highly misleading( 43 ). 
(22) 
We have here a clear oxamplo of the extreme difficulty of using the 
logical method of difference in tracing not effects to a single bause. 
(23) 
It would appear that at least one conclusion may be drawn from this 
and the previous ohapter, nomoly , that the possibility of arriving • 
at any quantitative measure of the 'differnntial cost to Tasmania: of 
the Navigation Act as a single factor in the cost of sea-borne trans-
port is highly doubtful.. 
. 	•• 
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95. In its report the Grants Commission admits the dependence 
of Tasmania upon sea traffic and that in this respect "her position as an 
island is very different' from that of any other State" (2'i). It will be 
recalled that the Economic Case Committee based its report on the havic,- 
ation Lot on the assuffiption that because the freiRht rates to a Tasmanian 
port from a given port on the mainland were ' . ,reater than for voyages of the 
same distance alon the main coast the difference must be ascribed to the 
Navigation Lot. The Commission denied the validity of this assumption and 
pointed out that the freight rates for a voyage are dependent mainly on the 
quantity of traffic offering, and not merely on distance. . Tasmania having 
a small population and .small quantity of goods could not expect the same 
rate to a given point as could • be secured on a voyage from, 'say, Yelbgurno 
. to Sydney or Ldelaide to 1 , elbourne, thowch in fact, there is very little 
• 'difference. .Tasmania cannot afford its own.shippi/v.,.. It must use the 
shipping doing the bulk°of the•Lustralian trade. Their main traffic routes 
are between/and hence/the larger capitals the voya;-.:e to TasMania is an ex- 
•pensive diversion and rates must be highe . If the business is as a whole 
profitable the diversions can bo carried outat a lover cost than an entirely 
independent service to Tasmania.(25) In other words, hi.*1 freight rates 
• to Tasmania are a consequence of its geographical position, and are on the 
same plane as the natural inferiority of.the State's resources. Thie con-
clusion is the basic assumption•Underlying the remaining chapters of this 
study( 20. 
(24) Third Report, Commonwealth Grants Commission, para.148. 
.(26)A case of "positive" discriminatory monopoly. 
Ln assumption which seems to be su77osted by the inconclusivenese 
of every one of the documents herein reviewed. 	• • 
(26) 
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CHAPTER III 
SE ASPECTS (7 THE AUSTRALIAN SHIPPING INDUSTRY, 1914-1945 
96. The First rierld 	r, 1914-1918.  
Tho position of the shipping industry during the years immediately 
following the Groat 'liar of 1914-18 can only bo adequately describod.by re-
ferring to the history of shipping control during the war period. aen war 
broke out and the demand for the despatch of Australian troops arose, the 
duty c.•f finding transports and equipping than for - the conveyance of troops 
devolved upon the Dopartm .irnt of the Navy, in accordance with the past prac-
tice of the British GovernMent.' As the transports had also to lift Austral-
ian produce and manufactures for overseas markets, the Navy Department had 
to provide and make the necessary arrangements for the utilization of trans-
ports for this purpose. Arrangements also had to be made for the amploymont 
of ex-enemy ships which had boon interned in Australian waters, and event-
ually abcut 75 percent of the overseas trade was controlled by thaaNaval' 
authorities. 
97. In 1917 tho Commonwealth Shipping Board, under the Chairmanship of -- .Rear-Admiral Sir Nilliam Clarkson, was formed to deal with difficulties which 
had arisen regarding the quantities of primary produce and manufactured goods 
which yore to be dospatchod ovorseas in the respective steamers. This Board 
• sat until January 1919 and acted in an advisory capacity to the Government 
in all matters pertaining to shipping, both oversoa and interstate. 
98. Early in 1918 the British Government pressed tho Australian GoVern-
nebt as Ian extremely urgent matter", to release more ships from the Aust 7 
ralian coastal fleets in order to .ongago in war service. In Apri1,1918, 
• the interstate vessels belonging to the principal Australian steamship com-
panies wore requisitioned and the Interstate Central Committee was formed 
with the primary'object of running the vessels as one fleet, and by regulat-
ing their employment in the most efficient manner, to make available the 
.largest number possible to the Allied war effort. 
.99. 	The requisitioned vessels were taken over by the Commonwealth Gov- 
ernment on a standard charter party, as provided by the regulations, the 
owners receiving the Blue Bock charger rates.° The Interstate Central 
Committee was purely an advisory body, comprising the managers of the prin-
oipal interstate shipping eempanies of Lustralia under the Chairmanship of 
.Rear-Admiral Sir 1illin Clarkson, in who was reserved full pcwer to veto 
any decisions of 'the Committee. 
As a direct result of their work o nunbor of the largest passenger 
and cargo vessels.woro released for war service, in addition to other inter-
state vessels which had already been sett overseas under Imperial and Aust-
ralian requisition. Interstate vessels wore also despatched by the Control- 
: lor of Shipping to India for wool panics; to America with Australian jams for 
. military purposes; - and to Canada for paper. During the war approximately 
• 45 percent of the interstate tonnage was withdrawn from the coast for own-sea . 
purpose's. At the same time, the Australian coastal trade, which had doubled 
since the pro-war period owing to the growth of local secondary industry, 
was more or loss satisfactorily catered for, until the influenza restrictions • 
and industrial disputes with seamen and engineers interrupted the services, 
'caused delays and resulted in large -accumulations of cargoes at the various 
• ports. 
•11. 	The interstate vessels were kept under •requisition until April 192( 
when they were released by the Government on the condition that they wore 
operated on the Australian coast and that freight rates and fares wore not 
to be increased beyond a moan cf 2C. percent above the rates then ruling. 
The principal interstate shipowners agreed to these conditions up to tho end 
of 192C. The interstate steamship - owners agreed to continue running their 
steamers as one fleet in order to obtain the greatest efficiency. 
(1),. Nhich had boon adopted by the British Admiralty after careful consideraticn. 
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.112. 	'n the 15th April 1 .921., the Federal Parliamont appointod a Soloot 
Committoo (Vto inquire into and roport upon- 
(a) The organisation and control Li' Interstate shipping; 
(b) rvorsoas shipping in rolaticn to Australian products for 
overseas markots and imports 0:morally; 
(c) Methods to improve mail, cargo and.passonger services, with 
ovorseas countries. 
Thc Committee, at the outset, investigated the insufficiency of ship- 
, ping facilities on the Australian coast to cope with the cargo offering. As 
a result of its recommendations eight Commonwealth vessels wore •temporarily 
placed in the coastal fru:do and others carried coastal cargoes while proceed-
img from ono port t  another in prosecuting thoir-oversea voyages, and the 
postwar congestion of general cargo was roliovod. The. Committoo further 
sub rittod that adequate tonnage had not boon availablo for somo timo past 
for the carriage of the constantly increasing quantities of bulk cargoes 
such as coal, coke, oro, timber,- sugar and fruit. 
Admiral Sirilliam Clarkson statod, in his ovidenco, that the two 
.incroasos in freight ratos allowod wore imperative in ordor to make tho 
revonuo of the ships balance the increased expensos. The Controllor showed 
that the total yearly revenue cf the steamers was Z3,6C(oC;Ci-whilst the est-
imatod expenses of running the ships for the.twolve months ondod 31st March 
1921 was £4,752,1. In ordor to defray the lattor increased expenditure 
the sum of E1,155,7." 1 was roquired and after investigation the 1(' percent and 
21 percent incroasos woro'authorisod in order to yiold this amount. The 
total cost of running intorstato stoamers during the six months ended 3:th 
April'192C, compared with thq ,six months ended 31st December 1918, showed an 
increase in the latter poriod computed at 26.7 percent. 
. 115. 	Tho Controller of Shipping later ir his evidence stated that efforts 
by him to Charger additional tonnage for the coastal trade during the war 
had elicited the information that British shipowners required a charter rato: 
of 35/- per ton deadwoight per month, as compared with the rate of 12/6 per • 
'ton deadwoight which was paid for the intorstato companios' regisitionod 
vossols of the same typo. • Again; British roquilsitioned ships on completing. 
an outward voyage on Imperial Government Account, wore often reluased from 
requisitions for the homeward voyage and were allowed to tako cargoes at mar- 
•cot rates' on the ownor's account. 
Tho Committee recommended that the coasting olausos of tho Navigation 
Lot (with an oxcoption in the case" of the North Vest of bstern Australia) 
should be put into operation as early as possib1o. (1° The Committee also 
rocommpndod that the Commonwealth Government should "confor with interstate . 
shipping companios with a viow to a .comprehensive arrangement being arrived 
at.to ensure the provision by thc intorstato companies of afloat that would 
• be capablo ofcarrying . out all requiroments". 
L7. 	The Socond "Thrld "iar, 1939-45  
rn 3rth January 1941, sixteen months after the outbreak of war; a 
.Commonwealth Shipping Control Board was established under National Security 
(Shipping Control)-RogulationsP The board is the instrument by which the 
Commonwealth Government odorcises a control of Australian coastal merchant 
shipping with a view to "the more effectual use thoroof in connection with 
the prosecution of total war". 
"18. 	In view of the limitations of the Australian Merchant Marine it was 
nocessary as the war developed to -organiso shipping so that tonnage could be 
used most effoctivoly and at the same time oater for urgent and fluctuating 
service demands, .Accordingly, regulations were drafted giving authority to 
the Ilinistor for Supply and Shipping to requisition on the recoMmondation• 
of the Shippino Control Board any Australian vessel and th& charter arranc-
ments place the vessel so raquisitionod at the disposal of the Board,: The 
( 2 )Known as "The Soloct Committoe on Sea Carrico". • Interim Reports were tabled in the Houso of Roprosontatives on 13th May 1921', 19th Auggst,192c 
and.lst (ctobor 192. The final report was presented 29thc.rtober,192C. (3)no of 1C percent in Uctobor 1919, and one of 21 poroent in April'1921 . 
(4)Compare the discussion . in Chaptor I. 
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Board is empowered to decide hcw and where the vessels are to be employed. 
The Board may require the owner of any ship requisitioned to act as agent for 
that ship and in practice shipowners .concerned act as agents of the Board for 
thoir own vessels. Agents are paid fair remuneration for their services. 
1C9. 	Heavy services demands and shipping lossss have compelled, during the 
war, rigid rationalisation, and interstate cargoes are limited to essential 
goods. However, the Australian Yerchant . Fleet has been supplemented by over- . 
seas vessels which are operating on the coast. Those include vessels sub-
chartered from the British Ministry of . 1r Transport on time charter basis, 
and British and American ships used fcr coastal traffic whilst temporarily in 
i.ustralian waters, and also vessels under the control of the Commonwealth 
.ships chartering Committee." Generally, the overseas vessels have been used 
to carry bulk cargoes!.') 
1106 	The Board is composed of the .follcwing members, viz:- 
F. Bridgman 
J.F.Brame 
J.L.7cSbb 
1..H.Gaze 
- 
H. Sullivan 
- Chairman. 
- Deputy Chairman. 
- Huddart'Parker Limited. 
- Commonwealth Ships Chartering Committee. 
Secretary, Aust.Inst.of Yarincvand Power Engineers. 
• Commonwealth Treasury. 
- Secretary. 
111. The Shipping Control Board determines the appropriate use of ships for 
the carriage of coal and ironstone. The oompoting claims of cargo require con-
stant attention which must be determined upon main lines of policy, and many 
questions arisin:: from the requisitioning and operation of vessels must be 
referred to the Board for decision. The Board maintains continuous contact 
with the . Dirocter of Shipping on all shipping problems and through him keeps , . 
in touch with other organisations associated with shipping matters, includ-
ing British and American shipping authorities. In spite of the requisition . 
of vessels by the Allied Services, shipping losses and the handicap of war 
conditiens in respect of the movement of vessels, the.. cargo position in .iiust-
rolls remains reasonably satisfactory. However, it has been found tlifficult 
to increase reserve stocks;" 
112. For tho purpose of advising in the management of the shipping services, 
a Shipping. Management Committee, composed of representatives of principal 
•shipping companies whose ships have boon requisitioned, moots periodically to 
deal with questions arising in the conduct of the-shipping services .  Decisions 
of the Shipping Management Committee are subject to confirmation by the Ship-
ping Control Board. The Chairman of the Board is Chaitman of the Shipping 
Management Committee. 
113. The Board also works through a Central Traffic Committee. This Comm-
ittee consists of traffic officers of the Board and considers tonnage fixt-
ures and reports to the Central Tonnage Committee. There are Branch-Committ-
ees at the main ports and small sub-committees at various State ports. Those 
committees work in close association with the Control Traffic Committee. 
114. The functions of the Commonwealth Government Ships Chartering Committee 
as defined in Part IV of the National Security (Shipping Co-ordination) Rog-
ulations are, 	 . 
'To charter or arrange for the chartering of ships on 
behalf of the Commonwealth and to manage and operate 
cr arrange for the management or operation of ships 
so chartered and ships placed under the control of 
the Committee". 
The activities of the Ships Chartering Committee actually arose out of the 
chartering activities of the Australian 7'heat Board. Under war conditions 
there was great difficulty in linking up sales of wheat with Ships for the 
destination and shipment date required and, it was sugeested to the .iustralian 
1141c:fat Board that ships should be tie ehartered. Time chartered vessels'. had 
( 5 )-National Security (Shipping Control) RF:gulations have since been embopied in National Security (Shipfiing Co-ordination) Regulations. Note that this • chapter was written before the cosv-tion of hostilities. However, shipping control is likely to last many months yet.' ( 6 )Vide pnras. 114 et seq. 
" 
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twofold advantage, viz:- 
(a) Sales could be covered immediately with the knowledge that 
before the wheat had to be loaded there would be a poss-
ibility of securing another vessel en ordinary charter 
having the time .chartered vessel free for other business. 
(b) To carry wheatand flour sold by the Board for which no ord-
inary charter could be obtained. 
115. As a result the vessels not only carried large quantities ofwheat 
and flour overseas but enabled a . much greater sale of wheat and flour to bo,. 
negotiated and subsequently lifted by other vessels. The rheat Board also 
agreed to carry any essential goods for the Government when space was avail-
able in the heat Board's ships. 	The Board . further agreed that the ships 
should be used for the fransport of essential goods on their return voyages 
to Australia. In February .194(), prior to the formation of the Ships Charter-
ing Committee, a Cabinet Committee authorised the Department of Commerce and 
the Australian 'heat Board to charter up to six vessels on behalf of the 
Commonwealth Government. It was soon found that this number was inadequate 
for the work to be done and permission was obtained to secure all the vessels 
possible. As the charter of ships was assuming considerable magnitude, it • 
was sugeosted that a formal Committee should be set up to control these ship-
ping activities; this was in July,1941, when the Committee was under the con-
trol of the Department of Commerce. In Povember, 1942, the Committee came. 
under the control of the newly formed Department of Supply and Shipping and 
in Juno, 1944, regulations defining the powers and functions of the Committee 
were included in the National Security (Shipping Co-ordination) Regulations. 
116. The original object of the Chartering Committee was to deal purely 
with overseas trade and it was not expected that the ships would be used for 
more than occasional assistance on the coast. 	Ith the entry of Japan into 
the war, however, the increased demands of the defence authorities occasion-
ed reater assistance from the overseas vessels to moot essential coastal 
needs, particularly for coal and ironstone. . The time chartered fleet was 
therefore gradually built up and at the end of December, 1944, the Committee 
controlled 28 vessels with a total deadweight tonnage of approximately 
235,C“ tons. In.additien.to those vessels, the Committee also controls all 
tonnage built to the order of the Commonwealth /Government. At the present 
time, seven :River class vessels of 9,C(C . tons deadweight are in commission 
and a further 'six are buildin. It is anticipated that those vessels will 
all be in commission by April 1946. 
117. It is convenient to make brief reference nore to post-war decontrol • 
of shipping, which is covered hy an International Agreement signed in August 
1944, providing that up to six months after the ond of the war with Japan, 
the powers accept as a common. responsibility the provision of shipping for - 
all military and other tasks necessary for the completion of the war and 
the supplyin.z of liberated areas. The Governments undertake tc maintain con-
trol over ships rogistered•in their territory so as to enable their Smploy-
mont.to be directed in accordance with this undertaking. The entire shipping 
resources of the United Nations in effect form a common pool from which the 
needs of the various nations are met. Ships are not to be released from 
control or employed for non-essential services or cargoes unless the overall 
tonnage is in excess of total requirements and then oniy in accordance with 
a mutually acceptable formula which extends to all contracting Governments 
an equitable opportunity to engage in commercial trades. The vessels under 
the control of the Chartering Committee, therefore, come under the terns of 
the agreement and form part of the United Nations pool Of shipping and their 
do-control * when this takes place will be in the terms Prcvided under the 
United Yaritime Agreement. 
118. It became apparent during the early months of the war that one of 
the most important faators in increasing shipping costs on the Australian 
.coast was the cost of insuring hulls against war risks. Tilis type of insur-
ance was placed with overseas underwriters and thus Australian interests had 
necontrol over the rate of promium• charged. - . Furthermore, there was:every 
possibility of rate's . for tho insurance of Australian vessels fluctuating 
(7)  Chiefly .coal, coke and ironstone. 
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geographica4y according to the varying conditions in the different waters 
around Australia. By February, 1941, it was evident that some action was 
' necessary because by that time existing premium rates were considered to be ' 
excessive and there seemed to be every pessibility that they would soon in-
'crease further. It was, moreover, considered desirable that freight rates 
already loaded with the cost of war insurance should be stabilised. A fur-
ther consideration was the payment of considerable sums to overseas insurance 
companies, involving a serious drain on sterling funds. 
119. 	Cri the 27th February 1941, the National Security (Marine Thr Risk 
• Insurance) Regulations were gazetted. They provided for the insurance against 
war risk of ships registered In Australia and trading solely between ports in 
Australia.. Insurance was not made compulsory, but insurance except through • 
• the Board was forbidden. The Board was empowered to consent to the insuranee 
of vessels with outside interests . but, in general, this consent was not grant-
ed. Numerous changes wore made to the regulations applicable to the insurance 
cf vessels. There is no need to list in detail the various changes, but by 
1943. tha main conditions regarding the insurance of hulls applied to:- 
•(a) Any Australian ship, 
(b) Any unregistered ship the owner of which resides or 
corned on business in Australia, 
(c) Any British orAllied ship trading in Australian 
•waters or from an Australian port. 
• . L definition of the war risks covered is given in Appendix A of this Chapter. 
The. list comprises the whole of the war risks against which the Board was 
.empowered to insure, but it clways reserved the right, sometimes on the re- . 
quest of the insured, for some of the risks to be excluded with corresponding 
'adjustments in premiums. • 
.12C. 	Membebship of the Commonwealth Farina ':er Risks Insurance Board is 
as follows:- 	\ 
Chairman: Mr.Justice Clyne. 
Members: 	7. C. Balmford, Commonwelth Actuary. 
.Professor D. B. Copland, Commonwealth Prices Commissioner 
T. S. Douglas, President of the Council of the Marine 
Underwriters Lssociation of Lustralia. 
121. As the Commonwealth Government had no insurance office of its own and 
in order to avoid setting up a now organisation, it was agreed between the 
Commonwealth Government and the State Government of N.S.T. that the business 
of insuring vessels under the Commonwealth scheme should be carried out by the 
Government Insurance C. , Pfice of N.S.7. This arrangement continued in operation 
for about 2( months until the establishment by the Commonwealth of its own 
office to handle the extra volume of work involved by the subsequent introduct-
ion of the cargo insurance scheme. 
122. The hull inurance . scheme was operated on much the same lines as those. 
adopted by private insurance, and special policy forms were issued in respect 
of each of the insured vessels. At the outset all the larger vessels traring 
around the Australiancoast became insured with tho Board, and with a gradual 
'worsening of the war situation many of the smaller vessels tcok the•opportun-  . 
• ity for the first time to insure against war risks. 
123. 	In February . 1941,. however, the Shipping Control Board had not requisit- 
ioned any ships and when this action eventually took place in September. 1941, 
the requisitioned vessels wore taken outside ..che scheme and special arrangements 
covering the owners against losses for war risk were made by the Shipping Con-
trol Board itself. This arrangement did not, however, remain in force for mere . 
than 12 months because, with the clarification of the Govor4ent's own attitude 
towards insurance of property for which the Commonwealth was temporarily liable, 
as explained later, the vessels were subsequently broueht back into the insur-
ance scheme. .Lt the commencement', the number of vessels insured was as 
41. 
follows:- 	 No.of 
Vessels 	Approximate Value 
£1 ■ %,t0k - E2 ,ct 	138 £5,1. , 
- 5 	1,3: 
£3.',' - zumoo 
£35;,.‘k - £4, , 	7 	2,6 	,L 
' 
124. 	At the time of the introduction of the scheme the majority of the 
policies held by the shipowners were due to expire, and in order to remove 
any doubts which might exist in the minds of the owners they wore given the 
assurance that for the ensuing 3 months the Commonwealth scheme would in-
sure their vessels at the some premium and for the same risks as those con-
tained in the existing policies. This enabled the Board to overcome the in-
itial difficulties invlved in the introduction of the scheme at short notice 
and allowed sufficient time for the conditions attaching to existing pol-
icies'to be examined. As miii.ht be expected these were subject to numerous 
variations and although the gross, premiums payable were generally the same, 
they wore subject to varying amounts of discount. Ls a result of these in-
itial investigations of the Board, it was able to prepare its own standard 
form of pClicy . and to determine the basis on which premiums should be charg-
ed. Because of the uncertainties attending war risk insurance, the Board 
for some six months after its inception issued policies for one month only. 
125. 	T:ith further experience in the field, the Board docidod, 
(a) that ith premiums should be stabilised at the figure of 
12/6% per month, which premium corresponded with those' 
previously paid by the owners, apart from discounts, 
(b) that policies should be effected for 3 months, and 
(c). that further increases of premium should be as far as 
possible avoided. 
This decision in effect meant that the Board, by virtue of the guarantee 
given by the Commonwealth Government, was prepared to suffer losses to a • 
limited extent without requiring immediate roc .oupment from the owners . by 
way of extra premiums. As events turned out this decision proved to be 
justified because although the fund carried a'deficiency for some time- on 
the hull account, the position was rectified during the last few months of 
the war. The premium rate of 12/6% pormonth was in fact considerably re-
duced‘durinf; the later years of the war, and before the initial deficiency 
was extinguished. Particulars of the various changes are given in Appendix: 
FA. 
B . 
126. 	Another question of somErinterest was the power given to the . Board 
to enter into contracts of re-insurance in respect of the insurances ( which 
it effected. This question of re-insurance arose because, 
(a) An early sinking of one of the largo vessels worth £3,('c.. 
might be a source of temporary, if not permanent, embarrass-
ment to the insurance fund. • 
The whole of the shortage between premium and outgo for losses 
was a Commonwealth liability. 
.(c) .4 private insuror would necessarily effect re-insurance under 
a scheme involving such a small number of ships having in 
certain oases such high individual values. 
127. 	The following were the many considerations which it was neoesSary to 
bear in mind:- 
(a) There appeared to be a fair chance that the Commonwealth !would 
not make a loss without re-insurance, assuming the risks 
to remain unaltered. 
(b) Re-insurance premiums would be probably greater than the insur-
ance premiums which the Board fixed in the initial months. 
42. 
(13) Re-insurance might become unduly expensive if the risks became 
very heavy, with profit to private enterprise at the Gov-
ernnent's expense.. 
(d) The Commonwealth had instituted the seheme in order to minim-
ise the cost of freights, and should therefore be prepared to 
face possible loss. 
(e) The maintenance of coastal shipping is a Commonwealth responsib- 
ility in war time. 
.(f) The Commonwealth's liability in the insurance scheme was not 
large in relation to 2s war time commitments. 
(6) Since many of the companies that would be interested in re-
insurance we're off-shoots of overseas companies, re-insurance 
would involve the transmission of overseas moneys. This was 
. one of the features which the insurance scheme was designed 
to avoid. 
128. '41th the Gradual worsening of the war situation in the early months 
of 1942, it was decided that some form of insurance for cargoes against war 
risks should be introduced. In the first instance this scheme was confined 
to essential imports for which difficulty in effecting insurance had been ex-
perienced. The regulations.were amended enabling the Treasurer to prescribe 
certain specific eSsential cargoes, which included cotton, hemp, jute, rubber, 
sisal, tea, coffee; coiryarn, tinplate, cork, nitrate. 
129. Yany difficult problems arose in connection with the insurance of in- 
;ported carFoes, pnrticularly as the Board had no effective supervision over 
these contracts. Goods in India frequently had to be insured in a warehouse 
in India and covered for the whole time until they reached an Australian port. 
By July, 1942, there was every indication that the premiums charged 
by theprivate insurers would have to be increased and concern had been con-
tinually expressed about the differential rates applied to various parts of 
the Australian coast. It ),Iras essential that, as far as possible, any increas-
es, which by adding to the level of freight rates would react on the price , 
structure, should be : avoided. 
• I 
	
. 131. 	In examining the proposals it was agreed that the Australian Govern- 
Mont scheme should not be designed to embarrass shippers outside Australian 
waters. The reasons for this view wore:- 
(a) Imports to Australia would, in many instances, bo insured 
in London from the country of export.. Some would be under 
Cpen policies in London covering the particular country's 
activities in different parts of the world. 
(b) The Australian insurance market could not expect to take 
away from the London market the insurance of cargo shipped 
from Australia to the United Kingdom, as these were principally 
the primary products in which the British Government was inter-
ested. . 
132. 	For these reasons the scheme was confined to cargoes - shipped between 
ports in Australia including tho territories of the Commonwealth, and applied 
. whether the goods were carried in Australian or overseas ships. C.ther matters 
which were taken into consideration before the scheme was introduced were as 
follows:- 
(a) .Under a system of price control, insurance companies entered into 
an arrangement not to increase rates for marine underwriting 
on the Australian coast without first consulting the Prices: Com-
missioner. Furthermore, the services of marine insurance could 
:always.be "declared" at any time, thus cin,suring that rates would 
not rise above existing levels without justification. 
(b) If the Prices Commissioner considered that rates were too high and 
should be revised, he could negotiate with the Insuranee_Com- - 
panies and Lloyd's Brokers to ascertain whether current- rates 
. were justifiable, on the basis of experience. 
43. 
(o) There thus seemed to be adequate means of controlling war 
risk insurance premiums under the existing machinery with- 
out going to the extent of setting up a new scheme involv- • 
ing considerable organisation which would be bound to cause 
a certain amount of distunbance in the marine insurance 
field. 	• 
(d) If the insurance companies wore to state at any time that 
they could not carry on under existing conditions without 
an increase in rates, it would always be open to the Gov-
ernment to introduce some form of more direct control and 
supervision. 
(e) Should it become necessary for a direct form of price control 
to be set 7.1p, it might be preferable to retain the existing 
insurance structure as near as possible intact and supplement 
it with some form of Government guarantee of risk in. return 
for a share in the premium income. 
133.. Subsequent discussions took place between the Insurance Board and 
the Council of Marine Underwriters and the two main alternatives discussed 
were:- 
(a) A scheme under which rates would be controlled by the Prices 
Commissioner on a uniform basis and which might include some 
Government re-insurance scheme if the Companies so wished, 
or 
(b) An arrangemennt under whic insurance of cargoes against war 
risk would ho taken over e•Commonwealth Marine är Risks 
Insurance Board. The Board would appoint insurance companies 
as agents to carry out the detailed work of insurance on a 
commission basis. The Marine Underwriters chose the second 
alternative. 
134. 	':Ihen the Government opened its on office to carry out the cargo in- 
surance scheme the Various insurance companies were appointed as agents., They 
issued the Board's policies (both "open" polickOs and policies for specific 
risks) and collected premiums. Some of the principles decided upon were:- 
(a) The premium rates should be uniform for the whole Australian 
trade. 
•(b) The premiums previously charged by the Companies should be re- 	' 
tained, unless there was a marked change in the war situation. 
.(o) The premiums should remain fixed notwithstanding variations in 
the amount of risk involved on acoount of the fluctuating 
fortunes of war until there was some marked change in the mar 
situation. 
(d) Premiums should be kept as low as possible so a .s not to impose 
too heavy a burden on Australian cargoes. 
(e) Insurance of cargoes against war risk should not be allowed un-
less the goods had been insured against ordinary marine risks 
(this was of particular importance if the insurance companies 
wore to act as the Board's acents). 
(f) The rate of commission payable to the agents should bo 5 percent 
of premiums, subjoot to revision. 
(g) The Commonwealth Marine v:ar risks Insurance Board to issud, 
through its agents, its own policies. 
• 135. 	Cne matter which'concerned the Board during the early period of its 
- operations was the need for an effective system of receiving information re-
garding marino war risks. This was considered most important since experience 
had shown that the London Insurance Markot obtained information much more 
readily than was done in Australia. Again, it was necessary to clarify the 
44. 
Commonwealth's own position in regard to insurance .  It has been the est-
ablished practice of the Commonwealth Government not to insure its own prop-
erty, but it found that during war time it was often the temporary owner of 
goods which were bought for subsequent re-sale' to distributors. This applied 
particularly to tea and coffee and other essential imports. It was obvious-
ly necessary for the Commonwealth to pass on the cost of this insurance cover 
and hence arrangements were made for the various Commonwealth authorities con-
cerned to insure those goods for which they were responsible with the Common-
wealth Marine 	r Risks Insuranee Board. This was found to be more satisfact- 
ory than allowing each individual authority to deal with the matter entirely • 
by bookkeeping arrangements. 
136. The values for which ships should be insured presented some diffioulti 
For the most part the Board insured vessels for the same values for whioh 
they had been insured before the war. Some owners pressed strongly for the 
right to insure on the basis of "increased values" but this was resisted. 
Some consideration was given to the setting up of a valuation authority, but 
it has not been necessary up to dots. 
137. This present review of the shipping industry in wartime would be in-
complete without some reference to the factors leading to the establishment 
of the Stevedoring Industry Commission. Prior to the introduction of the 
Commission in April, 1942, the method of engaging labour at practically all 
ports throughout the Commonwealth was on a free selection basis. Hence, was 
reserved to employers the right to select their own labour ,..and the right to 
men to select their own jobs. This method frequently resulted in ships, 
which were urgently required for operational purposes, being unable to ob-
tain labour as more attractive jobs were offering to the men. Again,. with • 
free selection it was not known how many men were following the industry or 
claiming to follow the industry, nor how many menwould be required to work 
the port. It was generally known that far more men were periodically offer-
ing for work on the various waterfronts than were actually required, and the 
manpower authorities were anxious to tap this surplus labour supply. 
137. 	Early in .1942 the waterfront position was such that those in auth- 
ority realised that if the maximum use was to be Made of ships by giving 
them the speediest possible turn-round, some system of regulating employment 
and control of waterside labour would have to be . introduced. A Conference 
Was convened in Canberra by the Primo Minister or the purpose of meeting 
representatives of the shipping .companies. Arising out of this Conference 
the Prime Minister convened a further cenforonce at which Sir ('web Dixon, 
Sir Thomas Gordon, Mr.Charlos E. Brown ';.S.A and Mr. J. Healy, Secretary, 
17terside "lorkers' Federation attended. .At this Conference the Primo Min- 
ister outlined the war position and stressed the serious situation the count- . 
ry:was facing, particularly in regard to shipping and asked for the co-oper-
ation of all parties to ensure that ships wore given the opickest possible 
despatch. 
138. Arising out of this Conference, a Sub-Committee consisting of Sir 
(wen Dixon, Sir Thomas Gordon and Mr. JO Healy' were appointed to examine 
the various problems and report to the Government as to what method should 
be adopted to deal with the unsatisfactory state of affairs that existed 
and to make recommendations to ensure the expeditious moving of ships. , This , 
Sub-Committeo mot in Melbourne on March 5th and 6th 1942, and subsequently 
submitted a report.to the Primo Minister, in which it recommended that a 
Board be established for the' supervisionof stevedoring waterside labour and 
its uses. Regulations were:brought out(vide Statutory Rules 159) to give 	• 
effeot to tho Sub-Committee's recommendations and the Stevedorinr:.: Commission 
was appointed on the 2nd April, 1942, to give effect- to the provisions of 
the regulations. 
139. The functions of the •Commission as provided for in the regulations 
werei- 
. (a) to co.-ordinate labour in stevedoring operations;* 
(b) generally to oontrol and regulate waterside work and. 
• stevedoring operations; and 
•(c) to ensure that adequate provision is made for the 
.protection.of . lAntorside workers against injury, 
45. 
and wharves against damage from, or in connection 
with attacks by an enemy, with a view to expediting 
the loading and. unloading of .ships. . 
• The Commission comprised representatives of oversea, interstate 
shipping and stevedoring interests together with representatives of the 
tor side -Orkers' Federation, operating under the Chairmanship of the Chief 
Judge of the Commonwealth Court of Conciliation and Arbitration. A .senior 
officer of the Public Service was also a. member of the Commission, without 
the rir:,ht to vote. 
141. 	Ls a first step towards carrying out the provisions of the regulations 
the Commission set up 7iaterside Employment Committees at all ports. These 
Committees comprised representatives of employers and employees and were 
presided over by an independent Chairman. Tho nort stop was to determine the 
numbers of mon (port epota) required to work each port and at the sane time 
form a register of such waterside workers at each port, as wore required to 
make up the quota. As a result, all surplus labour at the various ports was 
redrafted to other occupations by the manpower authorities. It should here 
be noted that throughout close co-operation has been maintained as between 
•the Commission and the Manpower Directordte, the latter having, agreed that 
whilst waterside work was not a protected industry, it would be regarded as 
such provided that the Commission ensured that only the minimum number of 
men consistent with the need for expeditious handling of cargo was retained 
• in the industry. The foregoing stops did not, in themselves, entirely re-
move the. disabilities under which work was being carried out, in:aa nubh as 
men retained the right to withhold their services from any particular job 
urgently requiring labour. At this particular time vessels were sailing in 
convoys and it. became absolutely essential that vessels be worked in some 
Order of priority which would ensure their departure and arrival acoording 
to schedule. This position was mot by the Commission makin g Crders in res-
pect of all main ports. Those rdors provided, amongst other things, for 
the allocation of labour by an officer of the Commission and further provid-
ed that a refusal on the part of any Man to go to work for which he had been 
allocated, would expose him to disciplinary action by the 74terside Zmploy-
ment Committee. Conversely, the obligation was placed on employers to accept 
any labour allocated to them. These orders resulted, in a revolutionary 
change in the waterfront industry, for; whereas menlhad previously been free 
to decide when and whore they would work, they wore now Obliged to present 
themselves for employment each day and undertake whatever work was required 
of them. By this means, the bout.posSiblo use of labour was obtained and, 
whereas, immediately prior to the introduction of the Commission it is est-
imated that some 	men were claiming to follow the waterfront industry 
at all ports throughout the Commonwealth, that number has now been reduced 
to approximately 
142. 	Much' couldbe written concerning the waste of manpower and abuses 
existing before the war but suffice it to say that 	prior to the 	, 
introduction of the Stevedoring Industry Commission only a very blurred piOt-
ure of the industrial situation at each port could be obtained. Even after 
registerin all waterside workers at the various ports, it was found that spine 
were using the waterfront as a . 'blind' and stops have boon taken to eliminate 
such men; now every registered waterside worker throughout tho Commonwealth 
is following the industry as a waterside worker. 
	
.143. 	In 'furtherance of its obligation to koop tho numbers of mon in the 
industry to the barest possible minimum, the Commission has, in a number of 
oases, boon. faced with the problem of keeping the average weekly hours work-
ed by . waterside workers below fifty-six. However, in a number of oases thoso 
hours have had to be exceeded and when it is realized that the averago:age of 
watorsido workers in some ports exceeds 5( years we may appraise more 
accurately the complaints regarding poor ,work in SOMO instances. 
144. 	By gradual stages, the Commission has evolved to a positign where ships 
are worked in an order of priority and, where "round-the-clock" working is 
required to give a ship urgent despatch; labour is forthcoming for this. There 
are, of course, exceptions at certain ports where . the .labour supply is insff-
icient to meet peak requirements and 'a scheme of registering roserve . water 
• :side worker's has boon introduced, which has proved of great assistance in , ; mooting.suddon rushes of'shipping. 
• 	I. 46. 
145. From time to time, the Commission has transferred labour from one port, where there is temporary inactivity, to another port where the local 
*labour supply was insufficient. In addition to legislating for the groat- . 
est use and mobility of labour, the Commission has prescribed conditions of 
employment to meet the.. needs brought about by the war -situation and, by the 
exercise of.striot discipline, has ensured that work proceeded with the min-
imum amount of friction, 
146. To compare the present waterfront position with conditions obtaining 
in other industries where men are employed on a regular weekly basis would 
not give a true picture, but, to compere it against the background of tho 
industry as it was prior to the introduction of the Commission will show 
that hold-ups today are loss frequent and the introduction of schemes for 
the allocation of labour haseliminated much of the wastage that character-
ised the industry in pro-wEr years. 
	
.147. 	State Enterprise in the Shipping Industry. 
• The Commonwealth Governthent Lino of Steamers was inaugurated by the 
Hughes Government in June 1916,M the Head ;.ffice being established in Lond-
on and at the outset the business was conducted on an agency basis. Sub-
sequently, branches wore opened in the principal ports in Australia and also 
in London. Soon after the cessation of hostilities the initial fleet of 
fifteen vessels was increased by the addition of twenty six now ships. 
148. 	At first, as the result of tz operations the Line showed a substant- 
ial profit. This was due in some measure to the high freight rates then 
ruling. However, the subsequent decline in these rates due to the world sur-
plus of tonnage .soon converted the Line's profits into substantial losses. 
The history of the Canadian Government Mcrcantile hbrine Limited is very- 
'lien the exceptional circumstances arising out of. the war, and 
immediate post-war, period ceased to be profits faded into deficits. The 
• following table shows the financit results of the Australian venture up to 
41..Kiist 31, 1923, viz : - 
To June 3, 1917 	profit 
To June r, 1918 profit 
To June 3(:, 1919 . profit 
To Juno 3(, 1920 	profit 
- To June Y, 1921 • profit 
To June.r', 1922 	loss 
Toialfipst 31, 1923 loss 
  
£426,394 
5, 879 
£4284,598 
£36,5,385 
£53C, 930 
£521,C37 
El,(51,997 
  
  
  
  
- - 
 
 
  
,) 
The above figures, it should be noted, do not take into account an allowance 
for depreciation. 
149. 	As early as 1921, there had been considerable criticism throughout 
the country in respect of the operation of the Line; and in November of that 
year the Government's shipping and .shipbuilding programmes were subject to 	• 
debate in the House of Ropresentatives 	In closing the debate the Govern- 
ment announced 
(a) that it would retain the Line but that it would re-cast 
the whole system of management and control; and 
(b) that when its commitments for shipbuilding were exhausted 
no more keels would be laid down. 
The House had voiced a clear opinion that after the completion of the ships 
then in the,, e?urso of construction shipbuilding should be left to private 
enterprise.' - • 
773 Note that the functions of the Maritime Industry Commission (as set Out 
in Statutory Rules 1942, No..2 - as amended) are largely of an industriql 
character and include among other. matters, the application to the mari-
time industry of the 44-hour week, aecomodation and catering for employ-
ees on ships, manning of ships, war risk bonus, maintonanod of cliseipline 
and similar matters. 
( 9 )For an account of the circumstances in which the first fifteen vessels 
. of the . mmonwealth Shipping Fleet were purchased in the London ,market, see 	do R. Foenander, "The Shipping Enterprise of the Australian Common- 
(1C) wealth Government", American Economic Review, Vol.XIX, No.4, pp.66-6(6.. 
Compare the post-war shipbui).dir policy of the present Government. 
o 
, 15 ■1. 	It was rot until July 1923 that the Government introduced into Parl- 
iament legislation to re-organise the scheme of management of the Line. 
The Commonwealth Shipping Board, as passed, provided for the establishment 
of the. shipping line itself and vested control in a Board of Directors, en-
titled the Lustralian Commonwealth Shipping Board. The Board adopted the 
broad policy as outlined below;viz:- 
(a) To administer the affairs of the Line with the greatest possible 
000nomy. 
(b) To take all possible stops to grade down the level offhres and 
freight rates. 
. 	(c) rhen fares and freight rates had been reduced to use all poss- 
ible means .td maintain them below the level ruling in the open market. 
151. To carry out (a) above the Board aimed to reduce the total tonnage of 
the fleet despite the difficulty of selling at a time when the shipping in-
dustry throughout the world was experiencing a surplus of tonnage. 	The 
Beard, on its constitution, -took over from the Government fifty Pour Vossols 
with a' transfer value of £4,718,150; for this sum the Beard gave-the Common-
weelt1.1 !Treasury a debenture bearing interest at the rate of £5 per contum 
per annum. The Board disposed of all its vessels except the modern ships 
known as the "Dales" and the "Bays". 	However, the operation of the Line 
under the Shipping Board re g ime showed a loss for each, year as follows:- 
Sept. 1, 	1923 to March 31, 1924, loss  	£245,474. 
April 1, 	1924, to March 31, 1925, loss' 	 593,879. 
April 1, 	1925, 	to March 31, 1926, loss F.3,076. 
April I, 	1926,to-Earch 31, 1927, loss 	 . 595,833.--% 
April 1, 	1927, 	to March 31, 1928, loss 593,075. 
It should be noted that the above figures make allowance for administrative 
' 'expenses, depreciation costs, and interest charges. 
152. The joint Committee of Parliament of Public Accounts was deputed to 
• examine the activities of the Shipping Board and presented its report on 
'September 28th, 1927, in which it recorded its recommendation that "having ' 
•regard to all the cirotimstances 	 the Australian Commonwealth Line 
of Steamers should not be retained as a direct . Governmental activity". 
Accordingly, the Government announced its willingness to dispose of the 
ships with certain reservations with respect to services and freight rates. 
•,153. 	With regard to (b) and (c), the Board recognized, as its only source 
of revenue was from fares and freight rates, that the expectation of Parl-
iament that profits would be earned could be mot only by a material increase 
in fares and freight rates. But the very purposes for which the Line exist-
ed precluded any increases being made. Turning new to the reasons fcr the 
financial failure of the "Bays" and the "Dales", they may be summarised as 
follows:- 
(a) vorating costs. Under Australian articles Australian vessels 
wore more expensive to operate than those of overseas - compet-
itors. It was estimated late in 1927 that on the basis of Aust 
• ralian wages at£1 	in respect of a vessel of' 6,'C( tons gross 
- British wages would beL2.41, American £42.41, Swedish £24.51, 
and Danish £15.44. 
(b) Administrative expenses. Including rent, those totiod, for the 
year 1926-27 the sum of £9(.,145. 
(o) Dissension and disagreement in the management.. There appears.to  
be little doubt (and the researcher has consulted all available 
. sources) that the several members of the Board hold varying 
views on matters of policy. Such a lack of a sympathtio re-
lationship would tend to be both expensive and inefficient. 
(d) Difficulties in obtaining cargo. Because of the number of vess-
els plying the United KingdomAustralia trades the Board's 
ships often ran in ballast with a consequent increase in over-
head costs per sea mile run. 
:er 
48. 
(e) Industrial unrest on the waterfront. The Lino was singularly 
unfortunate in its experiences with the maritime unions which 
greatly accentuated the Line's difficulties. 
154. 	The advantages which accruc4to the Australian economy as a whole as 
a result of the Line's operations may be considored from throe distinct 
angles, vizt- 	, 
(a).As a national safeguard'and as an aid to the Mercantile Marino. 
(b) As a commercial proposition. The data presented in'paragraph 151 
above show that the losses of the Line steadily increased from 
the establishment of the Shipping Board. But during this per-
iod the shipping industry was passing through a phase of depress-
ion and hence these figures cannot entirely justify the subseq-
uent Gale of cthe ships. 
(o)As a safeguard against increased faresand freight rates, and the 
fostering of the Australian shipping industry. It may be main- . 
tained that the financial losses were partly offset by the ad-
vantages which accrued to the Australian exporter of primary 
products. As will be pointed out in Chapter VIII of this study, 
'financial losses incurred by any of tho various sections of the 
'transport industry through the maintenance of low rates and fre-
quent services may be regarded as a convenient and flexible meth-
od of subsidization of specific industries: 	the other hand, 
the.cost of the 'venture as expressed in the huge losses incurred 
appears We exnrbitant if interpreted as a tariff duty to 
•protecVsfiipping industry. 
155. 	It would appear that the losses incurred in running the Line could have been reduced in one or more of the following Ways:- 
(a) By assigning to it the contract for the carriage of Australian 
mails outward. This contract is now held by the crient Royal 
Mail Company, and is werth £150,c(:c per annum. 
(b) By the Commonwealth Shipping Board entering the interstate coastal 
• trades.. 
But the fleet was too small in numbers to conduct a regular mail service to 
Great Britain, and the Shipping Board, upon investigation, found it inadvisable 
to participate in the interstate traffic because it would have seriously inter- 
fered with the overseas itineraries of the vessels. 
156. 	It is probable that few Governments could have resisted the pressure of 
public opinion, shortly after the Groat rbr 1914-1918, to test by actual ex-
periment whether the high freight rates then ruling woro justifiable or not. 
The experiment was made by the Tasmanian Government with somewhat disastrous 
results. Between Juno, 192C., and December, 1921, four steamships wore pur- 
chased at a total capital cost, including alterations, of £17,330 (value as 
at 3C/6/1925). By June 30, 1925 the total annual losses incurred by the 
Government as a result of the shipping services (1921-22 - 1924=25) amounted 
to £231,902. This sum represented £61,389 in excess of the total capital coat. 
It is not possible to say whethei- the vessels purchased were suitable for the 
purpose and/or whether the management was efficient. No_of-the vessels wore 
sold in April, 1925 for £26,nfl . ; the amount to the credit of the depreciation 
fund on account of the two vessels sold was £3,546; the cost of.these: vessels 
was £127,648; hence, the net loss on realisation was £71,1( . 2. The two remain-
ing vessels, although they called at the port of Melbourne, wore kept in comm-
ission to maintaim.regUlar communication with King and Flinders . Islands, which 
are, of course, politically attached to the State of Tasmania. 09 ' 
al) This service was subsequently taken over by the ship operating company • 
of William Holyman and Sons Pty.Ltd. 
49. 
•APPENDIX A 
C(MWT7iEALTH LRINE 7112 RISKS INSUROCE REGULATI N 
	
••■••■• 	 ■••••■•••■11. 
•DEFINITFN g!' "7ZR RISKS" 
"war risks" means - 
(a) the, risks excluded from the Standard Form of English Marino 
Policy by the following clause:- 
' 	 rranted free of capture, seizure, arrest, restraint or de- 
tainment, and the consequences thereof cr of any attempt there-
at; also from the consequences of hostilities . or warlike oper-
ations, .whethe-r there be a dejaration of war or not; but this 
warranty shall not exclude collision, contact with any fixed 
or floating object (other than a mine or torpedo), stranding, 
heavy weather or fire unless caused directly (and independently 
of the nature of the voyage or service which the vessel involv-
od.therein, is performing) by a hostile act by or against a bell-
igerent power; and for the purpose of this warranty 'power' incl-
udos any Authority maintaining Naval, Military or Mr Forces in 
association with a power. Further warranted free from the con-
sequences of civil war, revolution, rebellion, insurrection, or 
civil strife arising thorofrom, or piracy."; 
(b) loss or damage caused by 
(i) hostilities, warliko.oporations, civil war, revolution, 
rebellion or insurrection, or by civil strife arising 
therefrcm; or 
(ii) Mines, torpedoes, bombs or other engines of war; 
(o) loss or damage caused by strikers, locked-out workmen or persons 
.taking part in labour disturbances, riots or civil commotions; 
•(d) destruction of, or damage to, property caused by persons acting 
maliciously; 
(e) liabilities of shipowners in respect of ships for - 
(i) . loss of life or personal injury to masters, officers, 
crew and pilots, and hospital, medical and funoral ex-
penses resulting therefrom; 
(ii) ropatriating masters, officors and crew; 
' 	• 
(iii) loss or damage to the clothes or off'c)cts of mastors, 
officers and crow; 
(iv) wages of mastors, officers and crow during unomploy r 
mont consoquynt on shipwreck; and 
(v) the cost of removal of wrook, 
,when any such liability arises from any of the :risks specified 
in the preceding paragraphs of this definition. 
(f) liabilities of shipownors arising out of the cap-turo or detIontion 
by the enemy of masters, officers and crew; and 
(g) expenses incurred by shipowners during the detenti.on cif ships - in 
'consequence of the existence- of a State, of war bettW5ri- His Majest-
y and any other power, or undbr the instructions c r advice of any 
Commonwealth Department or Commonwealth Luthority i.ssUed or givon 
in expectation or in consequence of any such oventr;-- ' 
and includes' suchother risks as the Treasurer, by order published in the 
Gazotte, declares to be war risks for the purposes of those Regulations. 
-7, 
, 
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APPENDIX B  
COrILCUTIELLTH MARINE '..ittR RI SKS IN S URAN C E  
PREMIUN RATES. 
• AUSTRALIAN C. ASTAL CARG: ES - 
Date 	 Rate % 
Up to 3111/43 	 15/ d. 
	
From 1/12/43 	 12/6d . 
1/6/44 	 11-d. 
3'/ 9/44 	 4/-d. 
31/ 3/45 	 2/6d . 
HULLS ACC(UNT - AUSTR&LI.LN 	/SD FANDLTED TERRITYRIES 
Date 	 Ra to % 
Up to 14/ 3/44 	 12/6th pr month 
Fr om 15/ 3/44 	 1 /-d. 	tt 
3,C./ 6/44 	 7/6d . 	11 
3(/9/44 	 3/-d. 
.fl • 31/3/45 	 1/8d. 
• 
, 	 2..4 
.. 
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CHLPTER IV 
_THE ECONOMICS OF PORT. TER7UALS 
157. Ports aro the modium or clearing housos between sea 
and land transport and on their proper location and officionoy tho 
• success of the transport systom as a whole depends. 	Often ports are 
ostablishod at groat cost in unsuitablo localitios (becafaso land 
sottlamont first took plaoo in that neighbourhood) rogardloss of 
tho fact that perhaps a fow miles Limy there existed a fino . natural . 
harbour. 	It must be borne in mind that tho shipowner, with vossels 
in which ho has invested his capital and with constant currant 
exponsos for running and Maintonanco, dosiros above all things good 
despatch; and further, in considering the requirements of competitive 
ports, it must bo roalisod that the element of greatost influonoo in 
tho competition for ocean shipping between ports is the so-oallod 
load factor or possibility of a ship bringing cargo to a port, and 
at the same time taking another cargo out. 
158. From the shipowners , point of view a numbor of 
small ports is undesirable. 	The ideal would be an adequate number 
of well-bquippod and well laid out largo ports, each possossing a natural 
harbour, a natural hinterland, and adoquato railway facilities At 
this "idoal" port it should be possible to dischargo whole cargoes, 
and to take in whole cargoes, without removing a vessel from her 
berth. 	It would be in the interests of "liner" owners to limit tho 
'number of ports as far as possible. 	"Tramp" owners would prefer to 
havo one ship in six ports rather than six ships at one port, provided 
the above facilities exist. 	It is a fact that as the distribution of 
oa--,o amongst a number of small ports increases, especially whore 
centralization at a few largo ports is praoticablo, freight rates tend 
to riso in proportion. 	A railway manager also prefers a limited 
number of outlets, and it is a common practice to give tapering rates 
for long distance haulage, and whother haulage is long or short, 
torminal charges at each end remain the same. 
• 159. In 1925, the 7iellington Harbour Bonrd adopted and 
published a Report made by a special Committee set up to investigate 
the practioo of charging a flat rate of freight on the exports of the 
Dominion of Now Zoaland shipped from tho various ports. They pointed 
out that the flat rate and "call at your farm" policy was encouraging 
large capital oxpandituros and overhead cost, to make provision for ovorsoa 
shipping at numerous ports round the coast far in excess of the poss-
ible roquiremonts and trade of tho country. 	The solution would have 
been a concentration at the main ports, allowing them to provide bettor 
facilitios for handling and quick despatch, assuring regular shipments 
of goods. 	Regular shipments would in:their turn help to stabiliso • 
market prices ruling overseas. 	• 
160. In Australia there are 40 ports which are used for the 
ovorsoas trade, but approximately 75 per cent loaves from tho'followirig 
olovon portst- 
Sydnoy; Melbourne; Pine; Adelaide; Fromantle; 
Nowoastlo; 7allaroo; Bunbury; Brisbane; Geelong; 
Hobart (17 per •ont of total of the eleven ports, 
and 12 per cent of all ports). 
161. That Australia does not suffer from a shortage of ports 
is clear. 	The coastline of the continent is 12,210 miles long, giving 
244 square miles of torritory for each mile of coast. The overseas trado, 
however, is confined to a coast line of about 5,000 miles in length. 
The port dovolopment in Tasmania is besot with few difficultios. There 
•arp ton ports serving tho island with a coastlino of loss than 1,000 nibs. 
162, Sinco a port is a community undertaking cortain broad 
principles in respect of port administration should bo noted, vizt- ' 
• 
52. 
,(a) ':liatovor form of administration be adopted, the 
wholo of the foroshoros within tho port area should 
be under the absolute control of the State, oithor 
directly or by dologation of powers to a public 
'corporation or trust. 
(b) The governmont of the port should be freo from pol-
itical influonco of any kind. 
(o) Tho administration should include representatives 	. 
of the various bodies interested in the port's welfare. 
(d) The port should be self-contained financially, and 
revenue should be oxpondod solely on its maintenance 
and development, any surpluses being used for the 
building up of ample reserve funds, reducing port, 
charges and oxtinguishing capital debt. 
(o) Ratos, duos and charges should not be complicated, 
should be capable of easy collection, and levied so 
that there is an even distribution of taxation. 
(f) . Capital chargos should be so adjusted as not to be 
a burden on the community and adoquato arrangements 
should be made for the ultimate amortisation of 
debt. ' 
(g) Port devolopmonts should invariably be kept ahead 
of actual trade roquiremonts. 
163. The forms of port administration generally adopted in 
tho British EMpiro are throug ho medium either of a port trust, a 
municipality, a railway corporation, or the State itself. Lutonomous 
control through port trusts has, on tho whole, provod sucoossful. The 
trado is croatod by an act of the legislature and is given definite 
powers for the dovolopmont and administration of tho port. The trustees 
are usually partly nominated by the •Govornment, and partly olectod from 
the payers of port rates and duos. 	Port trusts with full autonomy 
have comploto control over finances, and float their omn loans, subjoct 
to certain limits proscribed by Parliament. Loans froquontly take 
tho form of debentures ropayablo in 30, 44 or 60 years, according to 
tho estimated life of the works. 	In the case of wharvos, sheds, ware- 
houses, floating plant and machinery, 30 years is the genorally rocog-
nisod period, wheroas in the case of solid masonry docks and capital 
utilized in the purchase of land, 30 years is /considered justifiable. 
• 164. Control by a municipality is nOt usual, although the 
practico is common in Europe and the United States of Lmerioa. Stato 
control and aid, as opposod to Stato management has much to be said in 
its favour. 	7hatover form of port control is adoptod, the advantages 
• of a close relationship botwoon tho ports and the transporting medium be-
hind tho ports, be it railway or road, are so great that co-ordination - 
by 'some controlling authority is essential. 	In the Unitod Kingdom, 
powor is given to the IHnistor of Transport to co-ordinate the working 
botwoon railways and indopondontports, and while at some ports, which 
'arc not railway ports, a railway company operates the traffic within 
the port estate undor an agreement with the port authority, at most of 
tho largo ports thoro are exchange sidings mhoro control is transferred 
from the railway company to the port authority, and the locanotivos of 
the latter do tho haulage inside the port estate. 	In the United Statos 
and in Canada this practice has boon oxtondod to what 1s knomn as the 
Bolt Line System, whoroby the port authority exorcises complete control 
not only over the railway in the vicinity of the mharvos, but also over 
'tho. 
 
zones oncircling tho city, and suburbs. 
165. Tasmania was the first of the statos to depute tho : 
management of ports to harbour boards. 	The first act creating a marine 
board dates as far back as 1857 when the board was given the oontrol.and 
managonont of ports, harbours, docks, wharves, pilots, lighthouses and 
.other matters relating to navigation and shipping from the Honty River 
on the West Coast to Cape Portland at the north-eastern oxtromity of, the 
, island. 
166. h. Board began to funotion in Launooston in January 1858, 
and sinoo that dato a series of aots have boon passod continually 
• 
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up to 19206 	. . 	Those acts havo authorisod various harbour improvement schemes, altorod the jurisdiction of certain 
authorities, brought now ones into oxistonco and improvod the 
constitutions of existing boards. 	After 1009, membors of the harbour 
boards were elected instead of nominated. 
167. The present administration of ports is governed 
by the Yarine Act of 1921, and subsequent amendments under the pro-
visions of which there arc ton port authorities. 	The Lot contains 
clauses not usually to be found in an Act providing for port admin-
istration; thoro are no loss than 51 sections governing matters ... 
such as provisions for safety on board vessels, load and deck-iines, 
unseaworthy ships, casualties, and collisions, survey of- vessels, 
certificates for ships and ships' officers, certificatos of compet-
ency for masters and engineers, courts of enquiry and survey, and tho 
conduct of passengers. 
160. The general duties of Boards are sot out as follows! 
"Every board shall, within its own jurisdiction, 
Eaintain and ropair the wharves within its 
jurisdiction not vested in any other auth-
ority or belonging to any privato person; 
(ii) take such new wharves as may be found 
necessary. 
(iii) Construct and maintain all such works and 
do all such things as may be found desir-
able for the improvoment of navigation and 
the accomodation or convenience of shipp-
ing and of all persons resorting to any 
port or using any works belonging to the 
board." 
169. The Boards have genural powers to construct works 
with tho approval of the Governor, to acquire land, erect offices, 
carry out repairs, to lot any wharf, to sot up and maintain signal 
stations and so on. °) 
170. In tho Unitod Kingdom such mattors would be dealt 
with by the Board of Trade. 	In other Australian States, and also 
in India, they are dealt with by the Governments of the particular 
territories within which the ports are included. 	The Tasmanian 
system has the advantage of oconomy through centralisation. 
171. Of tho ton port authorities constituted, seven aro 
marine boards, and throe are harbou r trusts. 	Table I below details 
certain information relative to each board, viz:- 	• 
TABLE I 
District Composition of Board. Term of Office. Method of Election 
rarino Boards 
1. 	Hobart 9 wardens 3 years 7ardaAs elected by 
• , .shipomers of the 
port and importors 
and exporters. 
2. _Launceston 5 wardens 
• 
3 years T,ardons to be male 
citizens qualified 
to vote at elect-
ions of aldermen.. 
" 
3. 	Dovonport 9 wardens - 3 years) 
Electors require sin-
iLar qualifications, 
V,ardans to be British 
4. 	Burnio 7 wardens 2 or 	3' subjoots over i21 years 
5. 	Circular lixel 5 wardens 3 years of ago, and qualified 
6. 	King Island 5 	rdons 3 .pars) •votors. Electors to be 
7. 	Strahan 1 master war During ) persons qualified to 
don & 2 	". .ploasur voto at olocticns of oounoillors in their 
ruspootivoifpng dis- lo-us. 
0 
54; 
Harbour Trusts 
(Each 5 
(t  rustoos 3 years 
Trustees to have qual- 
as ificntions 	laid down 
for wardens (nos. 1-7 
abovo) and °lectors ro-
quired to possess qual-
ifications specified 
in some place. 	• 
	
0. 	Lovon 
9. 	N.E. Harbour 
10, Smithton 
172. 	Tho'jurisdiction of the Yarine Boards is not 
confined to actual harbour limits, but is as follows:- 
Hobart - 
Launceston 
Kersoy . - 
Durnio 
From South Nbst Cape round tho Southor nd Eastern 
coasts to Cope Portland. 
From Cape Portland along tho North coast to 
-Badger Head. 	• 
From Badger Hoad to the 'irostern side of the mouth 
of the River Loven. 
From the %stern side of the mouth of the River 
Leven to the eastern side of the mouth of 
Sister's Crook. 
From the eastern side of the mouth of Sister's 
Creek to the parallel of 41PS. Latitude on the 
Wost Coast. 
Circular - 
Head 
King 	- Island The coast of King Island. 
Thus 'the Whole coast of Tasmania is placod under jurisdiction, . 
with the authority of. the harbour trusts confined to their own-
harbour. 
173. 	From an oxamination of the Karin° I,ct 1921-44, 
there would appear to be two omissions, namely:- . 
(1) No provision is made for vesting in the marine 
boards or harbour trusts foreshero and other 
properties necessary for the conduct of oper-
ations. 
(2) No power is taken to prohibit the construction 
of wharves, jetties and other strunturos below 
high water mark by persons other than the marine 
boards or harbour trusts. 
174. 	Ls to the first: it is usual, When providing in 
an act for control by a port authority, to vest in such authority 
not only the land needed for its immediate operations but also all 
Crown land falling within its jurisdiction situated -within a stated 
distance from high water mark. 	The object of this, naturally, is 
to allow of expansion, as need arises, without expensive acquisitions 
of private properties, the cost of which might lay an undue burden. 
on trade. 
175. 	iLs to the second: it is important that no struoturo 
that does not conform to conditions laid down by the/engineoring advisers • 
of the harbour authorities should be permitted, and it is even more 
. important that no such structure should be permittod . unless it is needed 
for the furtherance of a private industry.' Thus, a sawmilling - firm 
might be permitted, on conditions laid down by the authority, to build 
a slipway to launch timber into tho water, but such firm wotld not be 
.permitted to build a wharf or jetty at which dues would be levied. In 
other words, private persons would not be permitted to compote with- a 
port authority in offerini:: landir,•shipping and storing . 4.faci1ities. 
170. No harbour authority is permitted to oxpond loan 
(i). For the 22 clauses, soo Part VII of the Karina 'Lot 1021, 
under "Gonoral Dutios and PoWors". 
55. . 
money exceeding £500 in the case of a marine board or £200 in 
the case of a trust, on any new work or alteration without the 
approval of the Governor, and the act provides that no more than 
half of the ordinary wharfage rates are payable on Government 
cargoes. On the other hand, the harbour authoritios have full 
control over their 'revenues which aro made up of wharfago . charges 
on inward and outward cargoes, and oargoos convoyed from one place 
to another within the same port; charges against vossols, that is, 
port and harbour dues, quayage, pilotago etc.;. rates collected 
under any statute; rents, interest, fees and fines. As is usual 
the objects upon which rovonuo may be oxpondod are defined. 	One 
object is the creation of reserve funds for repairing or renewing 
properties destroyed or damaged by fire, storm or accident. 
0 
177. Four methods of borrowing are pormittod, vizt 
(i) By temporary overdrafts from a bank, of £5,000 in case 
of a board, and £1,500 in case of a trust. 
(ii) Under the provisions of the State Loans to Local Bodies 
Lot 1921. 
(Ai) With the approval of the Governor where interest on the 
amount to be borrowed does not exceed one-third of ordin-
ary not rovonue. 	In this case borrowing may be by issuing 
debentures, or any other manner approved by the Governor. 
(iv) . with the sanction of both Houses of Parliament, and in 
accordance with the terms of a resolution agreed to by 
both Houses. 
178, A further method of borrowing is reserved to the 
Marino hoard of Launcbston., Under "The Tamar Improvement Act 1912" 
the Board is empowered tdo carry out various works of improvements 
to borrow for this purpose (subject to an affirmative vote in the 
municipalities concerned) a sum not oxcooding £400,000 and for tho 
'purposes of founding a sinking fund and paying interest on the loan, 
impose a rate called "The Tamar Rate". 	This rate is loviablo in 
the city of Launcoston On property subject to municipal rates, and 
in other municipalities within the Tamar district. Provision is 
made for the incidence of the rate to be declared from year to 
year, the maximum being, 8d. in the E. 	Collections are to be made 
on behalf of the Marino Board by the municipalitios within Which 
the rate is levied. 
179. Tasmania has boon experimenting with port adminis-
tration for 90 years and has ports with constitutions older than any 
in Australia. 	To obtain the best administration possible it is 
requisite that all concerned in it, that is, electors and elected, 
should have special interest in port problems and management. 
'ler() municipal interests are involved, there should be direct mun-
icipal representation. 	Government interests would 'ho cared for 
by Govornmont nominees, but the main body of wardens or trustees 
should be voted for by, and should represent an olootorato having 
.a direct interest in the port by virtue of paying per's. rates and 
dues. 	There should be no voting from a municipal or political 
register. 
180. If those principles wore applied in Tasmania, thO 
constitution of all the ports, Hobart excepted, would be changod. ! 
In Launceston it may bo objoctod that the use of tho Tamar rate ' 
justifies the use of the municipal register. 	If the River Tamar, 
already a difficult moans of approach, were allowod to deteriorate 
Launooston and certain othoAunicipal aroars would suffer, or would 
even Lecomo oxtindt. Means have been adopted to avoid this and 
funds are being provided by what virtually is a municipal rate. 
The municipalities finding the money arc entitled to ropresontation, 
and should be given power to nominate their roprosontatives. After 
56. 
allowing for direct municipal and Govornmont roprosontation, 
measures should be taken to ensure that tho rest of the wardens 
or trustees are elected by port rate-payers. . 
181. The plan of oonferring powers on the various . 
marine boards and trusts by means of one general act is well 
suitod to Tasmanian conditions, but it does •appear that the 
Earino Boards of Hobart and Luunceston aro unduly rostriotod . 
in respect of the construction of new works. The two major p5rts 
• of the State might well be permittod to embark on now works, 
and to alter or add to an existing work up to a limit of 
£10,CCO. 	Such now works, alterations or additions would nat- 
.urally be debited to 6apital account, and adequate supervising 
poWors would be socurod to the Govornmont if a provision wore 
inserted in the act that n4ow work, and no alteration or 
addition to an existing work is to be debited to capital 
account without the approval of the Governor. 	Such a pro- 
vision would be an adequato guard against unsound finance. 
182. Table II below reveals that Tasmanian ports 
operate on a narrow financial margin and port finance in Tas-
mania generally is in need of roorganisation. 	The provision 
that Government stores aro to pay half charges only should be 
removed from tho•act. The principle, recognised by port ad-
ministrators in the Unitod Kingdom that all traders, private 
or official, making use of port facilitios, should pay . for 
them should be observed. 	Again, the ports should be enabled 
to build up reserve funds. 
183. It should ho noted that at present no port 
in Tasmania can afford an enginder possessing export marine and 
harbour experience, and such an officer is needed, not only to 
design and execute works, but to socuro a continuous dovolopment 
policy in all the ports. 	There can be no steady progress - 
if engineering schemes . for improvement, development and expansion, . 
devised by competent engineers, are subject to alteration by 
loss competent authorities after they have been commenced. - 
Hence the desirability for the appointment by the State Govern-
mont of a whole time engineer for ports and -rivers. 	The salary 
offered should be sufficient to attract a fully qualified marine 
and harbour engineer. 	The officer a:pOintcd should be in indo- 
pendent charge of his department, responsible direct to the Tas-
manian Government; his salary andthat of his staff could be 
debited pro rata to the various ports, and the engineer for 
ports and rivers would be rosponsible for all now works, which 
ho would design, and would secure for all ports a continuity 
of policy in matters of development. 	Under . him, there would 
be subordinate onginoor offic6rs stationod at, and paid direct 
by the ports. 
184. Table II presents data relating to the finan-
cial position of the larine Boards of Hobart, Launcoston and Burnie) 
for selected yoars from 1920 to 1941-42. 	Unfortunatoly tho data ' 
available are in a slightly more condensed form for 1935-36 and 
subsoquont years. 	It is not proposed to analyse the figures in 
detail but the following should ho noted with rospoot to the roars 
. solooted, Viz:- 
1920 	Cal ndar year just prior to the pro- 
clamation of the Navigation Act, . 
1923-24 . . 	By this your the initial post war boom 
had spent itself and trado was being 
stabilised. 
1928-29 	Pro-depression boom year. 
1931)-32 • 	Trough year of doprossion 
1935-36 R000vory setting in. 
1938-39 	Immediate pro-war yonr.  
• 1941-42 
	
Last year for which data are 
available. 
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TABLE II 
 
Financial Position of Marine Board § of Hobart, Launceston and Burnie, 1923-24 - 1941-42. 
• 
• YELR- 
WIFITAL 
DEBT. 
REVENUE --- . 
. 	. 
EKEENDITURE 	• 
Harbour Improvemonts Do- bonturos otc Gonoral Total 
Harbour 
tri  Ip/mnts 
Interest & 8/Fund Gonoral T'Aal 
1920. 
Hobart 106,350 4,560 30,584 35,152 3,059 5,585 21,807 31,251 
Launceston 263,718 - - 44,421 - - 
Burnie - - - 12,491 - - - . 	- 
---I 1023-24. 1 Hobart 96,806 24,561 37,465 39,921 .226 6,180 35,'865 42,271 
Launceston 330,713 -. 	. - 	. 53,673 - - _ 46 ,044 	' 	i 
Burnie 0 . 	- - - 18,311 - - - 19,429 
1928-29. 
Hobart 27,285 Nil 38,988 38,988 445 4,389 	125,471 43,305 
Launcoston 373,223 - - 	. 62,208 • - :: - 63,013 	. 
Burnie - - 	- 21,575 - - - 21,331 
1931-32 
Hobart 12,648 Nil 33,403 38,403 Nil 1,688 31,837 . 33,525 Launceston 310,492 	• - 51,543 - - 	:. _ 55,138 	' Burnie - - 18,938 	• - _ 21,381 
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185. The revenues of the port authorities are obtained 
for the next part from dues levied on goods and shipping( 2 ) and 
fall under the following . heads, - viz:- 
(a) Port duos, 
.(b) Tonnage dues, or wharfage rates on ships. 
.(c) tharfage rates on cargoes. 
•(a) Port dues are paid by the shipowner forXhe use of water 
channels, artificial aids to navigation, and proteotion 
works generally; they covered also the cost of maintaining 
• the coastal lighthouses until they passed under Commonwealth 
control. 	'Ion the Commonwealth Lighthouse Service in 1915 
took over from the States the work of maintaining the coastal 
lighthouses, the Hobart Yarine Board abolished its rate alto-
*gother, and a reduction • was made. in 'estern Australia. Hence, 
• to a certain extent shipowners are still paying double dues 
for one service rendered, but while operating costs remain 
at their prosont level the amount now contributed by shipping 
towards the upkeep of the Cammonwoalth and State lights and 
. Stato ports and waterways does not appear to be much larger 
than it would have been had the states retained the control 
of the coastal lights and increased their port rates in 
proportion to the increased cost of working. 
(1)) Tonnage dues or wharfage rates on ships which are known by 
various names in ;various ports (e.g. quayage and berthing 
dues) are a payment by ships for the uso of a wharf for 
• loading and/or discharging their cargo. 
(c) 'harfage rate per ton on cargo landed or shipped is paid 
to the port authority.by the consignor or consignoo of 
goods at all Australian ports, oxoopt Hobart, and the ports 
• of Victoria, mharfbgo is paid on exports and imports, While 
in ostern Australia the produce of tho State is froo from 
payment of export wharfage rates. 	In the ports of Victoria 
and the port of Hobart wharfage is loviod on imports only. 
186. It isagonerally acceptod principle that the revonuo 
of a port should not substantially exceed the [total expenditure, that ' 
is, interest and sinking fund chargos on debt; depreciation fund- - 
revenues, reserve and insuranco funds and working and all maintenance 
chnrgos. 
187, Port assessment in British ports is generally on the 
linos indicated abovo At Liverpool all goods brought to tho port, 
whether to the river or to tho docks, are liable to pay tonnage duet, 
and goods brought into the docks pay an additional dock rate. 	Procisoly 
tho same duos are leviod on overside cargo as on cargo landed on a quay 
water space being considered as vcluablo as quay space. At Bristol 	• 
there is a duo on every article brought into the port, Mhethor landed 
(2) Some reference is necossary to the method of moasuring the size 
• of ships and cargo, viz:- 
• (a) Gross tonnage is determined by dividing by 100 
the contonti in cubic foot Of the vessel's closed 
in spaces, comprising that part below weather 
ddok or upper dock, and additional crootions 
built thereon. 
()) Dead weight tonnago is the tonnage of 2,240 lb. 
per ton of cargo, fuel and stores that will sink 
the ship from the light Waterlino to the plimsoll mark t 
• (o). Net tonnage is the figuro remaining after doductian 
from the gross tonnage of an arbitrary amount for 
machinery spaco, crow space and other spaces roquirod 
for navigation. . Not tonnage since it represents the 
• -space available for tho carrying of cargo o/ 4 passongors 
and, therefore, the earning capacity of the ship is 
mainly used as thebasis for levying govornmental taxoe, 
such as tonnage duos, dockage and other charges against 
• the ship. The torm rogistor tonnago is somotimoo-usod. to 
moan not tonnage. 
1 1, 
' 
on the quay or not, and, in addition, a license foe is chargod 
on ovory barge according to its carrying capacity. 	At Glasgow all 
goods convoyed upon, or shippod or unshippod in the river or at the 
harbour are liable for duos. 	On the . Tyno, which is the groat coal 
export port, the Tyno Commissioners are authorised to levy an oxport 
duo on all coal exported; in addition they levy a river duo on all 
goods shipped in Or unshippod from any vessel, and a dock rate on 
goods discharged from .vessels in tho docks .. 	At Belfast and Loith 	all 
goods using the port, whether imported or exported pay duos. 
168. The complete list of charges loviod in Australian 
ports on ships and goods may be grouped as follows:- 
TABLE III 
Chargos Levied by 	- 
On ships - 
Lisht duos Commonwoalth and State 
Pilotago State 	. 
Tonnag0 Port Authority or Private 
Owner 
Tonnago duos Port Authority 
Borthing dues n 	It 
Mooring Fees It It  
Yooring and Unmoor. II n  
Removals If 	n 
Stovodoring n ti 
Incomo Tax Licensoos or. Port Authority 
Duty on ship is Common woalth and Stato 
' 	storos Commonwealth 	-- 
Commission Various 
Despatch Various 
' 	_.----- ., 
189. So far as Tasmania is concornod a general port duo 
is levied, together with a pilotage rate, and if there is no full 
time pilot, this sorvice is usually porfonmod by the harbour mastor 
of that port. 	Table IV below shows the port and pilotago chargos 
for the seven Tasmanian ports, viz:- 
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190.. Each port has its own schodulo of yharfago charges 
which'aro loviod.on all goods imported or exported, so that every ton 
of goods contributes, in some measure, to general port funds. Mot 
official lists of wharfago charges givo the rate for each particular 
•oommodity with a general charge for goods not onumeratod. Tablb V 
below shows a list of goods which commonly appear in tho sohodulo of 
Itarfago charges of the several ports, viza- 
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64. 
191.3 In addition to those port, pilotago and 
wharfago chargos the port authorities at Hobart and Launcoston 
ldvy a duo for tho uso of wharves and docks. 
(a) Hobart. The following chargos are payable 
by vossols mooring at or on using any wharf 
within the port, by vessels trading beyond 
the limits of the port, for ovory trip immed-
iatoly upon arrival per ton of the gross re-
gistered tonnage:- 
(i) Vessols arriving from any place within 
the Commonwoalth of Australia or the 
Dominion of New Zealand - id. per ton. 
(r,,axinum payment per trip - £37/i0/-)_ 
(ii)Vessels arriving from any placo outside 
the Commonwealth or New Zealand (whother 
direct or via intermediate ports) - 
lid. per ton. Or ximum payment per trip 
(b) Launceston. The ohar .ges for the use of the 
dock are as follows:- 	First Day Each Lay Day 
, Vessels not exceeding 100 tons £77101- £2/-/- 
Vessels 100 - 200 tons £10/-/- £2/10/- 
Vessels 200 - 300 tons 
Vessels 300 - 400 tons 	
£12/1 
£15/- -
0/ £3/=/- 
 £3/-/- 
Vessels over 400 tons £17/10/- £3/-/- 
192, Before concluding our review of Tasmanian port 
terminals some reference should be made to the physical charactoristics 
of the throe main ports, viz:- , (a) Hobart is situated on the right bank of the River Derwent i some 
11 miles from its mouth. 	The river up to the to averages 4rmiles 
in width, and is free from navigational dangers. 	The minimum depth 
in the channel is 36 foot, and there is no bar. 	'Uthin a mile from 
the banks depths are generally from 10 to 12 fathoms; within a quarter 
of a mile there are at least 3 fathoms. Sullivan Cove, in which most 
of the shipping accomodation is concentrated, has a dopth of 4 fathoms , 
100 yards north oast of Battory Point, and depths increase to 9 or 194N 
fathoms in the middle of the cave. Spring tides rise 4 - foot; neap' ' 
3-1- feet. Vossols berth at the piers and move away without tugs. 
(5) Launcoston is situated at the hood of the river Tamar, a tidal 
stream, about 41- milep from the soa. 	The river entrance botwoon Levi 
Head, and 7ost head is about 2-k cables in width. The depths of water 
rango from 11 to 27 fathoms. There is no bar and the largest vessels 
can enter in any weather and at any time of the tide, in safety. There 
are, howover, certain obstructions to navigation that must be removod 
before Launceston can be classed as a , port without risks, and between 
Rosevoars and Launceston there is a succession of shoals, and the channel 
is narrow and tortuous. Vessels of about 300 foot in length with 
20 foot draught can berth in the basin off the town, but owing to the 
narrowness of the ohanna, passing vessels sot up a considerable "Seend n(5) 
so that a careful lookout on hawsers is necessary on board the vossol 
berthed. The rise of tido at Launcoston is 13 feet at springs and 9 
foot at noaps. Oversee vossols of deep draught and large tonnage are 
berthod at Boauty Point 'Mari', about 0 miles inside tho heads on the 
western bank. 	The wharf is 350 foot long, with mooring boacons ahead 
and astern. Tho minimum depth of water alongside at low wator is 40 
foot. 	The disadvantages of Launceston having . a sub-port separated by 
more than 30 miles from the paront port mro obvious and the port of 
Burnio convoniontly situatod, has been dovelopod. 
(c) The length of tho Burnio breakwator is 1,250 foot with a depth 	• 
up to 42 foot at low.wator and a wharf alongside, 736 foot in length by 
• 
(4) The tide soon after tho noon's first and third quartor,s in which 
high water level is not lowost. 
(5) Upon tho relation of the entrance width to the internal width and 
area of the harbour largely doponds the reduction of 'range'. 	Range, 
appliod to waves, donotos the vortical rise and fall of sea waves; tho 
amplitude of the vertical motion of a ship duo to the rango of wavos is 
balm) as soond. 
65. 
9 feet wide, with a depth at law water of from 30 to40 feet. 
188. So. far we have boon concerned only with charges 
and dues payable at Tasmanian ports, but since the central problem 
of this study is the shipping cost problem in relation to the export 
trade between Tasmanian and the mainland reference needs also to be • 
made to -phR charges and dues of the ports of Melbourne, Sydney, 
Brisbanek 6 ) Adelaide and Fremantle. A Comparative survey is difficult 
by virtue of the fact that the schedules of charges on ships and 
goods vary widely and very often refer to different services. Since 
each main port exists as a separate entity,' it is not possible, awing 
to varying working costs, for uniform rates of port charges to be  
made, although uniform rates as well as uniform systems of ratintWould 
perhaps be an advantage. 
189.. Melbourne (a) Under the regulations of the 
Melbourne Harbour Trust Commissioners, the charge for the use of a 
wharf is at the rate Of 3/- per 100 feet of the length of tho vessel 
for every six hours with e. minimum charge equal to the charge for 
one day. 
(b) In addition there are charges for 
sheds, equipment, lighting and convpionres at certain specified 
rates. 	The charges for the rentk 7 ) of sheds vary with the size of 
. the shod. In the case of vessels trading solely between ports within 
the Commonwealth the charges payable are only 50% of those specified, and, 
in the case of vessels trading . sololy within Port Phillip Heads the charges 
are only 25 per cent of the specified charges. 	If the charges exceed a sum 
equal to 1/:. per ton on the cargo shipped from a vessel trading beyond the 
:Commonwelath; or 6d. a ton for a vessel trading between ports in the 
Commonwealth the Trust refunds the excess amount paid. 
(o) Tonnage rates are payable by every vessell 
using a wharf at the rate of 3/4d. per gross registered ton for every day 
the wharf is used, provided that 	I or of the rates shall be paid for 
those parts of a day equal to, or less than, 6, 12, or 18 hours respectively. 
In all cases the minimum charge is rqual to the charge for one day. 
Vessels trading solely between ports in the Commonwealth only pay 50 per cent 
with a minimum in all cases of 2/ed .  
(d)The Wharfago rates payable on goods. 
which have been produced or manufactured within the Commonwealth and 
which arrive at Molbourno from any port in the Common*oalth are only 50 per cent 
of the general rate special, namoly, 5/- per ton gross. Goods arriving . 
from any port within the Commonwealth, but which are not prnducod or ! 
manufactured within the Commonwealth pay the same rate as imported 
.•foreign goods. 
(e) If goods are, not removed within three 
days after the vessel from which they have been la0ed has ceased dis-
charging cargo,the owner has to pay storage foesk 7 ) of W- per ton on 
such goods for the first thog days and an additional 6d. per ton.for . 
every - subsoquent three days0) 
(f)If a wharf or shed is required for 
the storage of outward cargo, prior to the berthing of thb vessel by 
which it is to be agaod, tho owner or - gent pays charges according to 
the. size of the shedk 1 ). viz:- 
(e) Unfortunately, only very limited were available for the port of Bris-
bane, which is controlled by the Marine Department, with all maintenance and 
other work being carried out by tho Harbours and Rivers Department. With 
the oxooption of two wharves alltho wharves are privately owned. Hence, 
the port charges levied by the Government at Brisbane are relatively light, 
yielding just sufficient to meet working expenses. The port rate is fixed 
at 6d. per ton not for a period of 30 days. The general wharfage rate - 2/6p.t. 
(7) Rent and storage fees are important itomsof cost to the Tasmanian 
exporter especially when goods have to be transhipped. 
(8) That is, 1/ed. per ton for the second three days, 2/6 per ton for 
the third three days and so on 	The l'raction of a ton is deemed to be 
equal to a whole ton. 
i). 
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Sheds over 40 foot wido 
Sheds 40 - 60 feet wide 
Sheds 60 - 80 foot wide . 
£2/-/- for .first day and 10/- for 
each subsequent quarter of a day. 
- .£3/-./- f
• 
or first day, and 15/- for 
each subsequent quarter of a day. 
• £4/-/- for the first day and Ll for 
oaCh subsequent quartor of a day. 
If the shed is more than 80 feet wide the chargo is £5/-/- for the 
first day and £1/5/- for each subsequent quarter of a day. 
1950 Sydney. Under the New South Thlos Harbour and 
Tonnage Rates Act of 1920 the following charges are levied on ships 
and cargo by the raritime Services Board of Now South 'ales, viz:- 
' (a) Ber6hing.charges on vessels under 240 tons are 
payable in respect of each day, or part of a day, as follows:- 
, 	Vossols not exceeding 60 tons - 2/6 
Vessels over 60 tons and not exceeding120 tons 
Vessels over 120 tons and not exceeding 180 " 
Vessels over 180 tons and under 240 tons 
5/- 
- 7/6 
- 10/- 
(b) Tonnage rates on vessels of 240 tons and over are 
payablo as follows. 	For each complete period of 24 hours the rate is 
id. per ton; and for periods of loss than 24 hours at the rate of 
3/1qd. per ton in rospoot of each six hours. 
• (0) Storage charges. 	All goods imported or landod'upon 
any wharf oreiled have to be removed within 48 hours after the discharge 
• of the vessel at any one berth (excluding weekends and holidays). After 
the expiration of 48 hours, st6rage charges must be paid according to 
•tho'following scale:- 
Timber -; for the first 4 . days, ld. p'or t9n \ per day, 
thereafter, 2d. per ton per day,k 9 ) 
'All other goods - 2d. per ton per day for tho 1st meek 
3d. 
4d. 
6d. 
" 
" 
H 
It 
" 
It 
11) 
" 	• 
. 	" 
It 
" 
" 
II 
" 
" 
ft 
" 
2nd 	" 
3rd 
4th and 
subsequent weeks. 
(d) '1,-harfato or harbour rates for selected commodities arc 
Get out in Tablo VI below, (10) viz: - 
Articles - 
Inward riharfage 
& Harbour Rate 
Out-Wa rd Illarf-
& Harlottw•Rats 
(a) Shipped at and Arriving from any port 
• 
I 	
I 	
I 
\  •  
 
within the Commonwealth. 
Bacon bark, bones, butter, chooso, cream, 
eggs, fish 	(fresh or frozon), hams, 
oysters, poultry, rabbits, tinnod 
milk (por ton 
. 
2/6 
' 
Iron and steel, pig Aron, galvanisod iron 
and fencing wire, wire notting, single-
strandod drawn copper wire, bar copper, 
drawn copper and brass tubes and coppor 
ingots 	(per ton) 2/6 
Timber (sawn) per 630 ft, 	super 2/6 
Road metal and gravel (per ton) 3d. 
(9) 630 foot of rough timber or 620 super feet of sawn timber is takon 
to be the equivalent of 1 ton. 	 & • 
(10) Source: Schedule of Dharfago, Harbour and Transhipmont Rates pay- 
r able under the port of Sydnoy Regulations published in4he Government Gazette 
No. 9 of 3rd July 1925, including additions and amendments published in 
Government Gazette No, 104 of 3rd August 1923,No. 57 of 8th Iray 1931, 
No. 165 of 11th November 1938, No. 44 of 17th iv ■arch, 1939, No. 16 of 2nd 
February 1940. 
67., 
Returned empties (diroct from original 
consignoo, but consigned to original: 
consignor) (per ton) ' 
Bricks - not ex. 9" x 4-i" x 3" (par 500) 
Coal (per ton) 
Iron. and Steel 	(scrap) 	(per ton) 
Ore 	(per ton) 	. 
?heat 	(per ton) 
Petroleum, erude (per ton) 
o 	' 
Flour Bran, Pollard, Sharps and mill offals ' 	(per ton) 
Returned Empties (excl. bags or bales, casks 
and cases in shooks and tanks(per ton)) 
Returned Empties (bags or bales and casks and 
casas in shooks) 	. 	. 
Timber sawn or rough per 630 super feet 
Vegetables (per ease) 	• 
lAbol per butt, fudge or bale 	. 
Mol, per bale 
Goods not enumerated (per ton, by weight 
or per' ton at 40 cubic foot measurement) 
— 
1/3 
.243 
1/- 
2.6 
0 
- 
2/- 
- 
2/- 
2.6 
3/6 
1'2--d. 
9d. 
AlA -r2L,.. 
4/- 
- 
- 
6d. 
- 1 4--d. 
9d. 
- 
9d. 
Free 
Froe 
1/6 
_ 
9d. 
- 
1/6 
1960 Adelaido (a) Under the State Harbors Act 1913- 
1927 port duos are payable on all ships arriving in any port in 
South Australia or in the waters of the State, according to the 
following scale, viz:- 
From or to any port or place beyond the Australasian 
• • states 4id. per ton (both in and i out), providod that 
2id. por ton only is paid, (a) on any ship calling 
for orders and neither discharging or loading any , 
. •cargo and, (b) any ship on route to or from any Aus-
tralasian State and discharging or loading cargo in 
South Australia. 
The tonnage of a ship on which port duos are to be paid is the not 
registered tonnage and no vessel pays more than 9d. per ton for port 
dues in any six months. 
(b)Any ship sailing,beyond the State via 
Port Adelaide or out ports is in addition charged coasting duos at the 
rate of 3/4 per ton. 	• 
(c)Tonnage rates are payable on the grass 
registered tonnage of vessels which have no exemption and Which berth 
directly or indirectly at any wharf under the control of tho South 
Australian Harbors Board. The schedule is as follows- 
For each G.R.T. of the vessel 3/4d. per ton for the 
first period of 24 hours or part thereof, 3/16d. for 
each additional period of 6 hours or part thereof. 
Vessels trading interstate pay 90% only of the above 
rates. 
197. Fromantlo (a) The regulations for the Port of 
Fremantle are framTa under the Fremantlo Harbour Trust Act 1902-13. 
The tonnage rates payable are assessed at 1/24d. per ton gross register' 
of a vossel for each complete hour during which the vessel occupies 
a berth, 	The minimum charge for each entry into the port is that 
payable for 12 hours, but in the caso of a vossol occupying a borth 
in the outer harbour only the minimum.ohargo is for throo hours. 
(b) Generally, goods landed from a vessiol 
must be romovod within sixteen working hours. 	Transhipmont cargo is 
I  
686 
is allowed a free storago period of 24 working hours. If goods 
are not removod within the 'specified timo, storago ront is pay- . 
able at the rate of 1/- por gross ton for the first week and for 
ovary subsequent 'Nook the sum of 3d. per ton additional to the 
amount payablo for each preceding week. No goods arc allowed 
to remain in any shod or upon any wharf for a period longer than, 
four weeks. 	Tho storage rate on transhipment cargo and cargo 
landed and roshippod is 6d. per ton per week. 
(o) All goods are subject to wharfago 
charges and the following table has boon compiled from the schedule 
published in the Handbook of Harbour Trust Regulations, viz:- 
Inward Cargo Outward Cargo 
Description of Goods 'lharf- Ha dling Charges Tharf-panring las ago ---(-+-)---- ago X _ 
1111 goods without 
specific rates /- 3/6 2/.. 5/- 3/6 2/- 
Chaff in bags 	) 
Hay and straw in bales) 
not comp.00ssod. 	) 5/- 4/... 2/e 5/- 4/- 2/6 
Coal (in bags) per ton 2/6 3/6 2/- - - - 
Empty Returns 	" 	" 10d. 3/6 2/- 10d. 3/6 2/- 
Timber'- per ton 2/6 5/- 2/- 1/e 5/- 2/- 
Wool, 	(per single bale) 
rinimum charges per 
consignment 
Nil 
ed. 
7d. 
6d. 
5d. 
6d. 
• 9d. 
ed. 
7d. 
ed. 
5d.
ed 
(x) Doliverod over wharves, Trust receiving and delivering. 
.(4) Discharged direct from ships' slings into railway waggons. 
(/) Shippod over wharves, Trust receiving and delivering. 
( 1) Shipped direct ox railway waggons. 
196. The Tasmanian exportor whon consigning goods 
to South Australia and bstern AusOmlia on the ono hand and 
Queensland on the other frequently finds it nopossary to ship 
via Melbourne end Sydney. 	Transhipment chargos and their re- 
lation to the costs of distribution of specific exports will 
be discussed in Chapter VII and hero we shall bo concerned 
only with the actual rates payable. 
(a) Sydnoy. The dofinition of "Aranshipmont" adopted 
by the port authorities of Sydnoy relates to transhipmont within 
the port of goods, other than ballast, brought by sea into, and 
to be seaborne from the port. 	The charge levied on most goods 
is ed. per ton but there are a numbor of special rates, viz:- 
TABLE VIII - (11) 
tl 
Transhipment Rato 
Timber (samn or rough) per 630 ft. supor 	6d. 
Timber (in shooks) 40 ft. cub. 	6d; 
Palings (for fencing) per 630. 6d. 
Road metal and gravel per ton. 
Fruit (green) per package per ton. 	6d. 
Bacon, butter, choose, eggs, fish, poultry, 
Hams, tinned milk per ton. 6d. 
Bricks, not oxceeding 9" x 	x 3" per 50441 	6d. 
Xoroseno, per case. 3d. 
perblutt, fudge or bale. 3d. 
Goods not specified, per ton by weight or per 
ton of 40 cubic foot measurement (at the option 
inimun Chargo (par ton) 3d. - 
of the Commissioners) 	 6d. 
(11) Compiled from tho Mari', Harbour and Transhipment Rates payablo undor 
the Fort of Sydney Regulations (Govornment Gazotto No. 91 of 3/7/19S5) and 
amondmonts (publishod 1926-40). 
Article 
698 
(b)  Melbourne. The regulations of the Melbourne 
Harbour Trust define transhipment as transhipment within the pOrt 
of goods to be seaborne within the port. 	Goods transhipped 
within the port not later than ton days after such goods have 
been discharged are exempt from rates. 	Thereafter, the tranship- 
ment charge is equal to a wharfage rate of 1/- per ton. 
199. From the above review it will be seen that although 
the aggregate sum payable may be substantial the total effect ( 12) 
on shippic,g freight rates of all Government charges on shipping 
is relatively mall. 	It is computed as a rough estimate, on the 
basis.of the inadequate data available, that such charges represent 
only 3 per cent of totali ship operating costs. 
2008 Honoo s it is not to be expected, nor is it practica ble, 
that a reduction in those charges would have any corresponding' 
effect on the ruling freight rates. Again, the charges payable 
by the shipper of goods are, as such, insignificant. However, 
they are additional oosts inourred by, say, the Tasmanian exporter 
and not by his Victorian rival. 
1 
	..•••■•■•■• 
(12). Including income tax and duty on ships/ stores, as well as 
,port and tonnage duos, pilotago . and light duos. 
0 	• 
70. 
CHLPTER V 
' 
THE ECONOMICS OF SHIPPING FREIGHT RATES .AND SERVICES. 
• 201. The present chapter will be concerned with 
.various aspeots of the economics of shipping freight rates and 
services with speoial reference to the following:- 
(a) Schedules of •shipping services to Tasmania'. 
(b)'Organisation of the intorstato shipping companies. 
(o) Trends in ruling freight rates 1913-1945. 
'(d) Factors determining the level of freight rates 
• for any particular route. 
(e) Distribution of shipping as between Tasmanian 
ports. 
202. In reviewing, the shipping services and freight 
rates available to Tasmanian importers and exporters since the pre 
1914-18 war period our main concerrAill be the interstate trades 
• since Mainland ma;k0s absorb on the average over 70 per cent of • 
Tasmanian exports-). 	Again, although freight and charter rates 
fares, routes and sailingsin the coastal,tades may be capable 
of•control by the Commonwealth Governmentk 2 ) there can be no such 
control exorcised over vessels plying overseas trades. 
. 1 
E., 
203. Three ship operating companies are engaged in 
the Tasmanian trades; namely:- 
Huddart Parker Limited. 
.Union Steamship Company of New Zealand Limited. 
William Holman and Sons Pty. Limited. 
(a) The firm of Huddart Parker Limited dates from 
the arrival in Australia of Captain Peter Huddart in 1852, and T. J.. 
Parker in the following' year. 	By 1870 Huddart Parker and Company 
had a fleet of sailing craft regularly plying thecoal trade between 
Now South Tales and' Victoria. In 1880 the first steamer was purchased 
and in 1889 the firms entered the Tasmanian trade having been requested 
by the Tasmanian 7Toorgrowers Agency Company to carry stud sheep from 
Launceston to Melbourne. 
(b) The Union Steamship Company of New Zealand 
Limited commenced operations in Dunedin in 1875 with a fleet of five 
steamers aggregating 2,126 tons. Tho Company entered the inter-col-
onial trade between Australia and Now Zealand in 1877. In 1904 the 
Loongana was especially built for the Tasmanian service. Those two 
companies merged for specific-purposes and formed Tasmanian Steamers 
Pty. Ltd., Which owns the steamships Nairana and Taroona, serving 
Bass Strait. 
(c) William Holyman and Sons Pty. Ltd., is an- • 
gaged - in both the inter and intro-state trades. This company is not . 
a member of the Australian Steamship Owners' Federation but it has ; 
never been challenged on this ground by other ship operators owing 
to tho small volume of cargo offering in the minor caastal ports. 
In any case Holymans' have built up firm business contacts and oom-: 
potition on the basis of rate cutting would be not only costly but 
long and hazardous. 	In any case the Union Steamship Co. and 
Huddart Parker have shares in the company. 
204. The shipping services to Tasmania will qrst be 
nlassified on the basis of the years 1913, 1920 and 1927,( 3 ) viz- 
(i) Vide, Chaptor VI 	. 
(2) Or, alternatively, State Governments may (and with the help of tho 
Commohwoalth) subsidise specific industries 
1 
Twice weekly, 
1st April - 
18th Sopt. 
Thrice weekly 
rest of year & 
additional 
sailings 18 - 
26 December. 
Passenger and 
cargo twico 
weekly 
sailings 10- 
26 December 
Cargo Sorvico 
wookly. 
Monthly cargo 
sorvice,Yelb. 
to Strahan & 
vice versa. 
Cargo service 
between Hobart 
& Strahan 
weekly. - 
Cargo service 
fortnightly. 
Yelbourno -• Passenger Passonger 
.Launceston and Cargo and Cargo 
Twice 	Thrice 
Weekly Wookly. 
Melbourne - Passenger Passenger 
Dovonport, and cargo and cargo 
Burnie 	twice 	twice 
weekly weekly 
'Sydney - 
Launooston 
Passenger 
& cargo 
service 
Fortnigh- 
tly. 
Passon- 
gor and 
cargo sor-
vice fort-
nightly. 
Sydney - 
Hobart 
Passenger 
and cargo 
service 
every 5 
days Jan. 
to Fob. 
weekly. 
March to 
Nov. Every 
4 days in 
December. 
Passon-
ger and 
cargo 
sorvioo 
weekly. 
Passenger and 
cargo ser-
vices weakly. 
Passongor 
services for-
tnightly 
during 
winter 
months, 
Melbourne 	Passenger 
Hobart and cargo 
once a 
week. 
Service 
en route 
to and 
from N.Z. 
Melbourne 	Passenger 
Strahan 	and oargo 
Hobart 	'service 
ovary 10 
days. 
Jan. to 
Feb cargo 
service 
For 
 March 
to Decomw 
bor. 
Passangor 
and cargo 
servico 
at regular 
intervals 
71. - 
TOLE I  
SHIPPING SERVICES BETEEN TASTANIA, THE MAINLAND 
AND NEW ZEALAND. 
Route 	1 913 	1920 	1927 	Roma rks 
Large % of un-
occupiod berths 
and space excopt 
at holiday time 
Ditto 
The passenger 
servico was dis-
continued in 1916 
with tho abandon-
ment of Molbourno 
Now Zealand corm- 
-action. 
The 1927 service 
was quito adequ-
ate owing to 
doolino in trade 
The passongopisor-
vice was discon-
tinued in 1921 
in view of tho 
poor suppOrt. In 
1920 vessels av-
eraged only app. 
32 per trip from 
Sydnoy.The 1927 
service was able 
to copo with tr 
more cargo than 
was offering and 
the steamer fro-
quently had to 
proceed to Burnio 
or Devonport to 
obtain a full 
cargo. 
The steamers 
yore running with 
a very largo nu. 
of berths each 
way unoocupiod, 
also high of 
cargo spaco un-
occupiod.A largo 
numbor of over-
seas vessels now 
oall for wool, 
72. 
Route 1913 	1920 
Sydney - 
N.Aoast 
bkokly 	.Weekly 
cargo 	cargo 
service 	service 
zinc and other car-
go which previously 
was shipped to the 
Mainland for trans-
hipnont. 
No change. The sor-
vico was not utilisod 
to full oxtont. 
Weekly cargo 
service 
(mostly 2 & 
sometimes 3 
steamers). 
Hobart 	Pasrong- Periodical 	Same 
N.Z.(diroot or and 	cargo sail- 
sorvice) 	cargo ser-ings as ro- 
vice week-quirod;but 
ly. little or 
no general 
cargo off-
ering,ship-
ments con-
sisting 
mostly of 
timbor, 
Passenger and cargo 
service discontin-
uing 1916. In 1915 
taking the year as 
a whole the total 
number of persons 
avcragod to N. Z. 
8 saloon, 11 steer- . 
ago and from N.Z. 
13 saloon, 8 steer-
ago.The cargo pos-
ition was equally . 
bad. 
Hobart - 
Fremantle 
Low Head - 
Strahan 
NOM ••• 
/ND 
A boat every 
3 months. 
Same 
Strahnn - 
Hobart 
Average of . 
One cargo 
boat mon-
thly. 
Average 
of 1 cargol cargo 
boat a boat -weekly. 
\. 	week. 
NEN 
" 
Risdon - 
Port Pine 
Maria Is. 
Sydney 
Fortnightly 
to 3-weekly 
cargo service 
As required / 
about month-
ly cargo 
service. 
N/4 
7eV 
• .:"T, V9Yr..:9".i 
./ 	• 	 • -1-.k ] 
'Y';';11,■ C. , 
• - 
• 
Maria Is.- 
Melbourne 
Hobart - 
Huon•Brisbane 
and vice 
versa 
NO 
NON Besides the above 
sorvicos there are 
mostly 2 cargo ve-
ssels weekly be-
tween Molb. and . 
Launceston, a pass-
onger and cargo sap 
vice weekly between 
relbourne. 
Weekly cargo 
Service. 
Fortnightly 
during fruit 
season March 
to September. 
205. 	As from July 7th, 1921, oversoas ships, while 
continuing to call at Tasmnnian ports ooasod to oarry passengers . 
or cargo between Australian ports.. The only line that did so was' : 
(3 ) Noto in respect of the yours seloctod:- 
1913 - Pro 1914-19 war period. 
1920 - Year of proclamation of the coastint trade 
provisions of the Navigation Act. 
1927 - Post Navigation Act era. 	4 
1927 Remarks 
• o 	73. 
was the Commonwoalth Govornmont Lino which catered for cargo 
in special ciroumstanoos. 	Table II below compares schedules 
of overseas shipping services in 1913 and 1929, viz:- 
TABLE II 
Frequency of Service Route 
obart-Brisbane (Direot)" 
obart-Sydney5 0 
obart-V.olbourno 5. 
Monthly (Cargo) 
Summer months - 
Weekly 
Winter months - 
fortnightly 
(Cargo & passen- gers) 
Fortnightly 
(Cargo) 
OVERSEAS SHIPPING SERVICES CALLING LT  
TASMANIAN PORTS. 
Route 1915 Szaniice 1929 Service 
Hobart from London and 
South Africa (Not. S.S. 14 days , Nil 
Co. and S.S. & A.Co.) 
Hobart-New Zealand - 
Monte Video - Rio - 
London (N.Z.S.S.Co. & 
S.S. AND A. CO.) 14 days Nil 
Hobart - British Ports Every few days Every few days 
(all Overseas Companies from February during fruit 
calling for fruit etc.) to Nay. 	. season (Fob- 
May) No inter-
state passen-
gers or cargo, 
Hobart-Continental 
Ports 	(N.D.L.Co. and Monthly Nil 
German Australian Line 
206. A classification of shipping services in the 
immediate pro-war year of 1939(4) on the basis of operating 
oompanies, is now presented, viz:- 
TABLE III 
SHIPPING SERVICES BEnEEN TASMANIA AND' THE MAINLAND 
AS OPERATED IN 1939. 
(a) Huddart Parker,Ltd. 
(b)UnionStoaaLlia_CO. 
of N.Z. Ltd. 
   
   
Route Frequency of Sorvico 
   
   
Hobart-Adolaide 
Hobart-Fremantlo 
Fortnightly (Cargo) 
Ono every 3 months (cargo) 
   
0 74. 
(c) William Holyman and Sons Pty. Ltd. 
Frequency of Service. Route 
Launcoston/idelbourne 
'North-West Coast/. 
Molbourne. 
Port Adolaido/Tas- 
mania. 
Hobart/kolbournb 7 ° 
Twice weekly, sailing Tues-
days and Saturdays. 
Leaving Melbourne each Tues-
day for Burnie,'Ulvorstono 
and Devonport. Departing 
from Burnio each Saturday. 
Leaving Melbourne each Sat-
urday for Stanley, Burnie 
and Dovonport. Departing 
from Devonport each Tues-
day for Molbourno via 
Durnio and Stanley. 
One vessel operated this 
service providing fortnigh-
tly sailings from Pt.Ado-
laido, alternatively for 
Northern and Southorn Tas-
manian ports, (o.g, tho 
vessol would leave Adolaido 
on Thursday for Hobart leave 
Hobart the following Thurs-
day for Adolaido on the third 
Thursday leave Adelaide for 
Launceston and on the 4th 
loavo Launceston for Adelaide) 
Calls were made at North-
West Coast ports-Devonport, 
Burnie and Stanley inward 
and outward bound to L' Ton 
as the volume of cargo warr-
anted. It usually was arran-
ged to work one coat port 
only on each voya(0,0 ) 
A fortnightly service,main-
tained by one steamer. 
Friday sailings altornatoly. 
207. Since 1929 'fin. Holyman and Sons have maintained 
the connection botwoen King Island and Melbourne. 	This service 
was previously maintained by'tho State Government. 	Undor the 
Straits Islands Shipping Services Agreement Act, 1934( 8 ) the corn- - 
pany now receives an annual subsidy of £4,000. 	Under the Agree- 
ment a regular fortnightly service is maintainod to and from 
Lelbourne, the vessel calling at either Currie or Narracoopa l (also 
known as Fraser River) on each of such trips. Alternatively, the 
Agreement provides for runs from Melbourne to King Island and return, 
and from Launceston to King Island and return. 	In addition to those 
(4) Of course, all vessels operating the Tasmanian trades in 1939 have 
since boon takon over by the Shipping Control •oard.whioh has assumed 
responsibility for all contracts and nominated the operation of the ships. 
The companies now act as agents for the Shipping. Control Board under the 
direct control of the Tasmanian Traffic Committee (Vido Chapter III). 1 
(5) Run conjointly with the Union Steamship Co, of N.Z. Ltd. 
(6) For the relation of. the number of ports of call to thecost of 
ship operation and, hence,, to. the determination of ruling freight rates, 
vide paras. 229-31. 
(7) Both the Huddart Parker-Union Steamship combination and telymansv 
. mlentain an altornato fortnightly service by arrangement, and honoe a weekly 
sorvioo is available. 
(8) Following on protests from shippers in the islands (both King Island 
. . and Flindors Island and the Furnoaux Group) -regarding the inadequacy of 
- existing sorvioes the State Parliament appointod a Seloot Committeo 
• 75. 
tips the oompany is required to make special tonnage available, 
•when required, for the carriage of livestock botwoon King Island, 
Melbourno and Launooston. Iceptions are made in all casos 
whoro woather conditions render it impossible to fulfil the terms 
of the Agreement. 	The rate of freight Currio -Molbournd and vioo 
versa, as fixod in the Agrooment, for gonoral cargo was 28/6d. per 
ton in 1938-39. 	This rate is now subject to a war risk surcharge 
of 10 por cent, a wartime increase which is comparablo to an 
advanco of approximately 40 per cent in most other Australian trades. 
It is not intended to pursue further the question of Tasmanian 
intrastate trades although the rate of water transport in south-
eastern waters should be noted. 	During the past 25 years water 
transport has suffered from road competition, except to isolated 
ports on the Ihman Peninsular, Bruni Island, Port Esporanco and 
Southport. Only a verysmall percentage of products are d9Rp-
dent now on river and coastal craft for carriage to markotP ) 
Services range from one or two trips per week and rates of freight 
botwoon 9/... and 15/:- per ton. 	Statistical records of cargo lifted, 
much of which is carried at packago ratos, are not compiled by the 
State Statistician or any other Government authority and tho com-
panies plying those trades advise that estimates would be subject 
to error. 
208. The following table presonts data relating to 
the various vessels owned and operated in 1939 by those shipping 
companies interested in the Tasmanian trades. 	Only thosd 
marked with an asterisk, operated in Tasmanian waters. 
TABLE IV 
, 
Ship Operating Coy. 	. Vossol Typo yok‘r Built 
2ris Gross 
nm. Holyman & Sons Pty. Ltd. Lass OlLo,wrio Freighter S.S. 1878 244 
TIhreatep? Freighter.S.S. 1883 475 
TambarX/ Freighter S.•. 1912 306 
' •Loatta?c, Freighter S.S. 1938 247 
• WonioraA Freighter S.S. 1913 823 
• Laranah .5anhonj 
Fr6ightor S.S. 
Freighter S.S. 
1914 
1917 
701 
567 
• Lanona Freighter S.S. 1925 1018 
LutanaT, Freighter S.S. 1922 918 
Lorinna2t Froightor M.V. 1937 1185 
Huddart Parkor Ltd. Eagle j Froightor S.S. 1889 431 
• Yarrak Freighter S.S. 1907 2257 
. Cone Froightor S.S. 1919 3346 • . Colac Freighter S.S. 1920 3341 
Adelong Freighter S.S.  1936 3577 
• Darnon 	a Freighter S.S. 1939 4239 
Zoalandie' PhssongrS.S. 	. . 1910 6683 
• Also ( 	it M.V. 1929 8108 
( 	" M.V. 1938 9576 
Tae. Steamers Pty. Ltd. Maironaj  S.S. 	- 1917 3042 
Taroone 1,A.V. 1935 4286 
Uhion Steamship Coy. of •Kowhai, Freighter S.S. 1910 792 
N. Z. Ltd. Koranui?' Froighter S.S. 1914 1266 
Kini Froightor S.S. 1930 1388. 
• Gabriolla Froightor S.S. 1920 1587; 
Kahika Freighter M.V. 1938 1537 
, Goulburn 
Omano 
Freightor S.S. 
Freighter S.S. 
1914 
1915 
2367 
2550 
Kalingo Freighter S.S. -1927 2017; 
Taluno / Freighter S.S. 1930 2742 
• . 711naka Kokerangu / 
Froighter M.V. 
Freighter S.S...19I-6 
1038 2259 
3146 
Matua Freighter M.U. 1936 4193 1 
ii 
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The total gross registered tonnage of these vessels is 81,244 
tons roproseWng approximately 18 per cent of tho total Aus-
tralian floota°). Vessols serving Tasmanian ports reprosont 
29,906 tons, or 6.66 per cent of the total fleet. Vessels 
under charter to lift bulk cargoes of such commodities as zino 
and copper have boon excluded. 
• 
209. Before proceeding to analyse trends in the 
ruling level of freight rates and factors determining same, some 
reference needs to be made to the organisation of the interstate 
shipping companies. The following are members of an association 
registered under the name of "The Australian Steamship Owners' 
Fodoration", viz:- 
Adolaido Steamship Company. 
Australian Steamships Pty. Ltd., 
A.U.S.N. Co. Ltd. 
Huddart Parker Ltd. 
Melbourne Steamship Co. Ltd. 
NcIlwraith, McEachern, Pty. Ltd. 
James Paterson and Co. Ltd. 
Those companies operate under a working agreement which came into 
offoct in the following circumstaneos. 
210. As nOted in Chapter III, at the outset of the 
1914-18 war the fleets of the interstate shipping companies wore 
requisitioned by the Commonwoalth Govornmont and the services wore 
carried out under . tho direction of a Controller of Shipping, 
appointed by the Government. This control operated throughold 
tho war period and for a time afterwards. :;.,This control 
operated throughout the war period and for a time afterwards. 
, In the early part of 1920 tho Controller of Shipping intimated 
that the Commonwealth Government was prepared to release the 
vessels from control provided that the shipping companies 
continued a joint system of working the vessels on linos similar 
to that Which obtained when the ships were under Government 
control. 	The Controller pointed out that with the doploted 
tonnage available on the coast at the time a bettor service 
could be maintained by this means. 
211. The shipping companies agrood to comp,y with 
the docire of the Governmont and a tentative agreement was made 
in May, 1920. 	An agreement was formally executed in Nay, 1921. 
This agreement provided that the total tonnage of the seven 
companies should be jointly controlled. 	Undor the arrangement a 
.pormanont Traffic Committee appointed by the companies party to 
the agreement meets regularly and allocates tho services, 	In 
"the event of a disagreement arising between the mcmbors of the 
Comwitteo, the principals of the companies are callod upon to 
determine the matter at issue. 
212. The financial side of the arrangement was put 
in the hands of an independent firm of chartorod accountants 
.appointed by the Federation, yho were given absolute control 
of tho adjustmont of accounts'as botwoon the respective parties 
to the agreement. 	Thd agroanont provides foltho payment of 
proscribed charter rates to the ownors of tho vessels operating 
under it. • An account of each voyage is to be rendered by the 
owners to the accountants, by whom poriodical adjustments are 
made. 	Under those adjustments the profits or lossos made by 
the companios over the poriod covorod by the adjustment are 
sharod on the basis determined by the accountants. 	At-tho 
outset tho scale of charter rates paid to tho ownors rosultod in • 
losses by the Federation, notwithstanding that the rates wore the 
22nd May 1945, to consider the provisions of tho Agreement of 
1934. 	The Committee tabled its Report on 27th Soptombe, 1945 
(Government Printer) 
(9) lath the exception of timber. 
' (10) Total gross registered tonnage of vessels on the Australian 
rogistor in 1939 was 449,143 tons (225 vossols). 
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normal chartor rates ruling before the war. 	This fact, however, 
did not necessarily mean that the actual trading resulted in 
losses, the position being that the charter rates were too high 
to permit of the Federation showing profits. In order to fac-
ilitate the adjustments the rates were reduced. 
• 213. Naturally,tho researcher has not boon able 
to peruse the full text of the document but it can fairly safely 
be said that the agreement has been a decided bonefit to both 
the interstato shipping industry and the community; in that it 
has made for rationalisation of services without which it is 
doubtful whether they could have boon maintained unior tho same 
conditions of efficiency and at the same ruling freight rates. 
Moreover, certain overseas shipping intorests later moved ina . 
similar direction with a view to bringing about a more oconomie 
• running of their vessels. 
214. Apart from the Australasian Steamship 
OWnerst Foderation other agreements between interstate shipping 
companies are in existence. 	One such has already boon noted, 
•namely, thc arrangement between the three companies engaged in 
the North-West Tasmania-Sydnoy-Melbourno trados. 	Again, 
Tasmanian Steamers Pty. Ltd. qonnocting Melbourne with Launcoston, • 
Delionvort and Burnie, is under the joint management of the Union . 
Steamship Co. and Huddart Parker Ltd. 
215. There seems to be little doubt that the 
Australian Steamship Ownorst Fedoration is but one section of 
the English shipping combinAnown as the Inchcape Group. The 
combine is openly defended in the United Kingdom for it is 
claimed that the monopolistic methods adopted ollminatos waste, 
and that the English companios combined are enabled to compote 
with foreign shipping. 	With the same motive, namely to avoid 
costly competition with the Australian companies, the English 
combine has chosen the easier way and acquired the controlling 
interests in every Australian company. • Thus the A.U.S.N. Com-
pany is a subsidiary company of the British India S.N. Company, 
a member of the Inchcape Group. 	The McIlraith, McEacharn Lino 
is also an English company, the majority of the shares being 
hold in England. 	Burns, Philp and Company is an Inchcapo Company. 
Tho Union Steamship Company is also an Inchcape Company, and with 
Huddart Parker 1,td. has a large interest in the Melbourne Steam- 
ship Company. 	The firm of W. Holman and Sons Ltd. is controlled 
by the Union Steamship Company and Huddart Parker and Company. 
The firm of YeDonald, Hamilton and Co. is also owned by British 
interests, and the largest shareholders have largo interosts in 
Burns, Philp and Co. and the P. & O. Company, both Inchcapo Campanios.. 
216. If the Navigation Act doos, in effect, protoot 
part of the English shipping combine, what is tho scope of its mono-, 
poly power' so far as Australian shipping is concornod? 	It is diffi- 
cult to assess the oxtont of the oporations.of the shipping companies 
of Australia for thoy have many other interests, apart from shipping. . 
In some ease they arc intorlinked with each other, and also have 	. 
cross relationships in other industries.. The oxtont of those • relat-
ionships and - co.-partnerships are very difficult to determine. ; 
Official records of lists of sharoholdors are incomplete and mis-
leading. 	For example, a trustee agency or a bank nay bo found to 
_hold a large parcel of sharos in a company. 	There is nothing to 
'show for whom these shares are hold. 	Other "dummios" aro used, 
consisting of officials of companies and relatives of directors. 
217. 
Australian, secondary 
examples, al) vizi- 
Some indication of the complex intorlooking of 
industry in general is rovoalod by the following 
(a) The Adolaide Stoamship Company holds about half 
the sharos of the Abormain-Leaham CollierioS Ltd., 
and about 35 per cent of the North Bulli Colliery 
•• 
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servicos to a specified port. 	Conference rate agroomonts usually 
define the minimum rates at which specific commodities will be 
transported. 	The resultant stability in the rates enables the 
shipper to conduct businoss on the basis of a constant transport 
factor. 	Such is preferable to a fluctuating rate oven though it 
may fall to an oxcoddingly low level when the companies are engaged 
in rate wars. 
219. Granted, (a) that the interstate shipping -
companies exercise monopoly power through the Federation and, (b), 
.that they hold shares in . a number of industries other than shipping 
is it possible to ascertain the extent to which the companies may, 
or do, engage in monopolistic practices? (16) 	Throe specific 
examples will sorvo to illustrato the type of discriminatory mono-
poly that may be exorcised by the shipping companies. 
220. Evidoncc4s submitted to tho Royal 
Commission on the Navigation Act 1924 that Whilo the timber freight 
from Cairns to Brisbane was 6/= par 100 foot super, the freight 
from Fourilyan to Brisbane (a shorter distanco on the same route), 
was '16/44 from TownsVillo to Sydney the rate was 7/3d. and from 
Mourilyan to Sydney )a shorter distance on the same route) 17/7d. 
The reason given for this remarkable difference in freight rates • 
was that the demands made by the matorsido workor4tNourilyan wore 
so great that extra freight had to ho charged. The waterside mrkers 
wore taken from Innisfail (12 miles from Mourilyan) to rourilyan 
be special train when required, and roturnod homo by similar moans. 
Their working day commenced from the Boarding of the train at 
Innisfail, and ceased on their return from rourilyan. 	Tho higher 
rate resulted in the Cairns mills, ousting the Innisfail and Hour- 
ilyan products from the markets. 	The reasons givon by the ropro- 
sentativos of the shipping companies for the high rates from 
Mourilyan wore not satisfactory. Handling charges at Nourilyan 
wore undoubtedly heavier than at Cairns but not to the extent of 
tho penalty rates charged. 	The Commissioners concluded that the 
Adelaide Steamship CoMpany, which has vessels on the North Queens-
land Coast, had financial interests in the Cairns timber industry, 
and, as a natural result, proforbntial treatment was given to 
timber cargo from the port of Cairns. That is the industry at 
Cairns was assistod by a low rate being quOtod, while the rival 
company operating at Innisfail was penalised by a high rato. 
221. Our second example of monopolistic action 
is . dramn from the riost Australian timber industry( 17 ). 	Freight 
rates on timber from 7bstern Australia to the Eastorn States in 
the early 1920's was found to be prohibitive and mills began to 
close. 	Representations wore mad° to the shipping companies that 
a reduction of 20 per cent was necessary. Tho shipping companios 
offered a reduction of 10 per cent and refused to reduce any lower. 
Representations were then mad to Scott Foil and Company, a company 
- outsido the Shipping Fodoration, who agreed to Carry timbor from 
(14) Many examples may be quoted suhh as the Australian Associations. 
of Textile Manufacturers, Cement Manufacturers etc. Vide Chapter VII 
• (15) Compare the conjointly run services, each company operating 
alternative trips, Hobart/Brisbane, Hobart/Sydney, Hobartkelbourno. • 
(16)The effect of the absence of conditions of free entry should be 
noted. .For example, no °verso:2s shipping company is likely to onter 
into competition with such"a service as that operated betmoon Melbourne 
and Launcoston by Tasmanian Steamships Pty. Ltd. The Inchcape Group 
has sufficient interests at least to exert influence with one of the 
companies controllingthis service (as noted earlier, Tasmanian Steamers 
Pty. Ltd. is a combination of interests of the Union S.S. Co. and .-- 
Huddart Parker , Ltd.) 
(17)Note that both examples are drawn from industries situated at 
a long distance from the market (c/!. Tasmania). North Queensland; 
Nestorn.Lustralia and Tasmania may be considered in torms-o-f-tho 
throe angular points of a trianglo which is the Commonwealth. 
1 
„ 
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Wostorn Australia to tho Eastorn Statos at a rata oqual to a 20 
per cent reduction on ruling ratos. Thereupon, the Fodoration 
reduced their rate by 20 per cent and negotiations botmon the 
timbor industry and Scott Fell wore dropped. -hon it was ovidant 
that tho latter aompany was not going to competo the Federation 
raisod tho rate quotod by 10 per cent. Tho timber industry again 
opened nogotiations with Scott Fell and Co., the Federation retal-
iated by threatening the sawmilling companies with practically 
a "boycott" if they patronised Scott Foil and Company's vessels. 
Negotiations again fell through on account of the coal strike. 
222. Finally, about the middlabf 1919, in 
which year there wore heavy crops, the shipping facilities at tho' 
ports of Burnie, Devonport and Stanley wore so inadoquato that 
producers wore unable ts place their produce on the mainland narkots. 
Public demand forced the State Govornment to enter the North ';'est 
Coast trades (vido Chapter III) but immediately the interstate 
companies entorod into keen compotition. (The chief market for the 
.primary products of the North 17ost Coast is Sydnioy and the inter-
state companies synchronizod.thoir sailing dates with those of tho 
State vessels). This attempt to drive the State shipping service 
out of business gave the North-west coast ports a very frequent 
.service. 	Tho amount of cargo lifted inoroasod and Ulverstono rose 
to the status of an interstate port. - (For the distribution of 
inward and outward tonnago among . the various Tasmanian ports &soo 
following chapter). 	Not Only doos this oxamplo draw attention to 
the functional relationship between shipping facilities and the 
level of production but also refutes tho shipping companies old 
contention that they are tho solo judges of tho service required. 
223. Before pasSing to our considoration of 
those factors which determine the ruling lovol of shipping freight 
rates at any particular time it is desirable to prcsont data in 
respoot of freight rate quotations on general cargo per ton weight 
or measurement for selected years within the period 1913-45. Tho 
years selected roughly correspond to those used oarlier in Chapter 
IV, "The Economics . of Port Terifinals" (Vido para. 184). . 
' 
TLBLE V. 
, Capitals Interstate Shipping Freight Rates for General Cargo  
(Tasmania4ain1and) (18). 
(Per ton weight or measurement One ton meas.= 40 cubic ft) 
T o From 	- Brisbane Sydney Melbourne Adolaido Framantlo 
1913 (50/5T19), 
(31/eDk 20 ) 
31/5 
31/5 
.31/5 
45/5 
45/e 
45/e . 
. 45/e 
42/= 
40/6 , 
, 	40/- 
40/- 
13/e 
13/5 
13/e 
13/5 
20/- 
20/. 
20/- 
. 20/- 
20= 
17/6 
20/.. 
20/... 
13/e 
13/5 
13/5 
13/e 
20/- 
20/- 
*4- 
20/- 
20/- 
17/6 
17/6 
17/6 
28A 
28/- 
28/- 
28/- 
40/- 
46/- 
46/- 
45/- 
45/-  
46/- 
45/- 
46/- 
38/- 
38/- 
38/- . 
38/- 
51/- 
61/- 
' 61/- 
61/- 
.61/- 
61/- 
61/- 
• 
' 
: 
Hobart 
Launcoston 
Devonport 
Burnio 
1921 	(Aug) 
Hobart 
Launcoston 
Dovonport 
Burnie 
1925 
Hobart 
,auncoston 
Devonport 
Burnio 
(18) The rate quoted for each yoar was that ruling ct thd:30th Juno, 
Since the main purpose of this study is to examine trading rolations 
' botwoon Tasmania and the Mainland no specific reference to freight rates 
between Australia and nvorsoa ports will ho made in this Chapter. However, 
account will ho taken of them, whore necessary, when dealing with tho 
I 81. 
— 	
To 
. From 	- 
' Brisbano Sydney Melbourne Adolaid° Fronantlo 
1929 • 
45/- 
43/6 
43/- 
43/- 
44/-T 
43/_D 
44/-T 
43/-D 
44/-T 
43/4) 
44/-1' 
43/_D 
44/6T 
30/...D 
44/6T 
34/-D 
44/6T 
34/-D 
44/6T 
34/-D 
22/- 
22/- 
22/- 
22/- 
20/- 
20/- 
20/- 
20/- 
20/- 
20/- 
. 20/- 
20/- 
20/- 
20/- 
20/... 
20/- 
22/- 
22/- 
22/- 
22/- 
23/- 
23/- 
23/- 
23/- 
28/7 
28/7 
. 
28/7 
28/7 
' 
..... 
22/- 
19/6 
19/6 
19/6 
20/- 
18/.. 
18/- 
18/- 
20/- 
18/9 
18/.. 
18/.. 
20/- 
18/... 
18/- 
is/... 
22/- 
19/9 
19/9 
19/9 
23/- 
20/7 
20/7 
20/7 
. 
. 28/7 
26/- 
26/- 
26/- 
33/- 
33/- 
33/- 
33/- 
28/6 
28/6 
28/6 
28/6 
28/6 
28/6 
28/6 
28/6 
28/6 
28/6 
. 28/6 . 
28/6 
51/4 
. 
31/4 
31/4 
31/4 
32/8 
32/9 
32/9 
32/9 
37/1 
37/1 
37/1 
37/1 
# 
55/- 
55/- 
55/- 
55/- 
63/-
6 3/- 
63/- 
63/-
52/6 
52/6 
52/6 
52/6 
52/6 
52/6 
52/6 
52/6 
57/6 
57/6 
57/6 
57/6 
60/5 . 
60/5 
60/5 
60/5 
68/3 
68/3 
68/3 
68/3 
. 
. 
' 
Hobart 
Launoeston 
Dovonport 
Burnie 
1933193'I.35 
'Hobart 
La unc o ston 
' 
Devonport . 
Burnie , 
1936 and 1 937 
Bober:17-- 
Launceston 	. 
Dovonport 
Burnie 
1 938, 39 (to 22/10/ 
39) 
44/6T 
39/-D 
40/6T 
34/-D 
40/6T 
34/-D 
40/6T 
34/-D ) 
40/6T 
42/11D 
44/6T 
37/5D 
44/6T 
37/5D 
44/6T 
37/5 :D 
51/2T 
44/10D 
46/7T 
39/1D 
46/7T 
39/1D 
46/7T 
39/1D ) 
65/7T 
50/9D 
•51/2T 
44/2D 
51/2T 
44/2D • 
51/2T 
44/2D 
Hobart 
Lama eston 
Devonport 
Burnie 
23/10/3 9-1/10/40 (21 
Hobart:  	 __ -  
Launceston 
Dovonport 
Burnie 
‘ 
.00 4_1_2:21.L.5 2 4P 2 ) 
Hobart 
Lame e ston 
Dovonport 
Burnie 
16/2/62_31/i2/45 2 
Hobart 
, 
Launceston 
Dovonport 
Burnie 
cost structure of particular industries. Except in a few oases, whore 
special contracts have been struck and in the ca so of timber, all inter-
state rates aro quoted on a general -cargo basis 'only. 
o 82. 
particular 
224. In respect of the 
should be noted, viz:- 
data above throe points in 
-. (a) the 
(b.) the 
( 0 ) The 
r 
(d) the 
and 
sharp rise in freight levels 1913-21. 
stability of the rates in the intor war period, 
wartime inflation of rates as a result of the 
risk surcharge imposod in October 1939. 
differential between the cost of transhippod 
direct cargoes. 
225.. So far as tho movements in the rates between 1913 
and 1921 are concerned it must be remembered that While world freight 
rates foil after reaching a record high lovol in the post war period 
of 1918-21, in Australian coastal waters there was no such tendency 
for thoro was no i conr3ponsatinp; decrease in the cost of ship operation. 
Tho sharp rise in rates was brought about by the inoroasos in wagos, 
coal, victualling and overhead expenses.. The avorago inoroaso in 
those costs wore at follows: _k24) 
TABLE VI 
  
Item 
 
Increase 
in 1922on1.1913 
63 
161 
99 
83 
123 
155 
Labour 
Deck and Stewards' stores 
Engineors' Stores 
Victualling 
7agos • 
Coal 
 
     
The above increases do not include 
tho Navigation Act, namely, 
(a) 
(h ) 
(0) 
those directly brought about by 
Cost of alterations to vessels to comply with tho' 
provisions of the Act. 
Cost of wireless services. 
Cost of extra manning. 
266. Table VIE below presents figures for tho poroontago 
increase in rates over tho period 1939 (30th. Juno) to 1945. It will 
be obsorvod that apart from the Hobart/Brisbane (transhipped) route the 
greatest increase in freight costs since 1939 has been on the shortest 
and most frequently used routes of Hobartkolbcurne and Northern ports/ 
Melbourne. 
TABLE VIII 
       
Route 
  
Percentage Increase] in 
Freiwht Rates 10457 
Trnnshippod - 47.19 
Direct 	• - 30.78 
42.92 
20.82- 
30.00 
Transhipped --26.34 
Direct 	- 29.00 
 
Hobart/Brisbane 
Hobart/Sydney & Melb.• 
Hobart/Adelaide 
Hobart/Fremantle 
La unceston) 
Devonport ) to Brisbane 
Burnie 
  
       
las compared with 1939. 
(11 T = including transhipmont. 
(20 D = direct shipment. 
(21)1938-30 rates plus 102 wartimo 
(22)1030-39 rates plus 15% wartimo 
(23)Some of the 1930-39 rates were 
poriod 	Hobart-Brisbano . ( 
Tasmanian Ports - 
Tasmanian Ports - 
 
 
risk surcharge. 
risk surcharge. 
advnneod at the beginning of this 
transhippod), rise of 6d. 
Sydhey, rise of 2/- 
MolboUrne, rise of 2/- 
  
■ 
83. 
Launcoston ) 
Dovonport ) to Sydney . 42.92 
Burnie ) 
Launceston ) 
Devonport , 
Burnie 	• 
) 
) 
tolAolbourne 44.44 
Launceston ) 
Dovonport ) to Adelaide 29.32 
Burnie ) 
Launcoston ) 
•Dovonport ) to Fromantlo 30.00 
Burnie ) 0 
227. The table above doos not alloy for the addit-
ional costs resulting from the 14,ortiloo shortago of shipping. 
Very few direct boats have boon available for the carriage of 
Goods exported to Brisbano, 	Adelaide and Fremantle. 	Hence, 
shippers now often have no option but to tranship at Sydney 
or Holbourne at the following additional costs per shipping ton:- 
TABLE VIII 
. 
RoUto : 
Direct 
1030(4 
Direct 
rat 
1945 '3 
Rato 
 Trans% costs lyis. 
(C) 
Total of 
B &C 
,0 incr.l 	4re-var ir• et shipments) 
Hobart/Brisbane . 397- 50/9 • 14/10 65/7 66.74 
Launcodton) 
Burnie 	) Brisbane 34/.. 44/2 7/- 50 50.02 
Devonport 	) 	' 	• 	• 
Tasmanian Ports/Adelaide 28/6 37A 25/1 62/5 117.92 
Tasmanian Ports/Fromantlo 52/3 .68/3 15/6 83/9 59.52 
__...,.....__ ? 
In addition - to -those extra costs exporters in the south of the State, 
who normally ship throuGh Hobart, frequently have had to rail goods. 
to Northern ports. • Purthor expensos have boon incurred in the form 
of Storage charges on the Mainland whilst waiting for boats to Ado-
laido, Fromantlo and Brisbane. 
228. As noted oarlior shipping freight rates on the 
Australian coast are quoted on a general cargo basis only with the 
exception of a Pow special contract rates (e.g. for cement) and 	• 
ratos for timber. ILmber rates for the more important Tasmanian, 
trades were as follows:- 
TABLE IX 
Timber Rates, 1939 
Route 	. Rate por loia super ft 
.. Launoeston/ 	, 
Melbourne 	• 
I .S. Coast Ports/ 
Melbourne 
Ulvorstonokolb. 
Coast ports/Adelaide 
HobartAlolbourno 
Launceston & N.W.  
.......asm erer.:••••■••• ••■•••••••••■•••■•■•■••■■ 
. 
5/- 
5/- (Dovonport, 
Burnie, Stanley) 
6/- 
7/... 	. 
5/- 
1 	
,rfff 
• 
7 
, 
• .•-•-es 
- 
229. Having - survoyod the shipping freight rates 
ruling in thoso Australian coastal trades rolovant to this studsr„- 
it is now necessary to refer to tho problem of rate making. 
Contrary to two widely accoptod notions the rotas are rarely 
detorminod on the basis of either, (a) the number of soa 
travollbd or (b) tho cost of ship operation. On tho Australian 
• coast the lowest rate per mile is that . ruling betwoon the most 
important ports. 	For oxamplo, botwoon Molbourno and Sydney a 
distance of 564 miles the rata in, say, 1936 was 20/- per ton 
and it is the some for Hobart to Melbourne yet the distanco'is 
only 470 milos. 	On a ponce per ton par mile basis Molbourno/ 
Sydney cost .348d., whilst Hobarttkolbourno cost .511d., dospito 
. a difference of 94 miles. It may be urgod that the lower rate 
•botwoon Melbourne and Sydney is duo to outside competition but 
oven if such is the case:, the competition itsolf may be attri-
,butod to the greater volume of business offering botweon tho 
two ports. 	Regarding (b) above, the ship operator rocognisos 
that tho tonnago available on some routes sorvod will ho insuff-
iciont to cover running costs and hence a certain degroo of 
discriminatory monopoly has to be oxoroisod in dotermining rates 
for the several routes( 25 ). 	Assuming correct judgmont on the 
part of the ontrepronour, the ship operator, the overall rosult 
will be an adeauato return on total capital investod. 
230. The costs of ship operation are difficult to 
. dotormine and it can fairly bo said that little-offort has over • 
boon mado to analyso the cost of transporting any particular 
-commodity over a certain route. 	The main items involved in 
ship operation are as follows- 
Fuel. 
Port charges. 
14ages (including overtime). 
Insurance. 
Stores and Provisions, 
• Repairs and overhaul. 
Commission. 
Hiro of Gear. 
Marf labour. (26) 
Claims. 
Illarf rents. 
General oxponsos and managomont. 
It should be noted that the abovo list excludes purely overhead 
chargos such as interest charges and the like. No attempt will 
be made to analyse each item and relate them to total operating 
costs for not only are the nocossary data not available, but 
also such detailed analysis would hardly be relevant to this 
study. need simply understand that ship operating costs 
probably sot a lower limit in rate making disallowing special 
'considerations involving discriminatory ratos.( 27 ) 	The upper 
'limit to ho observed is what-the-traffic-will-boar. The rate, 
in practioe, will be dctormdnod somewhere between those two 
(shadowy) limits. L few goneral comments will be made in rospoot 
of sovoral of the above items with special reference to the cost 
of waterside labour, 	This latter has boon the subject of con- 
siderable criticism by exporters Mho blamy the cost of wharf 
- handling for some of the higher rates.k 28 ) . . It is probable that 
the cost of waterside labour reprosonts as much as 35 per cent 
of total operating costs. 	On the other hand the wages of the 
Ship's crew arc not likely to exceed 7 or 8 per cent of this 	. 
total cost. 
(24)-DataAn Table VI have been oxtracted•from the Report of theRoyal 
: Commission on the Navigation Act, 1024.. The Commissioners after examining 
the increased percentage of oarnings and costs of certain vessols in the 
interstate trade concluded that the post war increase in rtes was . 
• justified. Ofoourso, the Navigation Act was not solely responsible for 
the increased cost of ship operation 	ithor factors should ho inc1uded 
such as the determinations of the Arbitration Court and the Customs' 
Tariff. 
.• • 'e:•,..;■.„1.;« 
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231. Port CharT,os. 
As referred to in Chapter IV port and harbour duos 
payablo in Tasmania compare favourably with those ohargod by 
harbour trusts on the lainland. 	However, facilities at all 
ports arc inadequate for the expanding volume of tho Stato's 
trade and tho installation of mechanical devices such as the 
fork truok lift would spood the turn round of vessels. Hovevor, 
it is understood that most harbour authorities in tho State 
aro'contemplatim: or planning extensions. 	The "d000ntralization" 
Iriale sifiOht TabongrtrWWWPTIU%rdigr5aultlioriola% "flacctc)d  go -uo 	pr.)porulons 
232. CoMmission. 
111■■■••■•••■•••■••■••■••■•••■ ••••• 
Since the main business of a ship is to carry oargo 
many spocialisod ways have been devised by shipowners to obtain 
cargo. 	It is obvious that a cargo of assorted commoditios 
sufficient to fill all available spaoe is moro profitable than 
a part cargo. 	Ovorhoad expenses of working tho ship must bo 
mot whether it is fully or partly loaded. The profits of a 
voyage depend usually on the last, say, third or quartor of a 
full cargo. Freight brokers act as go botwoons for the shipper 
and shipowner; the brokerage foe rangos up to 3 per cont. 	A 
freight forwarder is an export in the transportation dotails 
of export shipments, especially in respect of tho export declar-
ation, consular invoice, bill of lading, marino insurance certi-
ficate and so on. - Furthermore, an inland oxportor can consign 
goods to the freight forwardor at the port, who will be respon-
sible for booking spaco on a ship and attend to the roquisito 
papers. 	The forwardor received a foe from the shipper and also 
brokerage from the shipownor for service, rendered in the form 
of assembling many small packages( 29 ) for shipment in bulk. 
233* Marl' labour. 
Representations wore made to the Stovodoring industry 
Commission for data relating to the cost of tWatorwido labour in 
Tasmanian ports but the roquost was refused. A second approach 
was mad after the cessation of hostilities but without success. 
• 	 The position has undoubtedly 
been distorted over tho war period for the following reasons: - 
(a) Ships have boon oporated continuously 
and, in consoquenoo, the amount of 
overtime worked has caused wide fluc-
tuations in costs 
(b) . The typo of cargo handlod during the war 
differed considerably from that handlod 
pro-War. 
(o) 'Aages have increased (both through inoroasos -7- 
in the cost of living and overtime rates) 
but output per man hour has declined, 
(d) The larger cargoes lifted rosultod-in 
gestion at the wharvos and increased handling
costs further. 
234. (a) Tho.00nditions of work and rates of pay of 
permanent and casual unterwiso workers in Australia are determined 
by the Federal Court-oT Conoiliation and Arbitration. 	The last 
judgment was made by Judge Booby on .2nd July 1937 and tho minimum 
ratbs of wages to be paid was fixed at L3.1G.0 plusAonstant 
amount of 5/- per week of 44 hours. 	The above amount are ad- 
justod ovory . throo. months according to tho position and fluc-
tuations of the Court's "All Itoms".rotail price under numbers, 
vizt- 
TABLE X 
fallyZago Rates for Wntorsido Workers 
36. 
Index No. 
Divisions. Rate 
Index No* 
divisions Rato 
£ 	SD a0
0
0
0
0
0
 
•
 •
 •
 •
 •
 • 
c‘l 	
cti  
,41  
64.5 * 65.4 30 	16o 0 70.5 * 71.4 
65.5 * 66.4 3. 	17. 0 71.5 * 72.4 
66.5 * 67.4 3. 	18. 0 72.5 * 73.4 
67.5 - 60.4 3. 19. 0 73.5 - 74.4 
68.5 - 69.4 4. O. 0 74.5 - 75.4 
69.5 - 70.4 4. 	1. 0 75.5 - 76.4 
Tho amounts of the rates assigned to the index number divisions 
abovd do not include a margin of 6/- and the constant addition of 
5/= roferrod to. Any extension of the above table must be of 
the samo oonstruotion. 
(b) Rates of pay for overtime are prescribed as 
follows:- 
Betweer, 6 p.m. and midnight, Monday to Friday inclusivo - 
ordinary rate and a half. 
Between midnight and 7 a.m., Monday to Saturday inclusivo - 
double ordinary rate. 
• Saturday noon to midnight and midnight Sunday to 7 a.m. 
Monday Double ordinary rat°. 
• Ordinary holidays - 
Botween midnight and 7 a.m. - two and a half times the 
- ordinary 'rate. 
Botweon 8 a.m. and 5 p.m. - ordinary rate and a half.' 
Botwonn 5 p.m. midnight - double ordinary rate 
Sundays and Other holidays - For work dono l 
betweon midnight on Saturday and midnight on Sunday, 
and between midnight and midnight on extraordinary 
holidays, two and a half times the ordinary rate 
mus t bo paid. 
(c) So far as tho.conditions of work are concorned 
the clauses in the award aro comprehensive but, nood not be 
reviewed hare, 	They include provisions for working through 
meal hours, time .off for smoke-ohs, duty away from home ports, 
conditions of work in respect of the maximum weight to be 
lifted por man, the number of . mon par hold, transfer of labour, 
timos and places of engagement, penaltios and so on. 	The 
Electrolytic Zinc of Australasia Ltd. and the Yount Lyoll Mining 
and Railway Ca. Ltd. are included among those employers exempted 
from the provisions of theamard, since those companies employ' 
permanent hands to work the ships berthed at the oompaniest wharves. 
Owing to the importance of a speedy turn round of vossels,which is, 
of course,' dependent upon the speed of loading and unloading it. is 
interesting to note the provisions in the award relativeNto the 
minimum numbor of men to be employed to work a hold or on deck 
loading and unloading; viz:- 
(a) Six, if the vessel be more than 500 tons (net register). 
(b) Four, if the vessel be more than 100 tons, and not 
more than 500 tons. 
(o) Two, if the vossol be not more than 100 tons. 
(25)Examples in relation to Tasm-nia are the Bass Strait Island and the 
Ulvorstono/kolbourno and StanloyAkolbourno sorvicos. 4 good example of 
the real determinants of freight rates is obtained from tho King Island/ 
Melbourne service. Pro-war the rate ruling for Northor ports/Melbourne 
was 10/-; that for King Island/holbourno was 28/6. The margin was to 
cover the relatively higher cost of running small vossols,tholsmall volume . 
of-oargo l tho delays caused by weather conditions, lack of cargo -handling 
facilities and consequent caow.turn-rcund of vossolag, 
(26)Included since tho rate qUotod indludos tho/OProading 
unloading as well as sea. carriage. 
(27)Vido para. 229. 
(28)Again, tho shipping companies stated to the researcher that general 
cargo often costs £1 to load and unload, a sum ox000ding the pro-war 
rate between Melbourne and Northern ports. 
,  
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235. An attempt was made early in 1945 to cover onployoos 
engaged in the stevodoring industry by a state award under the 7b.ges 
'Board Act, 1920. The determination of the Shipping liagos Board of 4th 
Hay 1943 was amendod as from 7th March_ 1945 to include omployoos in . 
the ports of Hobart, Tort Huon, Port Cygnet, I,auncoston, Beauty Point,. 
Devonport, Burnie, Stanley and Strahan engaged in supervising loading, . 
discharging and stacking of cargo on vossolso 	The ship oporators 
appealed to the High Court against the now determination and wore - 
uphold on the grounds that stevedores bolongod to an interstate 
industry and, therefore, conditions of employment could not be 
determined by a StatvItribunal. 	Howover, the Tasmanian legislature 
recontly passed .a ':Vages Board Bill (No. 3 of 1945), 	providing for a 
determination to be made in _respect of one section of an industry 
and henco.the determination disallowedby the High Court is likoly 
to be reinforced. 	In aaual fact pressure from tho stovodores 
themselves through' union circles has resultod• in rates of wages 
and overtime boing . paid which approximate to the schedule in the 
award. 
236. ,(a) The determination was made by referenoo to 
the • Inoeds" basic wage of £4/10/- a week, with a fixed loading of 
4/-, a total of £4/14/- per week. 	The 'needs' basic wage is 
that assessed on the Commonwealth Statistician's 'all-items' index 
.nunbor of 1105-1107, being the index number for Hobart, for the 
Docomber quarter 1944. 	The arard provided that the proscribed 
.wage rates wore to be adjusted according to movements in tho 
index, such adjustments to be made on the first pay period in 
a May, August, November, and Fobruary of any year. 
• (b) The award provided that employees engaged 
in supervising the receiving, loading, discharging, sorting and 
•stacking of cargo wore to be paid at -tho following rates of 
pay per week of 44 hourst- • 
• (1) Pormanont omployoes Who are paid for 
• \working overtime 	8. 4. 0 
- (ii) - . Permanent .employees who are not paid 
for workit:s, overtime 9.14. 0 
(iii) Casual employees (per hour) 	4. 7-27 
(iv) Employoos assisting classes • (i) or 
(ii) or (iii) above (per hour) 	4. 0 
In addition, casual employees hod to be paid a minimum of 4 hours' pay 
for any timo worked up to 4 hours, and 8 hour' 0 pay for any time in 
. excess of 4 hours and up -1;6 8 hours. 	The foregoing ratos included 
a war loading of 6/- per week for permanent hands and 	per hour 
- for casual hands to continue, for threo years as from 10th Octobor, 
1944. Overtino rates wore to be computed on the basis of time and 
'a half: 
237. Several other factors having a greater or lesser 
influence in rate making at any particular time may bo mentioned, 
Viz:- 
(a) Typos of Cargo. 	Typos of pargo• which involve. 
special risk tako higher rates than goneral 
cargo. 	On.theOthor hand, such commaditios 
as oro and coal which are handled in bulk and 
by moans of spocial large scale equipment 
usually take lower rates than general cargo. 
• Some reference will be mado in Chapter VII 
to the possible advantages of the use of 
" special purpose" as opposed to "general cargo" 
ships in the intorstato trade with special 
reforonco to such bulk commodities as cemont 
and timbor.. However, so far as Tasmania 
goncrally-is concerned the possibilitios of 
exploiting the advantages to be dorivod 
, (29) Represent an important sootion of Tasmania's export trado. 
, 
'•tr,Y 
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from large scale transport are slight owing 
to the large number of ports to be served in 
Tasmania and tho limited tonnage available - 
oven when concentrated at one or two centres. 
It should be noted hero that tho very fact that 
small vossels only aro suitablo to tho Tas-
manian. trados results in highor rates than 
would apply on runs operated by larger vessels. 
For the difforonoo between the working 
expenses of a large and small vessel is loss 
than the differenco botwoen their respective_ 
earning capacities. 
• It will be emphasised in 
Chapter VII that insofar as soa transport is 
considered as a factor of production the true 
measure of the cost of this factor, as is the 
case with all other factors, is not its 
absolute purchase price but the proportion 
which the prip boars to the total costs of 
• production( 30 ). It is obviously more expan-
sive to carry frozen moat than ordinary cargo, 
bocauso of the refrigeration oquipment and 
- insulation necessary. 	A brief discussion of 
some of the structural changes necessary in, 
say, 'a fruit ship will show how the character 
of cargo carried influences rates. 	A fruit - 
ship is usually-faster than a general cargo 
ship since the capital expenditure involved 
• is approximately 40 per cent more. This 
-higher original cost roquires a higher speed 
with facilities for rapid turn-around in port, 
if an equal earning power per unit of capital 
invested is to be obtained. 	The alternative 
is to charge higher rates. 	In practice a 
comprobise - rosults1 the fruit ship is several 
knots faster than a cargo vessel and rates. in 
the trades whore. these "special purpose" ships 
ply are usually higher than for trades of 
comparable length olsewhora. 	Other reasons 
for the higher running ceSts of fruit ships 
,aret- 
Refrigeration apparatus to maintain 
constant temporaturos. 
(ii) Largo number of small hatches, and 
often side ports, to oxpoditu - 
unloading. 
(iii) Since bananas, for example, stow 
, 150 cubic feet to the ton the 
• emphasis in 'construction is on 
space. 
a 
(b) 	Competition. Competition as/factor in Australidn 
- coastal rate making is largely eliminated by the 
"Conference" but in case's where a company (cog.' 
1111. Holyman and Sons) is outside the Foderation l 
there is always the possibility of a rate war 
when rates could bo cut to 'love's out of all 
proportion in the cost of service. 	However, the 
degrae of competition possiblo at any timo is 
always dependent on the physical conditions 
dotermining the degreo of freedom of entry into 
tho particular trado. 
(30) Valor() commodities are bulky and realise a loW sale value the 
proportion of freight costs to total costs of production and markoting 
will be . high. 	In such casos the shipping. companies quote spooial contract 
- rates, e.g. cement is freighted by Holymans' at 11/- per ton from Dovonport. 
Again chaff, a bulky product is carried . on a weight basis LaunoostonAolb. 
22/- per 20 hundordwoight. Neither of these rates are proportional to the 
general cargo rate Devonportbelbourno and LaunoestonAkelbourne. 
••1 
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(e) Compotition of markets. Assuming oqual 
costs of production in Tasmania and Vic-
toria for a commodity the exportable 
surplus of which is to bo sold in N.S.W. 
and that . compotition for the available 
:market is koon, unless the rato quoted per 
unit by the shipping companios from 
Melbourne to Sydney mas as high as - that 
quotod for the Hobart-Sydnoy trip the 
Victorian manufacturers would capture 
the market. 	(On the assumption that 
the Tasmanian produeors refused to cut 
profits and soil below market price). 
Tho rcompany operating the Robart-Sydnoy 
service would thon be . faood with a - 
loss of tonnage to the Molbourno-Sydnoy 
run. 	In order to oqualiso the available 
cargo on a per capita - basis some adjustL. 
mentis likoly to be made in the original , 
rates quoted,which wore probably based on _—
purely technical consideration. 
• 
• • 	•J'ol 
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238. Dolor° conclUding this chapter it is necossary 
to rofor to the method of colloction of shipping statistic -6- and the 
distribution of shipping among the several Tasmanian ports. Special 
provisions in the Customs Act 1001-1036 require the mastor of any 
vessel arriving from any country outsido Australia or from any other 
State of the Commonwealth to enter "inward" at the port of entry 
• and similarly on departure the ship must be entered outward. Amon 
the documonts which must be lodged by the master of the ship is a 
form for Statistical purposes setting out the following particulars:- 
- Name of ship (Dotails of ship, cargo, ports, 
Nationality of ship./crew, passengers). 	. 
Steam or motor driven. . 
Sail or auxiliary. 
Not tonnage of ship. 
rhother carrying cargo or, in ballast. 
The original port of departure on tho voyago 
to. Australia. 
The terminal port of voyage on doparturo from 
Number of crow. 	/Australia. 
239. Those forms are lodged at each port and in addition 
tO the particulars rogarding the ship particulars are furnished of 
the passengers and the tonnago of cargo loadod or discharged. • Tho 
'quantity of cargo is statod either according to weight or bulk according 
as freight is chargod and the bulk cargo is converted to tons avoirdupois. 
on the basis of 40 cubic foot to the Ton. A point of some significance 
in the statistics of shipping is their limitation in indicating the 
trading relations or shipping connections between different countries . 
or states inasmuch as it is practicable in a statistical presentation 
.of the direction —f! shipping to associate only the terminal ports to 
the exclusion of intermediate ports of call. For instance a liner 
leaving Sydney for London via Hobart, Molbourno, Adelaide, Fromantla, 
Durban, Cape Town, Canary Islands will appoar in tho Commonwealth Stat-
istics as a vessel from Australia to the United Kingdom. 	In the records 
- of the differont Australian ports, of this ship for State and port 
_statistics; the statistical troatmentuill vary. 	On loaving Sydney, 
Melbourne and Adolaido the outward movomont of the vossol will be re- 
'. cordod as an ovorsoa vessol departing for the Unitod Kingdom via . States; 
from Fremantle the final port of departure, the r000rd will b3 —(1777noa) 
ship departing direct to .Unitod Kingdom. Entering from Sydney (which 
. is the point of commencement of the voyago) into Yelbourno, the record' 
:will bo arrival ovorsoa ship from New South 'Iblos. 	At AdOlaide and 
• Fromantlo the records will be oversoa ship arriving from N.S. 1:!.• via 
, 	States -. 	Zt will be noticed, too, that at Yolbourne, Adolaido and 
Fremantle this vessOl on its coastal itinerary is rocordod twice inward 
and twice outward, whoroas Sydney, the terminal port, records one move-
• 
90. 
•mont inward and one outward - the entrance into Sydnoy of this ship represents the tormination of one Voyage; and tho depart- 
• uro from Sydney represents - tho commencement of another vows°. 
240. Similar differences occur in the records of 
• Australian ships in the intorstate trado : whoie the intrastate 
movement becomes a featuro. A vessel arriving at Burnio from 
tolbourno is interstate direct; leaving Burnie for Dovonport 
is an outward local movement from Burnie. Arriving at Devon-
port it is interstate via ports; 'departing from Dovonport on the 
. return trip to llelbourno is intorstate via ports; arriving at 
Burnie from Devonport is locW; departing from Burnie for Y.ol-
bourne via King Island is interstate via ports; . arrival at 
• King Island is loom; and departure from King Island is interstate 
direct. Those rocordscapply to the statistics of the several 
ports; in compiling the results for the State as a whole, how-
aver, the arrival and the departure can each be rocorded once 
only, and in the case quctod above the arrival will be credited 
to Burnio and the departure to King Island; so that if such 
voyages aro frequent, and they are, there will bo many more 
arrivals (interstate) than departures 'shown at Burnio; and many 
more departures than arrivals at King Island. The explanation 
is that the results are for Tasmania as a whole and that for the 
voya ges concerned Burnie is the port of arrival in Tasmania and 
King island is the port or place of departure from Tasmania. 
241. • Table XI below presenta data for soloctod years 
relating to the total inward and outward tonnage of shipping classified 
. according to the first and last port of call in Tasmania. 	It will . 
be obsorved that outward shipping is somewhat more evonly distributed 
• among the ports than inward shipping. Although the figures recorded 
for Hobart still ad the field in both oases by 1943-44 there had 
been a definite shift in favour of the Northern ports - a shift due 
almost entirely to wartime . control Of shipping since 1939. 
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CHAPTER VI 
AN ANALYSIS OF TASMANIA'S' INTERSTATE AND OVERSEAS TRADE 
242. Prior to Federation each Australian Colony 
published statistics of its trade with the other Colonies. A similar 
record was continued by the Commonwealth Government under the provisions 
of the Constitution Act (Section 92). 	On the expiry of the "book- 
keeping" period, these records were discontinued as from 13thSept-
ember 1910 and the latest published returns were for the year 1909. 
Later the Governments of Western Australia and Tasmania (in 1922-23) 
revived the r9ogrds, and hence statistical data are new available for 
. these statos.a) The fact.that practically the total trade of thosei 
states is seaborne renders the collection of such data relatively 
simple. 	At the Conference of Statisticans held in January 1928,. 
it was resolved that efforts should be made in other States to record 
the interstate movement of certain principal commodities, but to date 
no such -action has been taken by the Bureau of Census and Statistics' 
or by the Government Statisticians in states other than Western 
Australia and Tasmania. 
243. The Government Statist for South Australia 
publishes limited figures for that State made up from the records 
of Western Australia and Tasmania, and from various other sources.. 
Since February 1940 statistics in some detail have been collected • '1 
by the Government Statistician of Queensland. 	The statistics of 
interstate trade for New South Wales and Victoria are very meagre. 
The Melbourne Harbour Trust publishes, in its annual report, the 
quantities of various commodities of interstate trade loaded and . 
discharged at the Part of Melbourne. 	The trade with individual 
states is not disclosed. 
244. 'A word needs to be said at the outset regard- - 
ing the valuation of'imports and exports (oversea or interstate). 
(a) With respect to imports, acting upon a recomm-
endation of the Tariff Board the relevant section of the Customs 
Act 1901-1936 now provides that, when any duty is imposed according 
to value, the value for duty is to be the sum of the following:- 
(1) (i) 
	
	he actual money price paid/or to be paid 
for the goods by the importer plus any 
special deduction, or • (ii) the current domestic value of the goods which 
ever is the higher,. 
(2) all charges payable for placing the goods f.o.b. 
at the port of export; and 
(3) 10 per cent of the amounts specified under (a) 
and (b) above. 
Current domestic value is defined by the Commonwealth Statistician.as: 
"the amount for which the seller of the, goods to the purchaser it 
Australia (or a State thereof) is selling or would . be prepared to sell 
for cash, at the date of exportation of those . goods, the same quantity 
of identically similar - goods to any and every . purchasor in the country 
of export for consumption.in that country". 
:(b) Since 1st July 1937, the following (revised) 
definitions have been adopted for exports general -4:- 
M .Goods sold to overseas buyers before export - the 
f.o.b. equivalent of the price at which the goods 
wore sold. 
(2) Goods shipped on consignment - the Australian f.o.b. 
equivalent of the current price offering for similar 
goods of Australian origin in the principal markets ' 
of the country to which the goods were dispatched 
for sale. 
(1) Collected through the co-operation of the Marine Boards and not: 
the Department of Trade and Customs. 
95. 
245. The Trade Position. 	The following table 
shows clearly the visiblo balance of trade for tho years 1923-24 - 
1943-44, viz:- 
. 	TABLE 1(2) 
Year 
Total 
Trade L 1 000. 
Imports 
(3) 
VOCO 
E
xp
orts 
21000 
Excess 
Exports 
L'000 
Excess 
mports 
V000 
Exports as 
a % of Ex- 
ports. 
1923-24 18,652 9,809 8,843 - 965 110.9 
1924-25 17,656 '8,808 8,848 40 - 99.5 
1925-26 17,162 8,451 8,711 260 - 97.0 
1926-27 18,843 9,406 9,437 31 99.7 
1927-28 19,490 9,59 9,961 432 - 95.7 
1928-29 18,998 9,235 9,763 528 - 94.6 
1929-30 18,936 9,848 ° 9,088 - 760 108.4 
1930-31 
1931-32 
14,328 
13,726 4 
7,3411 
6,683 0 
6,984 
7,043 
- 
360 
360 
- 
105.2 
94.9 
1932-33 13,623 6,937 6,686 - 251 103.8 
1933-34 15,097 7,587N 7,510 - 77 101.0 
1934-35 16,229 8,148, 8,081 67 100.8 
1935-36 19,125 9,816;1 9,309 - 507 105.4 
1936-37 21,320 l0,722() - 124 101.2 
1937-38 22,992 11,855(d ), 11,137 - 718 106.4 
1938-39- 23,734 11,5010) 12,233 732 - 94.0 
1939-40 25,386 12,483 12,903 420 - 97.0 
1940-41 25,706 12,120 13,586 1466 - 89.2 
1941-42 29,348 13,192 16,156 2964 , 81.7 
1942-43 30,607 14,382 16,225 1843 , - 88.6 
1943-44 33,184 14,391 18,793 4402 - 76.6 
246. -In view of the many "invisible" factors involved 
in internatiOnal exchanges a precise statement of the "balance of pay- 
: ments" as at any particular time for any country is a difficult matter, 
and the case of Tasmania in this regard is not less difficult than 
- that of most other countries. 	In Tasmania an important activity is 
the provision of services for tourists, which has the same effect& 
the trade balanoe as an.export of goods, though no entry appears on 
the trade statistics on this account. 	On the other hand, there are 
services such as shipping, banking, insurance and so on which enter into 
the equation, but vhich cannot be valued with even a reasonable degree 
of accuracy. 	Hence, the figures.in the above table .are those arising 
from the visible interchange of commodities to which definite value 
can be given. 
247. Subject to these limitations, therefore, there 
was a largo balance of imports oiror exports. in 1923-24. This corros: 
ponds with governmental borrowings on Loan Account outside Tasmania 
and the investment of external:capital in local industrial enterprises. 
From 1924..25 to 1928-29 -, exports exceeded imports in every instanoo, 
the surplus in the lattor year reaching the figure of £528,000. 	In 
1929-30, the balanod was again largely in favour of imports, the excess 
amounting to £760,000,'dospito an export of £426,000 of gold in connection 
with tho Australian exchange difficulty. 	Again in 1930-31, With gold 
exports amounting to £120,000 imports wore in excess by £360,000 after 
morrooting the stoning values of oversoa imports, but in the following 
year a favourablo balance of £360,000 vas shown without the assistance 
of any.accumulatod gold. in the Statots exports. For six years the bal-
ance again swung in favour of imports to the extent of £251,000 in 
1932-33; £77,000 in 1933-34; £67,000 in 1937-38. 	In 1938-39, hmmver, 
the balanoo was again in favour of exports to the extent of £731,600. 
This favourable balanoo has boon maintained throughout the war years, 
as might bo expected, tho percentage of imports to exports fa1ling from 
94 in 1938-39 to a record low of 76.6 in 1943-44. 	In this latter year 
the oxooss of the valuo of okports over imports was recorded as £4;402,000. 
. 	- (2) rale and subsequent tables have boon oompilod from,Statistics of the 
State of Tasmania, Part IV (Trado and Shipping) proparod by tho Doputy' 
Commonwealth Statistician for Tasmania (Government Printor). 
,• 	• 
I  
■ -• 	 • , 
94. 
248. Table II below presents data relating to 
the trade per head of the moan population, viz- 
TABLE II 
Trade par Head of Moan Population 
Year Imports 
E. 	S. 	D E. 
Exports 
S. 	D 
Bdanco of Trade 
ExoosLofsEvelfts 
1923-24 45. 6. 8 40. 17. 5 
t
O
  
0
0
  ND  r4  CP 	
r4 	
o
p
 CQ M
 C OD C V CD  VD C.- OD 	
CD 
1-
4 	
r1
  
CD 	
c
4  CQ  C  co CD  CQ 	
CD  C.- 	
C:  r4 	
M
 V)  b*--  02  ,... 
ri 	
rA  
•
CD r
i
 0
 CQ CQ ND
 rA CV 	
CQ 	
M
 M
 	
Q
D
  
c
—
 OD  
r-i 
+
 +
 +
 +
  
•
2
 
1
+
 I  
+
 I
 I
 I
+
+
+
+
+
+
  
1924-25 40. 15.0 7 40. 19. 3 
1925-26 39. 6. 10 40. 11. 1 
1926-27 44. 2. 4 44. 5. 3 
1927-28 44. 10. '2 46. 10. 6 
1928-29 42. 13. 6 45. 2. 4 
1929-30 44, 18. 3 41. 8. 11 
1930-31 32. 8. 11 31. 6. 10 
1931-32 28...18. 2 31. 3. 2 
1932-33 29. 16. 4 . 	29. 6. 8 
1933-34 32, 8. 7 32. 15. 9 
1934-35 34. 15, 1 35. 5. 4 
1935-36 42, 12. 2 41. 8. 6 
1936-37 46. 3. 9 45. 12. 11 
1937-38 5(., 8. 9 47. 7. 7 
1938-39 48. 10. 11 51. 120 8 
1939-40 52. 6. 3 54. 1. 6 
194P-41 51. 1. 1 57. 4. 8 
1941-42 55. 2. 1 67. 9. 9 
1942-43 59. 17.11 67. 1 -'.. 6 
1943-44 58.19. 	4 77. 0. 1 
Except for the depression years when both imports and oxports per 
head foil sharply the table reveals a steady upward trend in tho 
dopondonco of tho Tasmanian consumor on tradO relations. 	The 
rate of incroaso during the period 1923-24 - 1938-39 is computod 
at 1.6 percent for imports and 1.8 poi- cent for exports; and 
for the period 1923-24 - 1943-44 the rate is 1.6 per cent for 
imports and 21 per cent for oxports. 
249. Before proceeding to tho main section of this 
chapter, an analysis of the actual 'content of Tasmania's interstate 
and overseas trade', it is convoniont to refer to the distribution of 
imports and exports anong different countries. As will bo ovsor-
,vod from the data in Tablo III the value of Tasmania's interstate 
trado (1938-39) was 4.76 times groator than the value of her over-
seas trade. 	In other words, approximately 8 ,-• pr coat of tho import 
and export trado of Tasmania is connected with the Mainland States.. 
For this reason, the scope of this study is mainly concerned with . 
Tasmania's intorstato trado. 
' 
(3) The recorded figures for overseas imports inoludo an allowanoo 
for freight and other charges. 	This is not so for interstate imports. 
It is estimated, however, that the freight on the latter approximated 1,4, 
per annum pra-war. 	This figure has probablyinoreaded by 
£1U,r. 	since 1911-42. , 
(4) Values oalculatod,for . the purposo of this tablo. The recorded 
values Wore:- 1930.-1, £7,23',1; 	£6,534,; 1932-3, £6,796,i; 
1933-34, £7,427,9; 1934-35, £7,963,"; 1935-6, £9,564,100; 1936-7, 
; 1937.4, £11,466,7Th 1938-9, £11,215,500. 
• 
3,420,776 
38.72. 
1938-39  
Valuo fA 
g Distribution 
613,718 
6.95 
4 , 264,809 
48.27 
7,580,643 
42.96 
1067560 
6016 
349,883 186,036 
	
3.96 	2.11 
12674( 	'44,628 
5.82 	f 1.39 
1943-44  
Value EL 	7,705,029 
g Distribution 	43.67 
(A) 
Year Imports 	Oa. 	 ■•■•■■■•••■••■ 	
Victoria  
1938-39  
Value EA 
% Distribution 
6,981,829 
• 69,25 
2 585,215 
25.64 
20,377 
0.20 
494,563 • 
4.91 
408 
0.004 
1943-44  
Value EL 
% Distribution 
9,270,189 
70.87 
2 , 604,774 1.1,107 
21.44 0.008 
1,004,668 
7.68 
11 
(B) 
Yoar Exports 
Victoria Q 7 LD S.A. LA. 
95. 
250. Tho percontage distribution of imports and 
exports among the Australian states, the Unitod Kingdom, Now 
Zealand, other British possossions and foroign countrios for solected 
years is prosontod in Tablo IV below viz:- 
TABLE IV 
PERCITTAGE DISTRIBUTION OF TASMANIAN .TRA.DE 
  
   
(Porcontago.of Valuos EL) 
 
  
Year 
Imports Exports 
Aust. 
States 
Unit. 
King. ' Zoal 
°the/IF-b Brit. Poss. 
ro . km 
Coun.Statos 
1 / us 	. t U. 
King. 
No v/ 
Zoal, 
Othor Brit. Posse 
Foroign 
Country 
923-24 
.928-29 
.931-32 
.935-36 
.938-39 
1943-44 
81.47 
80,89 
91.35 
89.57 
87.66 
90,89 
11.35 
10.85 
3.78 
5.34 
5.74 
1.79 
0.57 
1,79 
1.09 
0.30 
0066 
0,49 
1025 
0.89 
0.95 
1.97 
1.62 
0.71 
5.36 
6.07 
2.83 
3.81 
4.28 
6.12 
69.75 
71.89 
70.86 
70.44 
72.22 
93.89 
16.54 
112.02 
118.26 
116.99  
16.03 
2.12 
MO 
0.16 
0.16 
0.27 
0.11 
- 
0.53 
0.55 
1074 
3.60 
3,56 
0.17 
12.76 
15.37 
8.96 
8.69 
8.08 
3.81 
Imports from Australian statos wore at their maximum in 1931-32 (trough 
of depression) and oven in 1938-39 the porcontago of imports from tilt 
souroo was 6.99 higher than the percontage in the pro-depression boom 
• year of 1938-39. 	The porcontago of exports absorbed by the Australian 
•states reached the abnormal figure of 93,89 percent in 1943-44. Howovor, 
as soon as normal trading relations with overseas countries are renewed 
an increasing proportion of Tasmanian exports will be shipped to overseas 
markets, although one can only speculate in respect of absolute quantit-
ios and the distribution as among British and foroign countries. 
251. So far as the valuo and poroontago distribution 
of imports and exports among the several Australian states is concerned' 
data for the years 1938-39 and 1943-44 are pro isentod in Table V below, 
viz:- 
TABLE V 
TASMANIAN TYPORTS FROM'. AND EXPORTS TO 
ADSTRLLIAN STATES, 1938-39 AND 1943-44  
96. 
Apart from a slight doclino in rospoct of tradd with Now South 
v.hlosk 5 ) (partly compensated for by an incroaso with South 
Australia) there was little change in the rolativo distribution 
of Imports and exports from and to the five states concerned. 
Approximately 70 per cent of goods imported aro of Victorian 
origin, whilst noarly 50 par cent of the State's exports wore 
shipped to Now South Thlos (1938-39). Generally, the direction 
of Tasmanian oxports is a function of the distribution of the 
Australian population but there are a numbor of other factors 
operating as will be observed in Chapter VII. 
252. The pro-war year of 1938-39 has been sel-
ected as a year of average oxporienco insofar as the product 
structure and directionDof the Statots import and export trade 
is conoorned. 	It will be observed from Table IV that, in 
1938-39, 87.66 par cant of exports woro sold in Australian 
markots. 	In order that the effects of omnising for total 
war on the character of the Stato's trade 	nay be observed 
data relating to the year 19L.,3-44 will be included in the 
analysis to follow. 
25 . 5. For statistical purposes goods entering 
into interstato and/or overseas trado are grouped into twenty 
one major classes, -which are furthor sub-divided into 301 sub- 
classes. 	(Tho classification of factories used in tho Production 
Bulletin consists of 16 classes with approximately 160 sub- 
classes). 	The numbor of items or sub-classes rocordod as 
exports is only 154. As woll as a card numbor each item is 
• allotted a "statistical numbor" in connection with the admin- -'- 
istration of the Customs Tariff. 	The twenty-ono olassoa- 
mentioned above are listod as follows:- • 
Class I 
'Class II 
-Class III 	- 
'Class IV 	- 
Class V 	- 
Class VI 
• Class VII 
Class VIII 	- 
Class IX 
.Class X 
Class XI 
Foodstuffs of Animal Origin 
(but excluding living animals). 
Foodstuffs of Vegetable Origin 
Spirituous andAlcoholic Liquors. 
-Tobacco and Preparations thereof. 
Live Animal 
Animal Substances. (mainly unman, 
unfactured) Not foodstuffs. 
Vogetablo Substancos and Fibres. 
(a)Apparel. 
(b)Toxtilos. 	' 
(c;:anufactured Fibros. 
Oils, Fats and W2xes. 
Paints, Colours and Varnishes. 
Stonos and Hinorals (including 
ores and concentrates). 
Metals, Metal Manufactures and 
Machinery. 
Rubber and. Loather Manufactures and 
Substitutes (including boots and shoos) 
Wood and Wicker (raw and Manufactured). 
Earthonv.ar6, Cements, China, Glass and 
Stonouaro. 
Papor and Stationery. 
•Jowellory, Timopi000s and Fancy Goods. 
Optical, Surgical and Sciontifio InStu-
monts. 
.Drugs, Chemicals and Fortilizers. . 
lidscollaneous. 
Gold, Silver and Bronze Specie. 
Class XII 
Class XIII 
Class XIV' 
Class XV 
• Class XVI 
. ClassXVII 	- 
Class XVIII 
Class XIX 
Class X( 
Class XXI 
Duo to wartimo rationalisation of transport. 
From the point of view of, 
(a)tho typo of goods entering into trado; and 
(b)the percentage distribution as between states. ! 
4 , ,,,,,";• ■444: 34' 	'   	
97. 
254. Spocial toxt tablos havo boon proparod which 
comparo tho nature and value of imports and exports in the yoars 
1938-39 and 1943-4 1  according to tao country or stato of origin. 
The porcontago distribution of tho various classes of goods above 
has boon computed for each of tho two yoars under roviow, vizL- 
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TABLE VI. ( a ).  
SUMMARY OF  THE NATURE AND  VALUE OF IMPORTS INTO TASMANIA 
FROM THE AUSTRALIAN STATLS, 1938-39 and 1943-44. - 
	
256,819 	32,778 
307,693. 	50,358 
3.69 0.47 
3.32 	0.54 
163,238 
271,678 
6.31 
9.69 
Class 	Classes 
xi 	xii & xxi 
State of Origin 
New South Wales. 
Value LA - 1938-39 
1943-44 
Percentage 1938-39 
Distributior-44 
Victoria 
Value LA - 1930-39 
1943-4A 
Percentage 1938-39 
Distributionh-44 
Queensland 
VaIue£A - 1938-39 
. 1943-44 
Percentage 1938-39 
1Distrib. 1943-44 
South Australia 
Value EA - 1938-.-39 
1943-44 
Percentage 1938-39 
Distrib. 1943-44 
Western Australia 
Value LA - 1938-39 
1943-44 
Percentage 1938-39 
Distrib. 1940-44 
Totoal All states 
Value - LA - 1938-39 
1943-44 
Percentage 1933-39 
Distrib. 1942:-44 
Classes 
i - iv 
1,015 2 754 
856,082 
39.29 
30.52 
1,452 0 705 
2 2 518 2 688- 
20.81 
27.17 
8 2 552 
108 
41.97 
0.97 
148,201 
240,242 
29.97 
23.91 
121 
29.66 
2 9,625 2 333 
3 2 615,120 
26.04 
27.63 
Class 	Class 
v - vii viii 
60,869 
' 55,103 
2,35 
1.96 
•••• 
386,6221,686,412 
983,4961,916,543 
3.83 	16.72 
7,52 	14.65  
• 
Classes 
xtd & xv 
94,253 
83,403 
3.97 
2.97 
263,066 
277,221 
3.77 
2.99 
119 
0.58 
568 
2200 
0.12 
0.22 
358 
*362 824 
. 3. 5 
I 	2.78 
Class 	Classes xiv xvi xx 
42,279 
15,350 
1.64- 
0.55 
99,267 
44,698 
1.42 . 
0.48 
8,615 
999 
42,28 
99.03 
1,201 	9,262 
4 243 49,022 
0.243 	1.87 0.024 0.49 
- 
151,362 
.61,290 
1.50 
0.47  
Total Ali 
Classes :5 
2,585,215 
2,804,774 
100.00 
100.00 
6 2 981,829 
9 2 270 9,189 
100.00 
100.00 
20,377 
1,107 
100.00 
100.00 
494,563 
1,004 2 668 
100.00 
.100.00 
408 
11 
• 100,00 
100.00 
.082,392 
2 080,749 
100.00
• 100.00 
4.0 
315,781 451,852 
366,354 847,168 
' 	3.13 	4.48 
2.80 	6.52 
Classes 
xi -x 
53,783 
45,893 
2.08 
1.64 
49 
0.24 
255,787 
525,132 
, 51.72 
52.27 
• 497 	30 
2.44 	0.15 
7-2 453 	5.149 
3,108 	12,768 
1.51 1.04 
0.31 	1.27 
10 
13 
151,604 
185,246 
5.86 
6.61 
297,316 1 2 526,858 
800,944 1,728 2 189 
. 4.26 4 	21.87 
8.64 18.64 
4 
92 
0.45 
28,123 
127,449 
5.69 
12.69 
222 
54.41 
906,126 
•1 0 330,477 
. 12.98 
,14.35 
943 
4.63 
300,900 
412,031 
11.64 
14.69 
A 
11 
0.98 
100 
19217,255 
1,791,541 
• 12.07 
13.70 
• 
- 
7- 
:99. 
TABLE VI. (b)  
SUMNARY OF THE NATURE AND VALUE OF IMPORTS INTO TASMANIA 
FROM BRITISH COUNTRIES 193839 and 1941.44.  
-T 
Class i -iv Class 
v - vii 
Country of 
Origin. 
United Kin gdom 
Value LA. .1938-39 
1943-44 
Percentage 1938-39 
Distrib. 1943-44 
Canada • 
Value .1938-39 
1943-44 
Percentage 1938-39 
Distrib. 1943-44 
India and Ceylon 
Value LA .1938-39 
1943-44 
Percentage 1938-39 
Distrib. 1943-44 
Nevi Zealand 
Value Z12. 1938-39 
1943-44 
Percentage 1938-39 
Distrib. 1943-44 
Other Brit. 
Possessions 
Value EA .1938-39 
1943-44 
Percentage 1938-39 
19437114__ 
Total Br. TCountries 
Value EL., .1938-39 
19A3-4A 
Percentage 1938-39 
Distrib. 1943-44 
Class Classes 
viii ' ix & x 
15,105 
1,166 
2.86 
0.45 
4,258 
- 7.13 
....... 
8,152 
872 
1.55 
0.33 
• 127 
30,235 
0.21 
59.26 
62,461 
22,222 
11.86 
8.62 • 
926 
3,978 
1.55 
7.80 
4,080 
927 
0.77: 
0.36 
176 
1.400 
0.29 
5.49 
11,239 
877 
2.13 
0.34 
. 136 
5,269 
0.23 
10.33 
•120 106 13: 511 0.0 
258 2,173 
0.85 0 0•75. 96.10 
10.35 87.16 
1,761 36,574 93 17 
1,075 - 29,928 ••■•■ 
2.90 60.25 
1.53 42,17 
59,194 372 131 249 
44,626 21 3,265 0NS 
. 78.74 0.49 0.17 0.33 
91;91 0.04 6.72 
80,438 45,331 77,122 4,505 11,392 
46,867 61,314 .28,373 5,592 6,146 
10.92 -6.16 10.47 0.61 1.55 
10.90 14.26 6.60 1.30 - 1.43 
307,772 
147,016 
41.80 • 
45.83 
274,841 
163,633 
52.18 
63.48 
17,908 
30,227 
29.50 
43.18 
14,864 
3,148 
24.90 
5.83 • 
159 
0.21 
 
20,738 36,804 
6,566 6,112 
2.82 5.00 
1.53. 1.42 
18,626 
6,565 
3.54 
2.55 
2,112 
3.54 
0 
1 
29,486 
6,012 
,49.40' 
11.78 
76 14.996 
96 545 
0.10 19.95 
7,226 
. 4 
1.37 
1 
12 
4,346 
8,846 
7.16 
. 12.62 
152,216 
71,934 
20.67 
16.73 
124,966 
61,509' 
23.73 
23.86 
• 
75,177' 
48,553 
100.00 
1.12 . 
7,598 
980 
12.73_ 
0.38 
310. 
- 54 
2.20 
2.17 
Total all 
Classes 
526,696 
257,775 
100.00 
100.00 
60,700 
70,075 
100.00 
100.00 
11,059 
2,193 
100.00 
100.0 
59,686 
51,022 
100.00 
100.00 
736,318 
429,920 
1G0.00 
100.00 ' 
, 
Class Class Classes Class Classes 
xi xii & xxi. xiii & xv xiv xvi -xx 
..„. 
„ 
TABLE 	(c)  
SUMMARY OF TEE NATURE :IT'D VALUE OF IMPORTS INTO TAS- 
MANIA FROM FOREIGIN COUNTRIES 1938-39. 
Country of origin Classes 
i - iv 
- 	- - 
Classes 
xvi 
Belgium . 
France. 
Germany 
Japan 
Netherlands East 
Indies 
Norway 
Sweden 
Switzerland - 
United States 
Other Foreign 
Countrtes. 
Total all 
- Classes 
LA 7,046 
Classes 	Class 	'Class xii & XXi Xiii & XV 	XiV 
LA 1,058 LA 2,181 . LA 	- 
.  	, 	 
Classes 	Class 	Classes Class xi 
v - vii viii. 	ix & x 
	
LA - 	g.k 2,488 	LA 114 LA - 
928 	188 	450 
- 	900 	 1 
147 
LA - 
589 
69 
.3 
908 29 
69 69 
215 
10,588 
40. 9 
.m0 
LA 1,235 
2,851 
18,859 
.248 
' 	3 
733 
5,371 
31,354 
1,006 
134,144 
2,695 
271 
396 
3,010 
0 
106 
9 . 
247 
17 
1 
2,682 
6 675 
134,091 
10 
1 
1 
494 
26,497 
16,335 
252 
3,103 
5,977 
47,026 
1,343 
1,822 
1,245 
5,663 
50,860 
1,595 
11,770 
7,504 
94,508 
102,470 
Total Foreign Countries 
1 
50 
821 
62 	3,964 
902 	20,763 . 
12,612 	7 . 215 
15,056 	32,920 7,892 161,659 2,706 69,381 4,342 19,323 83,489 396,768 
• Per. Distrib. 	3.79 	8.30 	1.99 	40.74 	0.68 	17.48 ! 	1.09 4.87 	21.04 100.00 
(7) Figures for 1943-44 are not included in this table because, although 	the total value of imports into Tasmania 
from foreign countries was ,fA880,497, (c. f. 1938-39, L396,768), 96 per cent are classified as "Other Foreign 
Countries". The most predominant classes were Oils, Fats, Waxes, Paints (LA270,527), . and Metals 
andllanufactured Metals (531:818,352). 
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TAME VII (b -) 
SUMM,RY OF THE NATURE AND VALUE OF EXPORTS FROM TASMANIA to 
' 
Classes 
i - iv 
Classes 
v - vii 
BRITISH COUNTRIES 1938-39 and 1943-44. 
Classes 
xiii & xv 
50 . 
Class 
xiv 
12,005 
0.61 
500 
Classes 
xvi 7 xx 
439 
33 
0.002 
.Country to whfch 
Goods were . 
. 
United Kingdom 
Value EA-1938-39 
- 1943-44 
Percent.' 1938-39 
.Distrib. 1943-44 
- - - - - - 
Canada 
•Value LA-1938-39 
19A-3-4A 
Percent, 1938-39 
Class 
viii 
_ 
- 
- 
- 
Classes 
ix - x 
1 0 290. .- 
• 0.06 
- 
Class 
xi 
Classes 
xii & xxi 
1 0 326,518 
216,871 
67.66 
54.30 . 
•344,133 
90,220 
17,55 
22.58 
19;019 
_ 
- 
- 
. 
275,993 
92,274 
14.08 
23.10 
^ 
Distrib. 1943-44 
- - - - - - - - - - - . . * 
97.44 2.56  
.. 
India and Ceylon 
.1 	• 0 
Value EA-1938-39 -.31,048 17,960 - 355,479 IMO 228 
1943-44 10,565 
Percent. 1938-39 7..67 4 . /1-4 87.83 0.06 
-   Distrib. 1943(, 4' _ _ _ . _ _ _ _  _  100.00   
- 
New Zealand 
Value LA-1938-39 1,222 1,194 38 , . 2,526 6.545 . 2,354 
- 1943-44 • 22 
Percent. 1938-39 8.80 8.60 0.27 18.20 47.15 16.96 
Distrib. 1943-44 100.00  
Other Brit.Possess. 
Value LA-1938-39 27,270 • 126 1,993 416 . 436 
1943-44 2,410 
Percent. 1938-39 90.11 0.01 0.41 6.69 1.37 1.44 
Distrib. 1943-44 100.00 * 
. 	 .. 
Total Brit.Countries 
Value EA-1938-39 1,386,058 363,287 21 1,416 38 635,991 18,966 3 0 457 
1943-44 229,868 109,239 92,274 500 33 
Percent. 1938-39 57.53 15.09 0.59 26.39 0.79 0.14 
Distrib. 1943-44 53.22 25429 Owe 21.36 , 1,15 
Total all 
Classes 
1,960,428 
399,398 
100,00 
. 100.00 
219 0 519 
100.00_  
404,715 
10,565 
100.00 
100.00 
13,879 
92 
100.00 
100.00 
30,262 
2,410 
100.00 
::n-a00.00 
2,409 0 284 
431,914 
100.00 
100.00 
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104. 
255. Imports from Australian Statos (Table VI (.0) 
(a) Now South Wales. Noarly 40 per cent of goods imported from 
this nato in 1938-39 wore classed as foodstuffs, liquor and tobacco 
(Classos I-IV). 	Apart from tho motal6 group (Classos XII and X(I) 
distribution among the romaining classes was fairly oven. The 
value of imports' from Now SouthlAblos incroasod . from;',/, 2,585,215 
in 1938-39 to £2,804,774 in 1943-44, an incroaso of 8.49 per cent, 
and the percentage of th value of 41:;oodstuffs to total trade 
declined by approximatoly 9 per cent. 
(b) Victoria.- Foodstuffs (Classes I-IV), toxtilos and manufactured 
fibros . (01a7s VIII), the metals groups (Classes XII and XXI) 
accounted for 73.43 per cont of goods imported from Victoria in 
1938-39. 	Their rolative importance had doclined but slightly by 
1943-44, although thero . was some shift in the relative importance 
of foodstuffs in favour of metals. 
(o) Queensland. Although foodstuffs and, timber (Class XIV) eaeh 
roprosonted 40 per cent of imports from Queensland in 1938-39 by 
1943-44 foodstuffs had declined to loss than 1 per cent. However, 
the total value of the Queensland trade had declined from £20,377 
to £1,107. 
(d) South Australia. On tho other hand ., the value of imports 
from South Australia was double the pre-war figure in 1943-44. 
However, wartime controls had little affect on the character of 
the import trade of mineral ores and concentrates representing 
in both years over 50 per cent of total valuo. 
(o) 121,1)storn Australia. Evon before the war the valuo of goods 
imported from Westorn Australia was negligible and by 1943-44 the 
total value recorded was Ell. 
(f) All Statos. The total value of goods imported into this 
State in 1943-44 roprosontod an increase of £2,998,357 or 29.74 
per cant ovor the value recorded in 1938-39. 	Taking the figuros 
showing the percentage distribution of imports into Tasmania in 
1938-39 it is convenient to arrange thom in order as follows:g 
Percentage of  Class 	 Total Imports. 
Classes XII and XXI (Motals and Mann- 
faoturos of motels, ineluding bullion 
. and spocie) 
Classes I - IV (Food, drink and 
tobacco. 
Classes VIII (Apparel, toxtiles and 
manufactured fibres) 
Classes XVI - XX (miscollanoous n.e.i.) 
Class XI (Stones and Minerals) 
Class V - VII (Live animals, animal and 
vegetable substancos) 
Classes XIII and XV (Matorials, raw and 
manufacturod, of rubber, loather,glass) 
Classes XIV (Timber and wood manufactures) 
Classes IX-X (Oils, Fats and Waxes) 
28.66 
26.04 
16.72 
12.07 
4.48 
3.83 
3.55 
ik 
100.00 
• 256. Imports fran British Countries. 4 (TrIblo VI WI 
. (a) United Kingdom. The total value of imports 
from the United Kingdom dTainod by Eh268921 or 51008 por cent. 
However, metals and machinory (Class XII) and Classos XVI - XX 
naintainod their relative importune() accounting for 52.18 and 23.73 
per cent of total imports rospoctively in 1938-39, and 63.48 and 
23.86 in 1943-440 	. 
(b) Canada. 	The value of timber imports from 
Canada declined sharply over "ia war years, but the value of imported 
foodstuffs classified under Classes V - VII inofoased from £Al27 to 
, 
_ 
1 
   
    
    
() 
	 105 
LA30,235 and accounted for noarly 60 per cant of the total value 
of imports in 1943-44. .Metals and machinory, also doclinod both 
rolativoly and absolutely. 
(o) India and Ceylon. Imports declined by 82.77 per cent or EA11,5560 
Pro-war the most important items imported woro toxtilos and manu-
facturod fibros. 
(d) Now Zealand. Although the Importation of foodstuffs (Classes V - 
VII) had doolinod by 1943-44 ms compared with 1938-39, imports of 
motels and machinery and of goods in the'misoollanoous group repro-
sontod by Classes XVI - XX rose by 40.76 and 103.5 par oont rospoo-
tivoly. 
(o) Other British Possessions. 	This group recorded an overall 
doorenso of £..L26,624, 01=2 por cont. 	In 1938-39 foodstuffs 
(Classes I -.IV) accountod for 78.74 per cent of the total import . 
value and by 1943-44 there had boon a further shift in favour of 
foodstuffs, 1938-39 per oentago rising to 91.91. 
(f) All British Countries. 	The most important single class of 
goods importod from British Countries is metals and machinery. (Class 
XII) . although (Classes XVI- XX) accounted for 20.67 per cent of the 
total value of imports. 
1 	 257. 	Imports from Foreign Countrios (Table VI (C))  
The valuo of goods importod from Gormany, tho 
Netherlands East Indies and the Uaitod States, LA31,354, EA134,144 
and £A94,508 respeotivoly accountod for 65.53 per cont of the total 
rocordod value of imports from foreign countries. On the produot 
side 79.27 per cent of the total value was represented by Classes 
IX nnd X . ( f.A161,559), Classes XII and XXI (LA69,381) and Classes 
XVI- XX (LA83,489)0 - 
258. Exports to Australian Statos (Table VII (A))  
(a) Now South 7alos. The total value of goods 
exported to Now South 7.1ales increased by £.A3, 315,834 or 77.75 per cent 
over the five years of war, but except for minor increases in respect 
of textiles and the miscellaneous group (Classos XvI- XX), foodstuffs 
(Classes I - IV) and metals ankachinory (Class XII) continued to 
account for approximately 43 and 23 percent Of total oxports respect- 
(b)Vitoria. The value of exports to Victoria 
recorded an increase over the 1938-39 level of 125,24 per cent, or 
ZA4,284,253, by 1943-44. 	Apart from foodstuffs (Classes I - IV) , 
which account for more than 25 per cent of the total value, the per-
contago distribution of the various classes of goods is mere dispersod 
than in the case of Now South %los. It should further be noted 
that the operation of wartime transport regulations has resulted not 
only in a greater relative increase of exports to Victoria as opposed • 
to Now South %les, but also, by t943-44, tho total value of exports 
to the former state was EAl24,386 moro than the value of exports to 
the latter. 	Pre-war, tho value of exports to Now South b.los was 
worth EL844,033 more than those sent to Victoria. 
7;V: 
're 
(c) Queensland. 	In 1938-39 foodstuffs (Classos 
I - IV) represented nearly GO per cent of tho value of goods exported 
to Queonsland. 	By. 1943-44 the value had increased by 77.21 per cent 
and the percontago of the total value roprosontod by foodstuffs had 
doclinod to 70.92. 
(d)South Australia. Sharp increases in thVraluo 
of oxports classified under Clas ses XII, XIV and XVI-XX rosulted in an 
overall increase of 193.45 percent, or LA676,857 per oont. Tho domands 
of a total war economy have wrought some changes in the volumo of 
different goods exported, the most important being a decline in stonos 
and minerals (27,53 to 9.33 per cent) and an inoreaso in metals and metal 
manufactures (9.08 to 41.79 per cent). 
1 
• •-• 	• 	- 	 • 	- • 
106. 
(o) "Tostorn Australia 	Finally, in the oaso of - 
Wostern Australia it may bb observed that tho poroontage of -f0-6d= 
stuffs exported (Classos I - IV) improved to 58.75 by 1943-44, 
whilst the export of textiles and timber doclinod to U15,560 
and LA4,729 respectively. 
(f) All States. The outstanding fact to be noted 
from the point of vr5777775Manias interstate export trade ovor 
tho poriod . 1938-39 - 1943-44 is the overall inoroaso in the total 
. value of LA8,809,378, or 99.71 per cent. 	Using the data for 1938- 
39 the. various ()lassos of goods dxportod are arranged in order, 
as followst- 	 Percentage of 
Class. 	.M-Woz"-TF. 
Classes I - 1,7 (Food, drink and 
tobacco) 	39.60 
Classos XII and XXI (Metals and 
• metal manufactures, including • 
bullion and spocio) 17.52 
Class VIII (Apparel, textiles and 
manufactured fibres) 	10.87 
Class XI (Stones and minorals) 8.72 
Class XIV (Timber and wood nanufs.)  7.23 
• Classos XVI- XX (.5iscollanoousw.i.)  6.66 
Classes V - VII (Livo animals, animal 
and vogotable substances) 	6.43 
Classes XIII and XV (Materials, raw and 
manufactured, of rubber, leather, 
glass, etc.) 	 2.78 
Classes IX - X (Oils, fats, waxos eta) 	0.17 
100.00 
259. Exports to British  Countries (Table VII (B)) 
(a) Unitod Kingdom. The pre-war value of 
Tasmanian oxports to the United Kingdom was U1,960,428, 67.66 por oont 
of which was in the form of foodstuffs (Olassos I - IV). By 1938-39 
shipping restrictions had reduced the state's oxperts to U399,398. 
(b) Canada. The Tasmanian contribution 
to tho Australia-Canada RociproZET-TTa Agroemont had the effect of 
opening up a now narket for Tasmanian products. 	Foodstuffs (Classes 
V - VII) and timber to the value of U19,519 wore shipped in 1943-44. 
(o) India and Ceylon. Apart from a small 
shipment of foodstuffs worth £10,000 exports to India and Ceylon by 
1943-44 had ceased. 	In the pre-war year of 1938-39, 87.83 per cent 
of the total export value (£11404,7?.5).was recoived for goods classified 
-under Class XII. 
(d) Now Zealand. The main product exported 
to Now Zealand pro-war was timber, the value of which equalled 47.15 
per cent of the total export value. 'Exports to Now Zealand by 1943-44 
had virtually coaSod. 	• 
(o) Other British Possessions. Normally, 
ovor 90 por cent of goods expoi7-173 to other British possossions are 
foodstuffs classified under Classes I - IV. 
(f) All British Countries. Although the 
total value of exports to British countrios ociain'a from U2,409,284 
: in 1938-39 to U431,914 in 1943-44 the rolativo importance of food-
stuffs (Classes I - IV) and metals and metal manufactures (Class XII) . 
was maintainod. Those two classes accounted. for 57.53 and 26.39 
• per cent of tho total oxport value in 1938-39. 
260. Exports to Foreign Countries (Table VII (c))  
in 1938-39, the total valuo of goods exported 
to foreign countries was U988,646, 53.78 per cant of this total being 
absorbed by minovals, metals and metal manufaoturos. 	Japan importod 
107. 
metals valued at EA236,502, whilst the Unitod States and Bolgium 
imported mirierals to the value of ZA148,268 and ZAl27,707 res-
pectively. 	Foodstuffs (Classos V - VII) exported woro valued 
at EL.319,531 (32.32 per cent of total) the largest shipments being 
to Franco (EL120,074)and Italy (EL.75,089). 
.261. Since the cost analysis of Chapter VII 
will include inward freight chargos only in so far ahoy increase 
. the purchase price of both importod raw materials (and hence force 
up production costs) and plant and equipment (with higher resultant. 
overhead chargos), the following detailed examination of the prbduot 
structure of Tasmania's interstate and overseas trade will refer 
only to those goods exported. 	Data relating to selected commo- 
dities for the years 1938-39 and 19(13-44 are collated in Table 
, VIII bolo. 	In making the selection of specific items to be 
inoludod cognizanoa Was taken not only of absolute quantities 
. and/Or values, but also of the probable difficulty or otherwise 
of obtaining acovrate data relating to the proportion which 
shipping costs( 9 ) boar to total costs of produotion( 10 ) and/Or 
final selling'prioo( 11 ). 	Ls will be observed in Chapter VII 
it was not found practioablo to arelyso the cost structure of all 
products listed for various reasons. 
t9) For tho purposes of this study the terms "shipping uosts" 
equals shipping freight rates plus all other incidental charges 
involved in marketing goods extra-state. 
(10) Lgain, the term "costs of production" may ho defined as including: 
'(a) the purchase price of raw materials (including transport charges) 
.(b)*overhoad costs (incl. rent, depreciation, etc) 
(c) labour costs (including managerial costs) 
(d) markoting costs (incl, transport costs and selling costs, Cham-
berlin, of courso, would object to the inclusion of selling costs 
in production costs for ho difforontiates between pure and honO- 
• polistio competition on the basis of the presence or absence of 
.•soiling costs). 
(11) Selling price equals the items includod under . -note (10) abovo 
plus a certain pre-dotermined profit margin. 	 • 
•  
^ 
, 
7.; 	2,1* 	 • • 
, 
--SELECTED GOODS EXPORTED FROM TASMANIA (OVERSEL AND INTERSTATE) 
1938-39 and 1943-44 
. . 
Article 	. 
1938 - 39 	. 
. 
1943-44 
it of 	• 	: 
Quantity 
Quantity - 	Value:EA. 
• Quantity . . Value Lk' 
, 
Oversee Interstat Oversee Irlter- 
state . 
. Oversee Inter- 
state 
°verse- 
---___. 
Intr;r-
sfate- 
CIASS I. 
•
 •
 • 	
• 
g  
g
  
g
  1  
6 
except crayfish)  
9,391 
- 
3 
- 
- 
1,928,438 
43,143 
24,936 
. 	3,653 
13,968 
3,018 
' 	18,816 
• 62,641 
- 
14 
- 
- 
53,130 
297,777 
.96,317 
5,977 
21,477. 
16,285 
250 
4,064 
- - 
- 
4,748,913 
17,440 
13,051 
42;591 
3,455 
1,177' 
26,880 
28,811 
- 
- 
- 	- 
186,122 
. .t Eutter 
Cheese 
Fish (Fresh and Other 
Crayfish 	. 
Bat..on and Ham 
-Laeo and Mutton 
• 139,678 
69,928 
85,837 
8,240 
8,249 
391 
CUSS II 
• 
•Lb. 
. Bushel 
'Bushel 
Lb. 
.Cask 
Lb. 
Bushel 
Bushel 
Bushel 
Bushel 	' 
Ton 
Ton 
Lb 	. 
Lb 
Case 
Ton . 
_ 
(12) 
. 96,008 
3,341,065 
244,386 
2,720,053 
- 
6,190,453 
91,310 
- 2,810 
96,240 
3 , 	2,922 
- 
6,178,948 
2 
. 
. 	(12) 
621,000 
1,753,864 
10,690 
8,532,494 
660 
8,816,812 
52,617 
17,821 
169,902 
137,529 
2,230 
1,049 
2,037,120 
15,087 865 , 
5 
77,045 
(12) 
1,410 
918,793 
67,406 
58,740 
121,422 
22,678 
- 478 
37,453 
29 
3,487 
-- 143,080 
- 
22 
, 
- 	• 
(12) 
13,860 
•528,741
3,246 
, 
121,133 
4,972 
104,941 
9,919 
6,898 30,618 
61912 , 
26,494 
21,693 
146,986 
353,899 
7 
974,266 
. 
(12) 
_ 
- 
- 
- 
- 
- _ 
, 	- - 
- _ _ 
471,224 
- 
- 
• .(12) 
4,032,990 
1,607,680 
10,436 
22,155,784 
• 10,933 
18,205,707 
26,515 22,152 
294,782 
960 783 
1905,120 22,,1:::::: 
132,408 
(12) 
- - 
- 
- - 
- 
- 
- - _ 
_ 
- _. 
14,081 
- 
- 
- 
(12) 
;174,599 
641,503 • 
3,913 
420,382 143,519 232,720 
- ? ,115 2615 
216,948  
11,151 16,860 180,i'534 6:00:: 
1,63-1,328 
Confectionery, Cocoa and 
Chocolate 
Dried Apples 
Fresh Apples 
Peers 	, 
Fruits and Veetables 
Preserved in liquid 
Fruit Juices and Syrups 
Pulped Fruits 
Barley 
leans 
Cats 
Jeas 
Flour 
Catreal.and Rolled Oats
T opa 
Jams and Jellies 
Piass and Sauces 
Potatoes 
(12) Not - available as one firm only is engased in the export trade. 
I. 
, • :7 . „ . 
. • . 
- .. quantity 	Value E4 Quantity Value Li Unit of r f:cra 	te 	versea Interstate Cversea 	! Interstate 	Oversea Interstate 
C.:1,1,6S 	III. 
Spirituous and Ll-
coholic wines Gallon 3,450 - 	207;115 	• 741 57,738 68 •63,922 
_ 
CLLSS 	:VI 45,613 
Calf, Cattle and Horse 20,972 41,229 18,466 
- skins, 	. 
Rabbit skins Lb. 3,923 bales 2,172 533 65,253 100,802 1,036,375 49,307 434,302 
Sheepskins, with or 
without. wool No. 249,608' bales 1,782 41,931 18,795 3,106 26,071 
- Wool, r-reasy 
scoured and 
Lb. 11,730,857 3,393,733 622,171 150,594 5,423,800 1,396,785 431,796 	86,034 
_washed Lb. 237,523 15,960 -33,904 3,943 
'4'1)01, 	roils Lb. 7,712 593 bales 518 7,867 . .29,655 448,590 3,089 	' 26,393 
CUSS VIII 
Yib011 en and Kbr st ed 
Vanufacturos Cubic ft. 402,526 922,062 0.673,584 , 628,068- 
C.P. S XI 
Ton 53,225 ' 66,914 30,355 38,015 . Pyrites 
Silver lead Ton 18,050 - 275, 12,482 198,720 
Tin Ton .- 2,128 333,786 1,286 288,927 
7blfra m Ton 13 . 	299 2,698 62,155 332 146,504 
Zinc 
Zinc-residues 
Ton 
Ton 
268 8,084 
37„913 
642 52,961 
78,071 5,106 18,328 
Limestone Ton 269,340 70,703 122,153 32,039 
CLASSXII 
Cadtaium Cvrt. 1,454 1,887 25,570 44,463 33,576 107,261 . 
Copper . Ton r - 	12,602 - . 568,548 10,256 823,232 
Zinc Inge -Es, 	etc.• Ton 42,587 28,230 847,692 520,334 10,102 61,707 227,291 1,379,515 
ULLSS :XIV 	- \ 
Timber, dossed 	• Super ft. 214,166 4,205,809 6,179 - 86,471\ 8,133,253 229,535 Timber, logs Super ft. 216,064 2,890 \ 45,750 . 435 Timber, undressed 
Palings 	. 
Super ft. 
No. 	. 
..1,097,367 
125,420 
. 41,209,700 
1,499,700 
11,481 
1,265 
434, 501\ 
15,918 	' \- 
37,910,900 
10,100 
. 	- 
.116 Staves, dressed and 
undressed _ peg 	. No. ' 	3,060 331,552 29 12,376 25,790 
29,095 . 	991 
. 18,133 Racquets 39,213 1,239  
„ 
TiMT - 26T  
.. . 	.v3 e
ntm 
Interstate  
, 
(2•) 
919'122 
I. 
Cvors op  
. 
t 
i 
. 
. . 1 
JVL L 
Quantity  
1 
9LZI6 
.r• 
1
UGSIQA.) 
I 
I
. 
 
Value LA.  
*32 in cri  
1 25, 164 
LO(, LC) 0 V  
1 
, 
909'VE 
7 '7 Z 
99. 87 
•
66. 497 
1 
't'9 '9  
. 	
1 
929 
, 
1 
4
2  
...I 
4
)  
4
3 	
CI 
H-4 	
C
H
 g 
UO1 
. 	
I  
_  
Article  
'Paper end Paper  
rwaln  
1 Cc ic ium carbide  
Total Export Value  
of Selected Commod-
ities . (A ) 
•  
1 I 
' 1,,,Q4zy.digui,..ahwaerklaara 	 
262. It is not proposed to analyso each 
item in tho table above, (13) but here it should ho noted that 
51, 29.48 pro cent, of the 173 itoms declared by the Deputy 
.Commonwealth Statistician to be exports are included. 	The 
percontages of the total export value of selected commodities 
. (interstate and ovorsea ) to the total export value of all 
commodities are tabled above, tho figure for interstate 
exports being lower than for ovorsoa exports for each year. A 
groater diversity of commodities enter the Onterstate trade 
in contrast to the relatively few typos of goods exported 
overseas. 	Of the. 51 items included in Table VIII only 31, 
or 60.78 percent, wore exported overseas in 1938-39. 	By . 
1943-44 the values recorded for throe commodities had rison_and-7- 
for 28 had fallen. (14) 	So far as the values of goods oxportod 
to interstate markets are concerned 27 rose, and 21 declined (one 
to zero) over the period 1938-39 - 1943-44. 	Two commoditioz;-' 
silver lead and scoured wool wore not exported to the_maihiand 
in eitheryoar. 
263. Finally, it is necessary to turn our 
attention to the distribution of the import and oxport trade among 
the nine Tasmanian ports (including King Island) for the six 
selected years in the period 1923-24 - 1943-44. 	From Tablas 
IX (a) and (10 it mill be observed that the concentration of 
trade in the two main ports of Hobart and Launcoston is more 
marked in the case of imports. Howovor, apart from the increasing 
.trade of the North-western ports of Burnie and Dovonport, and the 
decline in the case of Ulvorstono'it is difficultto abstract any 
particular trend in the volume of trade passing through the sovor-
al ports over the twenty year period under reviow. As to the 
effects of wartime shipping controls on the distribution of trade 
among the ports it should be noted that in 1943,44, 52.99 percent 
(1938-39, 45.95 per cent) of total imports wore landed at Hobart, . 
-whilst only 41.35 percent (1938-39, 4514 per cent) of goods oxportod 
were shipped from Hobart. On the otter hand the Northern ports 
'handled a proportionately groator amount of exports duringhe 
war period than as the custom in pro-war years. Goods produced 
in Southern Rasmania have, in many instancos, had to be railed 
to:Launooston, Devonport or Burnie for shipment involving a con-
siderable inoreaso in marketing costs. (15 
264. Altheuzt the product structure of Tasmania's 
oxport trade has boon analysod( 146 ) some idea of tho goographical 
location of the stato'S oxportirg industries may be gleaned by 
tabulating the recordod vnluos of certain specific commodities 
according to the port of shipment., 	X includes 82.68 per cent 
(FA10,114,406) of all goods exported from the State in 1938-39. . 	. 
• '16.%'•-' 
' 
(13)Vido Chapter VII. 
(14)Of the 28 o4moditios for which the exportable value had doolinod 
by 1943-44 21 had ceased to be exported altogothor. 
(15)Vido Chapter VII. 
(16)Vido paras. 260 and Table VIII 
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CHAPTER VII. 
AN EXAMINATION OF THE COST STRUCTURE OF SPECIFIC INDUSTRIES. 
265. Wo have now reached the stage where wo are ready to enter 
on the main task of this study, namely, the measurement of the 
extent to which shipping costs influence the costs of production 
and output policies of specific Tasmanian exporting industries. 
266. It was obvious from the outset that difficulties would be 
encountered in making a selection of industries for which a cost • 
analysis should be attempted, for the Statet_s exports aro rep-
resentative of the three main fields of production, namely, agri-
culture, mineral and manufacturing. (1) So far as tho first two 
categories nre concerned freight rates, either rail or sea cannot• 
be considered as exerting an absolute locating effect. 	But they 
are a determinant of Output. policies for on the level of marketing 
costs depends the profit margin. (2) Since the prices of most 
agricultural products are subject to wide fluctuations awing to 
alternating over supply and under supply, it is only to be expected 
that the ratio of shipping costs 	to selling- price will vary 
from season to season. 	In such cases it is, perhaps, more satis- 
factory to compute the ratio of shipping costs to total costs of 
production (including marketing costs.) 	Naturally, a separate 
approach had to be made for each of.the above throe sections of the 
survoy, 
(a) Agriculture. Data were sought from the State Fruit 
Board, Apple and Pear Acquisition Board, Potato Mar-
keting Board and The Australian Potato Committeo and 
tho Tasmanian State Wool Committoe. 	In this group 
also we may conveniently include meat (State Meat Board 
of Tasmania). 
(b). Mining. The researcher discussed the shipping problem 
facing the mining and metal eXtraction industries 
with the several companies concerned and in the case 
of the Mt. Lyell Mining and Railway Company Ltd. 
and the Electrolytic Zinc Co. of Aust . . Itd. reference 
was also made to their head offices in Melbourne.- 
Valuable data were also extracted from a thesis entitled 
"The Tasmanian Non-Ferrous Mineral Industry". (3) 
. (c) Manufacturing. From the point of view of the survey 
this group is the most important, since the freight 
rate factor can exercise both a definite influence on 
the problem of location and on the various decisions 
involved in planning the level of output and markets 
in which the product is to be sold. 
267. In the agricultural and mineral industries the shipping freight 
problem conforms fairly closely to a . cortain standard pattern but 
in the case of manufacturing industries the problem varies widely 
not only from industry to industry but also from firm to firm. , 
(1) This classification is, obviously, more satisfactory from 
our point of view than the broader dichotomy of primary . 
and secondary. 
(2) Especially in respect of agricultural industries: 
(3) Subt-itted to tho University of Tasmania by T. G. Brinsmoad, 
B.Com. for the Degree of Master of Commerce (1943). . 
117. 
. A preliminary list of 112 firms engaged in exporting a proportion 
of total output to Mainland or overseas markets was prepared by 
the Deputy Commonwealth Statistician. (4) Many of these firms are, 
of course, engaged in multi-product production. 
268. Data were submitted by a - proportion of all the firms con 7 • 
tacted;• those who failed to de . so may be grouped into two broad. 
classes, viz:- 
(a) A small minority who were suspicious as to the purpose 
• of the survey and who were hesitant to reveal inform-
ation which they feared might not be regarded as 
strictly confidential. 
(b) The remainder did not consider it worth their while to 
examine the incidence of sea freight charges on their .. 
cost structure because of its relative unimportance 
in determining their output policy. 
269 4 In respect of those firms which did submit data the outstand-
ing difficulty was to Obtain data which were comparable as between 
individual firms within the same industry, and, from the point 
of view of the whole economy as between separate industries. (5) 
Yforeover, both the reliahAlity.and.comprehonsivoness of the data 
varies greatly as between firms and industries. (5) The present 
. researcher has obserVed elsewhere' (6) that the larger the org-
anization from which data are sought the more co-operative is the 
attitude with which the survey . is received. . In respect of this 
Particular survey four main difficulties in the collation of data 
should be noted:- 
(a) The cessation of hostilities in August 1945 meant, in 
\ 	affect, that three periods, each distinct from the 
other, ought to be considered. The pre-war period • 
which May be regarded as indicative of normal experience 
for some firms only; the war years 1939-45, with the - 
consequent inflation, of the Cost structure, distortion 
of the pattern of production for each individual firm, 
and the loss of mainland and/or overseas markets; and 
the present transition period, in which the bulk of. 
the field work was undertaken, is beset with uncertainty, 
and hence entrepreneurs are naturally cautious in 
predicting the state of the ultimate post-war market. 
(b) The .nuMber of firms from whom data were sought made it 
necessary to determine upon a standard form of approach. 
Three different questionnaires were used, with a 
singular lack of success. 	A copy of the third draft 
is included in Appendix A of this Chapter. 	The basic . 
problem was not merely to overcome the psychological 
effect of "just another form", but also to adapt the 
questionnaire to coincide with the particular account- 
ing systems adopted by the individual firms. 	For 
example, one firm declared (and we heard no more from 
•them4) that it would take their cost accountant six 
(4) It is desired to aclmowledge the co-operation and assistance 
• . at all times of the Deputy Commonwealth Statistician for 
Tasmania, Mr. H. J. Exley, M.A.,.F.S.S. 
.(.5) Such difficulties are, of course, inherent in all cross 
sectional stu'lies which aim to survey a singlokaspect of 
a wide selection of different industries. 	• 
•(6) "The Location of Industry and Distribution of Employment", 
Research Monograph, 1944 (University of Tasmania) Chapter III, 
p. 43. 
L 
118. 
workim; full time with the assistance-1)T two 
clerks, to arrive at an exact figure for the proportion 
of total costs of production absorbed by shipping costs. 
And there were 21 other questions. 
(c) The above difficulty was further emphasised by the fact 
that few firms can easily be persuaded to divulge to 
an outside organisation a cost breakdown, for, naturally, 
costs are a cherished secret and partly determine the 
basis of present-day monopolistic competition. 
(d) Finally, the depletion of administrative staffs over tho 
six yearcs of war made it difficult for firms to extract 
current statistical information, let alone that for a 
number of pro-war years. 	The figures in a number of 
oases are averages and hence suffer the Usual limitations 
of averages. 	Nevertheless, they give a useful indic- 
ation of the actual position from year to year and the 
limits of probable variation 'arc not wido. 
2704 -Reference has boon made in paragraph 269 (b) to the diff-
iculties involved in compiling 0:suitable questionnaire which would 
'enable comparable data to be collected and at the same time allow 
for a wide diversity in respect of the freight rate problem for 
each individual industry. 	As a first stop two sample industries 
were selected for analysis, namely, cement and patent racquets, 
the former being a bulky law-priced product, whilst the latter 
although light and highly-prico0, presents some cost difficulty 
in packing for shipment and also, being a luxury product, is 
dependent upon the prevailing pattern of consumer preference and 
the state of demand generally. 	Moreovor, being such a product, 
competition is on the basis of price, and quotations usually vary 
around a small unit and hence an addod cost of say 6d. per racquet 
might place the Tasmanian producer at a considerable disadvantago 
when competing on Mainland and/or overseas markets. 	Cement, on 
the other hand, represents perhaps the classic example of tho 
effects of freight costs on the production! of a bulky and at the • 
sate time low-priced comModity. 	Except in the case of such 
products as textiles and the previously noted tennis racquets, 
where competition for the available market is.keen and competition 
is on the basis of a *narrow price margin in any case, the freight 
rate item cannot be considered in vacuo, but must be compared with 
final selling value. 	In other words, a freight cost of say £100 
in respect of any two commodities may represent 3 per cent of 
final selling price in the case of commodity "A" (total annual 
selling value of f,30,000), and 30 per cent in the case of commodity 
"B" (total annual selling value of r,3,000). 	In addition, the 
profit's realised from the sale of commodity "A" might represent 
say 15 per cent of final selling price ; and in the case of commodity 
"B" 1.5 per cent of 'final selling price. • 
271. Such was the general picture which was confirmed by the 
initial survey of the cement and the patent racquet industries, 
and in the light of the experience gained the original.question- 
naire used as a basis of discussion when the researcher interviewed 
the two companies concerned, was re-drafted in a less simplified 
form. When it became obvious that.to attempt an analysis for 
many small firms would be impracticable, awing to the limited 
nature of.their accountancy systems, this second questionnaire 
• was finally re-drafted as in Appendix A. 	Censiderable criticism 
has boon levelled at the questionnaire, but, since in the case of 
every firm surveyed, the sending out of the questionnaire has 
been followed up . by a personal interview, it has boon possible to. 
•emphasise that it was not intended that ()very . question should be 
relevant. •Again, in the case of a number of industries of widely 
119. 
differing characteristics the particular approach adopted by the 
questionnaire has proved to be quite suitable. 
272. It was intended that.the survey should trace through for each 
individual industry the effects of -shipping costs (vide para. 
on individual industries from the importation of raw material, 
manufacturing accessories, and plant and equipment, through to the 
exportation of the. finished product to Mainland and/or overseas 
	
markets. 	It is convenient to summarise briefly the 21 questions 
included in the questionnaire in order that thoir logical connection 
might be appreciated, 'viz:- 
(a). In the case of a firm engaged in multi-product product- 
ion annual - figures for each product wore sought, and 
if tho firm did not desire to reveal actual production 
figures the percentage which each product boars to 
• .total output was asked as an alternative. 	If product- 
ion was subject to wide annual variations and/or was 	• 
affected by wartime controls the firm was asked, in 
addition; to quote figures for a normal pre-war year. 
(b) The sources of the raw materialsfor the manufacture of 
• the particular product or products, and the average 
annual quantity consumed of each, revealed whether the - 
particular industry concerned was dependent upon local 
or Mainland (overseas) raw materials. (Note also stock 
investment risks and losses when isolated from raw 
material markets making it necessary to carry much 
larger stocks than manufacturers in mainland capitals). 
(c) The market in which the prodct is sold and the quantity 
(or proportion) which each absorbs. 	This is tho crux 
of the freight .rate problem, for obviously the smaller 
\ the percentage of output exported the smaller the total 
'.shipping cost, and hence the smaller the proportion of 
total production costs absorbed by shipping costs. 
• However, it IS more likely that the limited local market 
in Tasmania . (7) will make the successful marketing of 
a considerable proportion of total output in Mainland 
and/Pr overseas markets necessary in order that pro- 
• duction may be expanded to that point of equilibrium 
• where final sellinc; price (or alternatively, - tho• average 
• selling price for each market) is equal to total costs 
of production(including marketing costs) plus a normal 
roturn on invested capital.. Such a point of equilibrium 
is, of course, not identical with the point of optimum 
output under monopolistic competition, which is thnti 
output. at which total profits are maximised. 	In the 
case of nearly. all the industries surveyed it will be 
• observed that the limited Tasmanian market absorbs but 
a small percentage of total output, and this-i-E-the case 
for practically every secondary industry in Tasmania 
employing more than 20-25 wage earners. 
(7) Calculating on a population basis the following general picture 
emerges:- 
Manufacturers in:- 	Home State 	Market Outside Homo State 
••••• 'i• 
• 
Now South Wales.. 	39.5 
Victoria. 	27.5. 
Queensland. 14.3 
South Australia- 	8.8 
'Western Australia. 6.6 
Tasmania.  
i.e. in 'shipping catoLpry 
60.5 
72.5 
85.7 
91.2 
93.4 
96.6 
The figures above understate tho position insofar as manufacturet,s 
Prol?ably enjoy Treater per 'capita sales in their own states thus' giving a furthoi advantage to the larger states. 
Molbourno 	Sydney.. 
Marino Insurance 5/9% 7/3% 9/3% 8/-% 
loss discount' 
Stamp Duty 
15% 
3d.% 
15% 
3d% 
15% 
3d.% 3d.%. 
15% 
3d.% 
War Risk Insurance 2/6% 2/6% 2/6% 2/0 
lrisbane 
• 
• 
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(d) We hatealready seen that the terms "shipping freight 
rate" and "shipping costs' cannot be regarrled as 
identical terms for the, very fact that shipping freight 
rates are incurred implies that a number of additional 
charges have also to be paid. 	The term "Shipping . 
freight rates" in general includes the cost of loading 
and unloading:at - the wharves, sorting and stacking and 
the actual cost of sea carriage. (8) .So far as items 
other than the actual freight rate are concerned those 
Included under the heading "shipping costs" should only 
• be those incurred by virtue of the necessity to ship. 
For example, cartage to the waterfront should not be 
• inoluda4 for a similar expense•wauld be incurred whether • 
the oomModity was sold on the home or mainland (overseas )  
market. The following may be noted at this stage as 
• being of fairly general application, (9) vit:0 
(i) Special packing for sea carriage. 
(ii) Export and - import wharfages. 
(iii)Storage charges. • ' (iv) Agency, commission and other charges 
involved in selling away from Tasmania. 
In the above list marine insurance has been omitted 
awing to the difficulty of obtaining true f.o.b. 
values of exports. 	In any case the omission is not 
a serious one for. in the case of low priced commodities 
the post of'insurance is very small; whilst in the 
case of highly priced . commodities although the cost is 
higher, it is of relatively little consequence for the 
very reason that total shipping.costs are not either 
a locating factor or a determinant in output policy. 
The followinlJ presents data relating to present 
rates of marine insurance, viz:- 
TABLE I. 
(e) Comments were then sought regarding each itom comprising 
the term "shipping costs". For example, an . att-empt was • 
made to arrive at some conclusion in respOot of the costs 
for loading and unloading vessels at the wharves. 	The 
continuance of the 30 per cent war surcharge since the 
cessation of hostilities was subject to considerable 
critiqism. 
(f) The method by which the production is quoted on the 
market- 
(i) 
	
	F.O.B. SALES. The seller delivers the goods on 
,tho export wharf, is responsible for getting the 
(8) During the war years and up to the proSent time (March,1946) the 
ordinary rates quoted have boon inclusive of the special war 
surcharge. . 
(9) . .Anothor general item is interest ,an working capital tied up in 
goods in transit and in excess of Stocks over and above the 
' quantity which would be held if the factory were in close 
proximity to the market. 
4! 
n,S •  
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shipping documents prepared, and is paid, usually 
in full but sometimes only in part on clearing 
the bill of lading. 	The buyees responsibility 
then begins, froight and insurance being payable 
by him as well as tho usual costs at the overseas 
end. 	F.o.b. selling enables tho exporter to 
receive quick payment on shipment and ho avoids the 
risk of overseas marketing associated with price 
fluctuations and, in some cases, bad carriage. 
(ii) C.I.F. SALES. Shipments made on ordinary con-
siZ;iiMOht, looal . froight, interstate freight and • 
other charges being paid by brokers and charged 
° against the account sales, the net proceeds 
. being remitted to the consignor. 	No advances 
are made against these consignments. With 
•. efficient agent's the exporter gets a fairly 
• quick return. 	Oversea - consignments are now of 
two main types, namely:- 
• (A) Ordinary  consiuments. The goods are shipped 
to brokers who make an advance, by means of . 
a confirmed credit arranged with a local 
bank, to cover costs of shipping with a 
varying margin over and above these costs. 
After a sale has been effected the broker 
renders an account sales showing returns, 
O loss costs, commission and advance. If 
there is *any surplus remaining, this is 
credited to the exporter by the broker's. 
.representativo. 
(B) Assignments on guaranteed advance. This 
• differs from the ordinary consignment in 
the respect that the advance made by the 
• broker is a guaranteed minituu,n, virtually 
a minimum f.o.b. price. 	Naturally, this 
advance is in excess of the usual advance 
• but somewhat below the current f.o.b. equiv-
alent. . If returns fail to cover the advance, 
brokers' commission and consolidated charges, 
the broker has no claim on the consignor for 
the deficiency. 	On the abhor hand, if ro- 
turns exceed these charges, the surplus . 
aocrues wholly to the / consignor. 
In. a number Of cases (e.g. chocolate) tho'product 
quoted f.o.b. factory, freight allowed, this being . done 
in order to place distributors in the various markets 
. on an -equally competitive basis. 	Again, f.o.b. factory 
freight allowed is used as a means to enlarge •market 	. 
areas in order to increase the volume of production, the 
•0 local market in Tasmania being so limited. -Trid-er. the . 
',freight allowance plan buyers situated : at the point of 
production pay the same delivered prices as those -located 
. in, say, the comparatively distant markets-of -'Western - Australia and Queensland. The manufacturer, however, 
receives a rate of profit which is proportionately 
reduced as a higher freight burden 1.8 absorbed. 	The' 
successful operation of the freight allowance system 
requires a factory base price high enough to return 	. 
sufficient revenue in nearby markets to enable the 
entrepreneur to absorb‘the freight charges to more distant. 
markets and Still leave a satisfactory overall rate of 
profit. 	As a result of such freight absorptions, 
differing rates of profit are received froM each group 
of buyers without a corresponding difference in the 
nature of the product or in terms of sale). 
-7; 
, 
- 
• ' 	:• 
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(g) Questions 7, 0 and 9, rolating to the items covered by . 
the oharge made by the shipping companies proved to be 
redundant as in every case (with an exception in the 
case of such commodities as cement) the freight rate 
charged for each product is the rato quoted for general 
cargo. 	However, attention Was drawn in many cases to 
the inflation of freight rates since 1939 duo to the 
imposition of the war surcharge. 
(h) Having collected all the necessary preliminary data the 
approach then shifted to the relation of shipping costs 
tm production oosts and the final selling price, viz:-' 
(i)  The proportion . which shipping costs boar to the price paid for imported raw materials and the 
amount by which total costs of production are 
incroaSod. 
(ii) The extent to which freight ratos payable on the 
importation of plant and equipment increase 
overhead costs. 	In so far as the machinery 
importod is manufactured overseas, all manu-
facturers throughout Australia are affected 
equally for the landed price is equalisod. 
However, insofar as the machinery is imported 
from a Mainland state the higher purchase price, 
as a consoqunnoo of the shipping charges payablo, 
may react unfavourably on overhead costs. 
(iii)Finally, with rogard to tho marketing of the 
finished product on Mainland and/or oversoas 
markets the proportion of final selling price 
absorbed by shipping costs was soup,ht. -If the 
product was sold f.o.b, an attempt was made to 
estimate a figure on the assumption that the 
product was sold at tho point of consumption. 
(c.i.f.) 
It will be'observed•that 	(ii) and (iii) ropresont 
two separate costs of "isolation", namely, (a) the 
higher prices that. must ho paid for raw materials and 
manufacturing accessories and (b) the extra costs 
incurred by virtue of the necessity . to ship the finished 
product to the point of sal°. (10) Although the ratio 
of shipping costs to final solling Trico may bo subject 
to. much variation from year to year, it is to be preforrod 
to the ratio of shipping Costs to total costs of•pro- . 
duction since that lattor figuro is normally exclusivo 
of profit, leaving aside the concopt of normal or 	' 
entroproneurial profit. 	It may ho argued', of courso, 
that tho'Stato's exporting industries must be able to 
bear the burden of shipping costs, as othorwiso they 
would not continuo to oxport but such an argument 
presupposes u frictionless economic system which is far 
from being the caso. • Thera may be no other available 
markets and - great:difficulties in changing .ovor to 
difforont forms of production, both of which apply to say 
tho cemont,PhoColato and apple industrios. 	This 
(10) Actually, the cost of exporting to. an overseas market is 
not one of the costs of Tasmania's isolation in the same 
senso . no isolation :from mainland markets, for ',111 Aust-
ralian producers arc equally, placed in rospect of the 
_ formoro 
r 	 •Vr•-r•I 4,4 ,;r4;74.-, -0•!,--:.14.0,• • 	 ••• 
• • 
•••• ••••4 	 /•••1 	 -  
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result, in acceptance of loss than - the full costs of 
production with a consequent lowering of living standards 
and/or the maintenanoe of production by Government • 
grants, either directly, as bonuses on production or 
.exports, or indirectly, through cheap credit, law 
' freight rates, writing off debts due by producers to 
Governmental agencies, and through various other loss 
important channels. 
(i) It was then necessary to consider some aspects' of the 
Tasmanian producers' rivals on Mainland or overseas 
- markets. : 
t 
(i) (With regard to the rival's cost of production 
• tho extent to which they are affected by trans-
port costs (either rail or sea) in obtaining 
supplies of raw materials. 	In a very optimistic 
• frame of mind an additional question was in- 
cluded in respect of the relative positions of 
the home and rival producers' costs -al.-Product- 
ion. 
-= (ii) On the assumption that shinning costs increase 
the price at which the Tasmanian product has to 
bo offered in order to realise a satisfactory 
• return, data were sought regarding the effects 
• on the (Tasmanian) exporters' competitive 
position on mainland and/or overseas markets. 
Or, alternatively, if the Mainland producers' 
• price has to be accepted, the extent to which 
• the nronortion of price going to profits is 
absorbed by shipping costs. 
Summing up,. 	the returns from a unit of the 
• product sold on the various markets were corn-
pared. In sothe cases 	very full data were 
submitted revealing t1 advantage derived from 
soiling in Tasmania and thereby incurring no 
shipning costs. 	In other words, coteris 
• paribus, insofar as the product, is marketed on 
Mainland or overseas markets, profits are re- 
duccpi pan i passu with the level of the shipping 
costs payable. 
(j) In many cases, one market (e.g. Victoria) absorbs the 
bulk of the total output of an industry. • The reason. 
was often stated to be that "the market was there". 
An enlightening answer to say tho least. . The . roal 
reasons vary from population questions to proximity to 
Tasmania, to consumer awareness (e.g. pie apple), to 
the allsonce of competition from producers in other 
states (duo to the effects of rail freight rates etc.), 
. to the absence of transhipment charges, to comparative 
production. costs. 
• (k) . ' The resulting effects if shipping freight Pates were 
lowered by shipping companies with the holp, say, of a 
Governmental subsidy. 	It is 'considered that tho 
• oxtentto which Tasmanian producers are protected by 
an artificial screen of sea freights has been ex-
aggerate in both State Government and academic circles. 
Admittedly; a . lagering of tho ruling rates may leave 
the Tasmanian market open to Mainland producers, but 
this market represents such a very small roportion of 
tho overall Australian market. 	Tasmanian producors 
would,' on the other hand, have access to the extensive 
111111114
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markets of. the Mainland capital cities. 	However,, 
it must be admitted that the small local producerof 
non-:exportable commodities may find himself in com-
petition for the home market with Mainland companies 
-operating under a much lower cost basis.' Moreover, 
the mainland market is not available to him awing 
to his high costs of production. 
-(1) The extent to which pre-war and/or present ruling. 
freight ratos need to be lowered in order to place 
the Tasmanian producer in a satisfactory trading 
position on Mainland and/or overseas markets, and 
the extentto which it would be possible to soil the 
product' not only in greater quantities on present 
markets, but also to extend to other markets. The 
'elimination of sea froight would improve the TaSmanian 
producer's present position as he would thus avoid 
ono'of . the costs not borne by his competitors. For 
c:Ixample, a New South Wales manufacturer bears no 
• outward sea freight charges in placing his goods 
on the Sydney market, nor does a Victorian manufact-
uror in , placing his goods on the Melbourne market, 
hut tho Tasmanian manufacturer must pay freight costs 
to all states and then still. par the distribution 
'costs which are common to all manufacturers distrib-
uting from each capital city. • 
(m) The freight rate item is one determinant in the loc-
ation of industry, and hence, if shipping costs do 
represent a high proportion of total costs of pro-
duction, and if.the particular industry does export 
most of its output to the main centres of population 
on tho mainland, other factors must have weighed 
more heavily when the decision was made to locate in 
Tasmania. What those decisions wore proved to be 
-varied. 	Tho whole question of the relation of 
freight rates to the location and docontralisation 
of industry will ho more fully discussed in Chaptor 
VIII. 
(n)Tho possibilities of making a contract with the shipping 
companies at lower rates on the assumption that an 
increased and steady quantity of Oargo could be 
guaranteed. Reforenco was made to tho monopoly 
. enjoyed by the shipping companies, and little hope 
was founded in the economies of large scale . transpert.. 
(o)Tasmania's export trade over the war period was affected 
not only 	rising"freight rates, but also by direct 
Governmental control of shipping space. 	It was 
found to be important to consider the extent to which 
this control has affected the competitive position of 
an industry in its pro-war markets. Again delays in 
. shipping movemonts have meant that there are extra 
storage charges at the point of . export and the burden 
of finance is also greater. 	If the exporting company 
is selling f.o.b. then no return is received until , 
the product is loaded on the ship. 	But tho company 
still has to meet its wrkgos. bill and other current • 
expenses of production. , A long period of waiting 
roquiros a fund of liquid' capital, or ready access to 
credit accommodation involving extra costs. 
.1* 
; 
(p) A general observation was invited rogardinc tho sops desirable to offset the disadVantagos'of insularity. 
In the following discussion special roforonoo will bo 
• .• 
made to tho provision of "special purpose" as 
opposed to "general cargo" ships in the interstate 
trade, so lowering costs for those bulk commodities 
exported in largo quantities. 
.273. Only those indutries for which most reliable and complete 
data were•available are included below. • 
27:: , CEMENT. In prewar years the total consumption of cement in 
Australia amounted to over 850,000 tons per year, having reached . 
this level by a gradual though steady increase from the record law 
fiures reached in 1931-32 when the total Australian trade mas below 
400,000 tons per year. o 	. 
275. From Table II (page 126) it will be seen that the Tasmanian 
industry at Railton has established an export trade to all-Mainland 
states except Western Australia, with Victoria as the -Mnin market, 
normally accounting for over 50 per cent of total output. 	Peak 
production was reached during the year ended Nth September, 1940 
with a total of 93,428 tons despatched, of which 27,099 tons (or 
29 per cent) only were consumed in Tasmania. 
• The figures showing exports as percentages of total recorded 
. production reveal that there has been a distinct falling off in the 
.ekport'trade compared with the pro-war level. 	This has been solely 
duo to the shortage of shipping space, since Tasmanian cement was 
not granted a high priority whilst supplies for defence and ether 
constructional works were availalile . from'Mninland producers. 	Of 
course, with the decline in the defence programme the over-all 
Australian consumption of cement decreased, and is only now reviving . 
with the post-war return to private and public building programmes.(11) 
277, Table III below indicates that tho consumption of cement on the 
home (Tasmanian) market has exceeded the pre-war avorar ,, of 30 per 
cent during the years 1942-44. 	The total production on the other 
hand, has declined .steadily since 1940, and the 1944 output rep-
resents only .30 per cent of the pro-war - (1939) production'. 
TABLE III. 
Year Ended. Consumed in Tasmania. 
(Tons) 
Total •Rocordod 
Produation. 
30.9.1930. 22;439 - (27.5%) 82,772 
30.9.1939. • 22,718 (25.2%) 90.042 ' 
30.9.1940. 27,099 (29.0%) 93,428 
30.9.1941. 21,450 (26.0%) . 	• 82,532 
30.9.1942. 23,068 (37.5%) 61,343 
30 -.9.1943. 18,116 (39.0%) 46,300 
30.9.1944. 13,335 (35.6%) 37,489 • 
Total 1938-44. 148,225 (30%) 492,906 
2"/6. Although the industry is located at the source of raw material, 
inward freight rates on manufacturing accessories are incurred. 
Limestone, clay and ironstone are obtained from local deposits, 
(11) Per a: discussion on the 000nomics of Tasmanian cement see 
C, P. Haddon-Cavo, "The Location of Industry and '-Distribution' 
of Employment", Research Monograph, 1944 (The University of 
Tasmania). Ch. III, pp.13-19, 
't
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•-.whilst coal is brought from tho East Coast mines. 
Gypsum is imported from South Australia and paper bags, 
Sparc machinery parts, bricks, etc. are also imported 
•'from the mainland. 	Annual inward froights'paid readhed 
"their peak in 1940, but have since declined to .£2276 
(1944) viz:- 
ANNUAL INWARD FREIGHT COSTS . PAID () - 
• 11 Commodity. . 	1938 1939 1940 1941 1942 1943 1944 
c , 
Baggs 1736 1697 2092. 1939 1425 569 607 
Gypsum 2579 2296 2640 2737 2787 988 1385 
All other 559 303. 585 478 501 532 284 
......—____,—.. _... 
..279. Inward freight charges on raw materials and plant do not 
unduly increase production costs although r it should be noted 
,.that, if the rates were lower on coal, Newcastle coal would be used 
:,since the Tasmanian product contains 20 per cent ash and the 
necessary burning temperature is, there-fore, not easily reached. 
pproximately 22 per cont. of Tasmania's annual production of coal 
is burnt in the cement kilns. Table V below presents data relating 
to the quantity and value Of coal Produced for tho years 1938-43, 
and it will be observed that the level of output, has been steadily 
- increasing, with a slight fall in 1940. 	Reference has previously 
'boon made (12) to the relation of a lowering of tho ruling freight 
• rates and the consequent lowering of the "protective" screen (if 
there. is one) previded by the high rates. 	It was denied that the 
• advantages to be derived by Tasmanian exporters from the resultant 
widening of the market would be outwoighed by tho loss of markets 
that might 'result by Mainland producers underselling Tasmanian 
.products, The case of coal, a factor used in the Troductivo . process„ 
•is sommhat different. 	'Would the increased efficiency resulting 
from the burning of'Newcastle coal (purchased at a nearly comparable. 
_price - through reduced rates). by all ihçustries requiring high burn-
ing temperatures in manufacture, be equal to, or greater than the 
cutback' in coall .production with oonSequent disemployMent of both. • 
labour zxtid capital? . An andwor horo.is not possible. 
• 
_TAME V. 
Tastanian Coal -P-1.7Oation - 1938 - 43. 
• Year. 	Quantity. 	Value. 
•
--757 2 (EA) 
1938 83.,753 	• , 61,991 
1939 . 99,392 V 74,460 
1940 	83,136 63,688 '• 
, 1941 109,714 	. .85,311 
1942 . 134,442 108,241 
1943 145,882 117,361 
, 
21',. Reference ha S already boon made to the several'markets in 
- : which cement is sold and the proportional amounts which-each: , 
absorbs. 	The following table presents confidential data with 
respect to the percentage of selling prices in four states, for 
the years 1938-44, 'absorbed by shipping freight rates (not-
. shipping cost)- 	 __ - 
- 
( ;.; 
•i 
- 
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Similarly:- 
.• 
- Victoria: • 30.9.1044 
•Price 	10%.1ess, plms . 2Z freight, plus 90% other costs. 
• Now South Wales: 30.9.1938. • 
, Price, c 12% profit, plus ..18% freight pluS,70% other costs. 
f,0 9.19.44. . • 
6% lOSs, plus 26% . freight, plus 8 	other costs'. 
Queonsland: 30.9.1933. 
' Price c• 10% profit, plus.' 33% freight, plus 57%IaLer costs. 
30.9.1944. • 
t 11% profit, plus 36% Treight; . plus 53% other Posts. 
South Australia: 30.9.38.• 
Price 0 - 11% profit, plus 17% freight, Plus 72% other costs. 
30.9.44. 
. . 
c 8% loss, Plus 24% freight, plus 84% other costs. 
. • 
, 283, The whollesale pricOs of cement per ton ruling in the above 
four markets for the roars 30.9.1939 to'3 0 .9:1944shave been.cellated 
and are present . .belawit: 
'TABLE VIII. 
Year. •• 
, 
, .Sydney 
4 	, 
'(14)  Melbourn 
• 
' 
. 
Queonslan 15) 
. 	. 	. 
 
8,6/7. 	, 
- .86/-, ' , 
82/- 
. .77/8 . 
• 73/6 
'73/6. ' 
73/6/ 
- 
	
S.A..(16). 	- 	• 
, 
, 
87/- 
. 
97/r 
87/- • 
,., 
87/-. . 
87/- 
87/- 
,87/- 
1938 . 
1939 
1940 
1941 
1942 
1943. 
1944 
. • , 
' 
90/- 	, 
88A . 
'87/6.. . 
92/1 .. 
' 07/2 . 
100/4 
100/4 	• 
. 
86/- 
83/9. - 
. 83/,. : 
• .80/..: 
. 80/- 
83/4 
84/4 
We may now dorivo absolute figures asthe components of the ruling 
prices for the years' ending 30th September, 1938 and 1944, viz:- • ,• 
N,S.W. 	30.9.1933. 
Pric0 . (90/-). = Prdfits (10.8 .shillings) . plus freight (16i2 Shill-
ings); plus other costs (63.0 shillings). 
30,1244. 
Price (100/4) = Profits (-6.'0 shillings), plus freight (25.5 shill-
ins) plus other costs (80.5 shillings). 
(PI) Sydnoy ',Portland) and violhourno (Aust. A.R.C., Portland Stan-
dard Specification) pricou supplied by the Commonwealth Statistician 
Canberra. 
(5) Sunnlied by the tiloonsland State Stores Board, thLbiggest buyer 
of cemontcin the State end hence it obtains a somewhat more 
ourahic price than comm ercial buyors. Contractors - the Quoensland 
Ccmont-and Limo Company iftd. - 	• 
(10 ,Supeliod,by tho Government Statistici'an,'who . contacteci the two 
flrmsmanuf4etv -...ing cement in thy 3tR 0 ty. The price quoto 
to a 6/- adetltion if tho cement is dolivore0 in the metropolitan alea.. 
	 4.11. 
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Victoria: 30. 0 .1938. 
Price ,(86/-) Profits (12:0 shi11ing4.plus freight (11.2 shillings) 
plus other costs (62.8 shillings), 
30.9.1944.  
, Price (84/-) Profits &Q.4 shillings) plus freight (16.9 shillings), 
plus other Costs (75.8 shillings). 
Queensland: 30.9.1938. 
Price (86/-) m Profits (8.6 shillings),, plus freight (28.6 shillings), 
plus other costs (48.8 shillings). . 
30.9. 1944. 
Price (73/8) m Profits (8.1 shillings), plus freight (26,5 shillings 
plus other costs (38.9 shillings). - 
South Australia: 
30.9.1930. 
- Price (87/-) m Profits (9.6 shillings), plus freight (14.0 shillings), 
plus other costs (62.6 shillings). 
30.9. 1 0 14. 
Price (87 
• 
m Profits - (77.0 shillings), plus freight (20.9 shillings), 
plus other costs (73.1 shillings). 
• 
The wholesale, price of cement in Tasmania has been 90/6 per 
ton on trucks at Hobart railway station for some years. - It is 
estimated .that a ton of Railton cement sold in the Tasmafiian market 
realises an average profit of approximately. 27.0 shillings, or 
30 per cent of final selling price. 	This brings the above data . 
into relief and emphasises the relative trading disadvantages of the 
Tasmanian exporter.. 
285 4 Before proceeding further it should be clearly understood that 
as in the case of many other products, the competition of producers 
on the various markets is not on the basis of price, but on the 
basis of cost components, for the price is controlled by the manu-
facturer (or manufacturers) in the importing State. 	In other 	• 
•words, the •Tasmanian producer who exports to the Mainland myst 
observe the prices ruling in each of the several State. 	The' • 
aim of such producers' agreements, known as "orderly marketing", 
is the elimination of cut-throat competition on the basis of 
selling prices. 	Such cut-throat competition cold easily 'arise 
in the case of such a standard commodity as cement with a rel-
atively fixed market. 	No Tasmanian cement is exported to Western 
Australia. 	It is interesting to note that so far as the selling 
policy of Goliath Portland is concerned, Queensland is divided into 
two sections, North and South. 	There is a coment.company near 
Brisbane which dominates tho ''Southern Market" but in the "Northern 
Market" the hiph freight rates affect both companies equally, 
and the Tasmanian product can be successfully markbted because 
of lower manufacturing costs. 	A similar situation in rovers° 
arises in the case of competition between South Queensland cement 
and imports from oversoas. 	Ovorsea cement from, say, Groat 
Britain or Denmark could not, pre-wnr,,undercut the Australian 
product at the point of production. 	So far as Queensland is 
concerned oversea cement cannot compete in Southern Queensland, 
•.•-• 
•1 54 1, ;- 	• Ltr. 
- ,e•-rerry—i 
, 
• 
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• 
• but oversea vessels could place their "dump" rate cement in North 
.Queensland ports at a cost equal to or lower than the state company 
located in the South, could land • its cement. (17). . 
286. If freight . rates wore lowered by shipping companies, or by a 
Governmental subsidy, Mainland producers would certainly compete 
on the Tasmanian market, for at present the home producer is 
sheltering behind the "protective screen" of high freight rate's. 
.11awever,..the extent to which Mainland producers mould in fact export 
would be limited by the prevailing state of demand, by the extent 
to which the rate declined and whether they had an exportable 
surplus. 	In any case, the 'Tasmanian industry is dependent for 
its continued existence on an economic basis on it competitive 
position in Mainland markets, whore nearly 75 per cent of total 
. output is sold. 	0 
• 
t 
217. It is probable that the freight rate is maintained at its 
present level awing to the fact that the cost of handling the cement 
at Devonport is out of all proportion to the value of the work done. 
The fundamental Probl , appears to lb o in the cost of labour,' for 
which high overtime rates are paid. (18) 	Again, the productivity 
of the labour is said to be unduly law, viz:- 
Tasmania. 	Average of 24 tons per hour per hatch. 
Melbourne. Average of 15 tons per hour per hatch. 
2. The layering of rates will be the main determinant in any 
future expansion of the industry in Tasmania. 	Before the Shipping 
Control Board came into existence, cement companies enjoyed equal 
bargaining power with the shipping companies, and could always 
use as a bargaining weapon the threat to run their awn Shipping 
services. (19) 	In this connection the optimum size ship is about 
2,000 tons. 
39. The larger the quantities for transport that can'bo guaranteed 
to the shipping companies, the better the bargain that can be struck. 
Regular shipments would enable special ships to be built for the 
transportation of cement and hence facilitate handling with a res-
ultant lowering of costs. 	The various Ontracts struck with the 
shipping companies have varied according to the prevailing economic 
conditions; the best arrangement was made in 1936. 
• 29C. Although due consideration has been given to the cost of 
•freighting cement by the shipping control authorities there has boon • 
no lowering of the cement rate over the war period.. 	In fact 
there has been a 30 per cent increase when war surcharge is 
'considered. But it must be appreciated • that the export of a portion 
'of' the Tasmanian omtnut is essential for the . continuance of manu-
facturing operations. 	About four years ago the company investigated 
the possibility of transferring sections of it plant and equipment 
to other uses at least for :he duration of the war, but the special-
ized nature of the 'equipment does not lend itself to anything Other 
than the purpose for which it was built. 
• 
- (17) It 13 interesting to note that both high and low shipping 
freight rates nullify the tariff. (a) Nigh interstate rates nullify 
the tariff when it -eosts the producer as Much to serid. his product 
from A to 'B as it does to bring the competitive product from overseas 
to B. (b)•Law overseas rates nullify the tariff when the overseas 
companies land some oversea products at so far below.the average rate 
as to condtitute to the importer a refund of the amount paid in duty. 
(16) Vide pars. 233-236, Chapter V. 
(19) It was noted in Chapter V that commodities such 4bu1ky,,law 
priced commodities as cement and chaff received special concession 
rates from shirning companies. . The company at Railton being the 
on17 . Tasmanian exporter means, in effect, that a private contract 
is struck betwoen tho.shipping companies and the cement company.. 
Vide next paragraph. 
r 
to/ 
Product. Percent to Total. 1938-39 	1944-45. 
1. 
2. 
3. 
4. 
Cocoa 
Bourn-vita 
Chocolate and chocolate 
confectionery . 
Sugar confectionery ' 
16 
2 
67 
15 
17 
7 
63 
13 
100 100 
■•••1■11•■■ 
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291, CHOCOLATE AND CONF,3CTIONERY.  
As in tho case of cement, only one firm is engagod in this 
industry in Tasmania, namely, Cadbury-Fry-Pasoan Pty. Ltd. at 
Claremont. 	Very full and reliable data were submitted, the 
products manufactured and the relative proportions of each being 
as follows:- 
TABLE IX. 
There has been little shift in•the pattern of production over the 
six years of war except Insofar as the lines constituting items 
three and four above were standarisod. 	Of course, there has also 
been a shift in the section- of the population consuming the product, 
together with rationing of supplios to retailers. 
292.. The chief raw materials used in manufacture are coca beans, 
sugar and milk. •CoOoa beans are imported from British 7fiDst Africa, 
sugar from Quoensland .via New South Wales refineries, and milk froM 
Tasmania, Victoria and Now South Wales. 	Other manufacturing acc- 
esSories.are bought in many parts of the world. 	• 
The Tasmanian plant is merely one unit of the larger . Cadbury 
organisation and hence caters for the 4stralian market only, - viz:- 
TABLE X. 
% of Sales to 
Total Sales 1938-1939 
Stato. 
Tasmania 
Victoria 
Now South Wales 
Queensland . 
South Australia 
Western Australia 
04orseas (British) 
7 
32 
34 
11 
.9 
7 
(very small %) 
•Pro-war figuros only are given in the above table,.. as transport 
.regulations during the war have ., prevented the firm from selling 
chocolate and confectionery in hew South Wales and South Australia. 
It is. anticipated that the post war distribution of output will be 
. similar to the pre war distribution. 
An analysis of shipping costs for each Australian trade was 
. not available but a fair average may be derived from the shipping 
costs involved in tho export ofAolected line to tl,ao main dis-
tributing centre at Sydney, viz:- 
S. 	d. 
5. 	6. 
•.1 
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TABLE XJ 
of Product. 	. 
1945. 
9. -3. 
Item . 
•-- 
Cost per 100  
1939. 
Special :packing for Sea Carriage. 
Export Wharfage 
Sea . Carriage 
Import Wharfage 
Stack and Sorting 
Cartago to Distributing Centres 
Marine Insurance 
War 'Risk 
Total 
Shipping containers have increased in cost by approximately 72 per 
cent since 1939. The above posts for 1939 and 1945 represent 6.5' 
per cent and 9,75 per cent respectively of the selling price of the 
line conoorned. , The firm has boon granted a number of price in- - 
creases for the various products manufactured by the proportion of 
shipping costs to selling price has risen by 3.25 per cent. 
' 295. The firm considers that all the items in the table above are 
heavy but made special reference to the outstanding increase sinoe 
1939, in the cost of -shipping containers. 	In the example given 
above, the increase in the cost of fibre containers was 72 per cent. 
The greater proportion of exports is at present packed into fibre 
board shipping containers, but as the range of lines is increased with 
a return to' peacetime production ., a proportion . of timber cases made 
from Tasmanian hardwood will need to be used. 	These will cost 
approximately double the cost of the pro-war softwood cases made of 
Canadian spruce. 
2f;:. The company maintains its own distribution system throughout 
the Commonwealth and the various products are sold at the same price 
in each State. 	Shipping costs are not allowed to affect sales 
.volume in any state even though some products might be sold at 	loss. 
In connection with the ruling . shipning freight rates 'Payable 
particular reference WrIs made to the 30 per cent surcharge and the 
additional costs incurred owing to the present shortage of shipping. 
. As referred to in Chapter V there have been very few direct boats 
• during the war years to Brisbane, Adelaide and Fremantle and hence 
it has boon necessary.to:branship at Sydney or Melbourne at add-
: itienal costs per ton (for figures see Table VIII, Chaptor V). 
Frequently, •goods have also had to be railed to Launceston when ships 
from Hobart have not boon available. . Again, additional storage 
. 011argcs on the Mainland have been incurred while waiting for vessels 
o Adolaid-o, Fremantle and Brisbane. . 
297, • Regarding the proportion which inward shipping costs bear to 
the prico . paid for imported mw materials, it was found impossible 
'to prepare more than a rough estimate owing to considerable - 
variation in the costs of transport on imports. 	For example, the 
price paid for sugar includes freight costs, those being prepaid 
by the supplier, A weighted average would probably be about 1 
per cent of the value of the goods. 	This is applicable to goods 
imported from the Mainland only.. The position in relation to 
imports from overseas is much more complicated and cannot be est-
imated, as in many cases the overseas freight charges are paid by 
importers who partly process the raw materials (e.g. oversea paper 
for label printing). 
9. Id. 	15. Od. 
•% of Final Price 
going to Profits. 
% of Australian 
Population in each State. 
Market. 
3.4% 
27,5% ' 
511% 	39.5% 
2% 14.3% 
1 3 . 8.8% 
(loss) 	6-.6% 
according to costs and only small quantity . 
exported.) 
Tasmania 
Victoria 
Now .South Wales 
Queensland 
South Australia 
Wostqn Australia 
Ovorsdas (Price - fixed 
12"; 
• 
t . • 
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293. Although the freight rates from the Mainland to Tasmania 
increase the cost of plant and equipment by amounts varying say . ' 
from 1 to 4 per cent and thereby increase depreciation costs, 
the total effect on production costs is immaterial, 	At the same 
time Mainland manufacturers are on a slightly better competitive 
footing. 	Again, many machines imported from overseas are trans- 
hipped at Sydney or Melbourne which places the Tasmanian producer 
at some disadvantage awing t the additional landing costs involved, 
299, It is estimated that shipping costs normally represent 6.5 
por oont of the final price obtained for all lines on the average 
of all (civilian) production. 	Cadbury products are in competition' 
with all other c000a, chocolate and confectionery manufacturers in 
Australia, but prinaipally Nestle's in Sydney and MacRobortson's 
in Melbourne. 
3' . Transport costs in obtaining raw material and manufacturing 
a000ssories affect the Tasmanian industry more than Mainland rivals, 
as in a great many cases they obtain the necessary supplies locally, 
whereas Cadbury's have no option but to ship from the Mainland to 
Tasmania. This adversely affects production costs to the extent 
of £5000 per annum. 
41. This extra cost item of £5000, plus a further £15,000 on the 
distribution of manufactured goods, results in a reduction of 
profits, since prices are fixed (equalised) on a competitive basis 
for the whole of Australia. 	Again, some lines cannot be mark-cted 
at all awing to the absence of a profit margin and the market is 
such that higher prices cannot be charged to recoup the Tasmanian 
firm for the extra freight costs involved in its Claremont location ! 
• 
•• 3( 2. Furthermore, and as emphasised earlier (20) manufacturers in 
Sydney or Melbourne are dependent on an export market to a limited 
degree only, since they are located in the main centres of population. 
• whereas the Tasmania n industry can servo only a very small looal • 
market. The table below compares the percentages of final selling 
price absorbed by profit for a "typical" line sold in all States. 
Of course, account has been taken only of the variation caused by 
shipping -freight rates and landing charges, viz:- 
TABLE XI. 
X7. A lowering of.the freight rates between Tasmanian and tho 
Mainland would assist manufacturers in tho Mainland states when 
Competing with tho Tasmanian industry for the home market, but the 
'(20) yid() para. 272 (o) 
;t1 
• 
.41.„ 	• 	 ' " 	 " 	' 
' 0 
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advantage to be derived from lower rates would be very much in 
favour of the latter because their competitive position would be 
improved in a market of approximately 7,000,000 as compared with 
the limited size of the Tasmanian market available to the Mainland 
manufacturers. (21) 
In actual fact, however, the more lowering of the rates between 
Tasmania and the Mainland would not place the Tasmanian manufact-
urers in a "Satisfactory" position in the market to which they 
were shipped, in comparison with the local manufacturer in that 
market. 	There are other expenses incurred arising out of the 
necessity to ship such as, for example, cases or containers, and . 
stock investment risks or losses awing to the isolation from raw ' 
material markets2(22) However, the lowering of the rates would 
improve the Tasmanian manufacturer's present position as one of 
the costs not borne by competitors would be avoided. 
5-_;, Moreover, a - lowering of freight rates between Tasmania and 
the Mainland :would so reduce costs that a substantial increase 
in productive capacity would be possible awing to wider markets. , 
The . home industry would be able to manufacture lines previously 
unprofitablo if sold at the ruling mainland prices for similar lines.- 
'And, of course, the elasticity of demand is such that a more highly 
priced Tasmanian product would sell in vory limited quantities only.. 
C. Since freight rates do represent a high proportipn of total 
costs- of production, since they are a determinant insofar as output 
policies . are concerned, and since the industry is dependent on 
Mainland markets why did the Cadbury plant locate in Tasmania? 
To an incalculable extent the decision of the parent firm to commence - . 
operations at Claremont was basOd on idealistic considerations. 
In respect of freight rates they represented a smaller proportion 
of selling price awing to lower rates and higher prices.. In add- 
ition, there were other advantages at the time, but these have since 
been lost in comparison with mainland manufacturers over the past 
20 years. 
During the war period transport riestrictions interrupted ex-
perts to New South Wales and South Australia. - In the other States 
shipping control has restricted selling operations but has not 
seriously interferred with either business contacts or competitive 
position. 	• 
308. In dealing with the preblem of Tasmania's insularity it was _— emphasised that tho Tasmanian industry mnst carry much larger stocks 
of raw materials than those plants located in the mainland capitals. 
Not only is there the additionalinterest on capital, st.orage and 
insurance costs, additional losses through deterioration and changes. 
in market values, but also - important in the case of such commodities 
as. chocolate - the manufacturer is unable to quickly vary his 
pattern or production to moot changing conditions. . There are other 
disadvantages derived from the Claremont location, and which must 
adversely in-flume() entrepreneurs when considering the projection 
of now industries in Tasmania. 	For example, the lack of shopping 
facilities, particularly where girls are employed. 	Owing to Sat- 
urday morning closing, and no reinstatement of R shopping night, 
it is impossible for employees in industries outside Hobart to do 
any shopping. 	This forces 'employees to seek work in Hobart where 
they can hurriedly shop th lunch hours or-after finishing werk.at 
- night, but it is also increasing the inefficiency caused by absentee-
ism amongst employees who cannot, Or do-not wish to, change their 
employment. 
(21). Cf. statement in para. 272 (). 
(22) Cf. para. 272 1)) 
o ., 
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30.9. The labour market is extremely limited in Tasmania awing 
to the small population. 	The inability to oxtend awing to short- 
age of the labour supply is a severe handicap to existing industries 
and must doter the establishment of new industries. (23) At the 
present time at the Cadbury factory, production has boon curtailed 
and male labour reduced awing the shortage of female labour. ' 
31., TEXTILES.  
The two soctions of the toxtilo industry with which we shall 
be concerned are engaged in the manufacture of wool yarn and 
woollen flannels, dross goods and blankets.. Since production is 
mainly divided batmen two main concerns we shall treat them 
separately, viz:- o 
(a) Patons & Baldwins Itd. 
(i ) 
	 This company is engaged solely in the production of 
wool yarn. 	Considerable quantities of raw material 
have to be imported from the mainland and for a normal 
year. are as follows:- 	• 	. 
TABLE IL 
Commodity. Quantity. Source. 
- - 
Wool 7,267 tons Victoria. 
Chemicals 1,170 tons Victoria 
General Supplies 490 tons Victoria. 
Wool 663 tons South Australia. 
Wool 61 tons New South Wales . 
Chemicals' 18 tons New South Wales. 
Supplies 41 tons New South Wales. 
Various, minor items are imported from tho United Kingdom 
but these are landed at the same cost at every main 	- 
Australian port and hence all manufacturers are on an 
equal basis. 
Only a fraction of total output is abserbed by tho 
Tasmanian (home) market as is revealed by the following 
table, 
TABLE XIII 
Markot. 	Average Quantity. 	Percent of Total Output. 
(Cubic tons-T- 
Tasmania 200 1.4 
Victoria 	4,860 	34•4 . 
New South Wales 	5,990 42.3 
Queensland 1,480 10.5 
South Australia 990 6.9 
Western Australia 	620 	4.4 
Overseas • 	6 
(23) The textiles industry in the North also experiences 
frequont shortagos in the femalo Labour . market. 	* 
• 	. 	• .... 	 • 
•	 
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No special comment's need to be made in respect of 
distribution of output which is determined on the 
basis of the distribution of population.. - 
(iii) Wool yarn, being a fairly hiFhly priced product, 
the proportion which shipping costs boar to final 
• selling price is only 2.65 per cent. (This figuro 
is calculated by taking a weighted average based on 
• the quantity sold in each State). 	Such expensoc 
are recognised as a factor to be considered but 
only ono among Many. (24.) It is estimated that 
inwnrd shipping costs increase total production 
costs by an average amount of :84d. per lb. of 
yarn. 	The Tasmanian yarn is quoted at the same 
c.i.f. price in each capital city. 
(iv) It is understood that given another chance the com- 
pany would not locate in Tasmania for the factor 
of humidity is not now important with technological 
advances. 	Again, the labour being isolated io - 
unskilled. (25) Hydro-electric pader is not a 
locating factor so far as the t-ixtile industry is 
concerned for the average annual cost is only £9,000. 
Electrical steaming is more expensivo than coal - 
and local Tasmanian coal mined at Stanhope can be 
oconomically utilised provided that suitable' equipment 
is used. 
(b) Kolsall  & Kemp (Tas.) Ltd. 
(i) Although the pattern of production varies according . 
to changes in demand it can be stated that this 
Company cliviaos its total o'rbout as follows: - 
TABLE XIV 
All■■••■•■ 
Product. 	Forcent of total output. 
Domestic Flannels 	- 50 
Dress Goods, Blazer Flannels / 	30 
Blankets 	 20 
(ii) The raw wool used in manufacture is purchased in 
Victoria, Now South Wales, Queensland and South 
Australia, RS well as locally. Aids to manufacture 
are imported from Victoria and, through agents, from 
`. ovorsoas. 
(iii)The entire output is sold on a f.o.b. Launceston 
,basis to all buyers in all states except Victoria. 
So far as this latter state is concerned, in order • 
to compoto for the available demand on a slightly 
more favourable basis the goods are quoted c.i.f. 
Victoria. 	Rival manufacturers quote - f.o.b.- 
Molbourno. 
(24) It is likely that a reduction of the Launcostpn-Brisbane 
and Launcoston-Ferth ratos would widon the market available in those 
two cities. At prosont only very small quantities are oxported. 
(25) The fact of isolation, of course, minimises to some extent 
industrial warfare, 
_ 	 . 	 • 	 • 	 '• • 
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(iv) 	The proportion which shipping costs bear to the 
imported value of raw wool varies, of course, with 
. the ruling price for wool. 	Tho range is from 2 
to 4 per cent whilst an average is approximately 
per cent. 	The proportion which •shipping . 
costs bear to the total value of all raw materials 
is 2 per cent; it should be noted that this 
firm has bought larger quantities of Tasmanian 
wool during the war years than normally. 
Overhead costs are increased by the freight rates 
and landing charges payable on imported plant 
and equipment. • Operations were commenced in 
1923 and hence the present plant is 22 years old. 
Plant replacement should have been carried 
through in 1939 (6% depreciation rate m 16 years). 
Although imported plant ia free of duty shipping 
costs, insurance and exchange charges often in-. 
crease the landing price in Tasmania of plant 
between 80 - 100% on the sterling value. • . 
(v9) 	The table below shows the proportion of total 
output absorbed by the various mainland markets,. 
viz:- 
TABLE :KV 
( v ) 
Market 
Victoria 
NOW South Wales 
!Western Australia 
(Tasmania 
South Australia 
Queensland 
Percentage of Output 
(Average) 
54 
31 
6 
5 
3 
1 
(vii) A figure of 1.84 was abstracted from the Company's 
books showing the average percentage of the final 
price obtained on mainland markets which is 
absorbed by shipping costs. (Or d. per yard, 
27 inch cloth). So far as the total costs of 
production are concerned shipping costs account 
for 2 per cent only but this is said to be a con-
siderable item from the point of view competitive 
marketing. 	In the depression years competition 
was so keen in the Australian market for standard 
flannels that prices wore quoted, in sixteenths of 
a penny. Mainland manufacturers have certain 
freight charges also but no dat • are available 
for a comparative survey. The main factor det-
ermining the maintenance of a 03ompetitive position 
on mainland markets is a reduction of the excess 
productive capacity normally existing. 	This 
frequently resulted in competitive price cutting 
and a•lowering of profit margins. 
(viii)The main rivals of the Tasmanian firm.are the 
Victorian and New South Wales mills which operate. 
to satisfy the home demand; surplus4production 
only is sold in other states, mainly in the form. 
of made up garments. The Tasmanian firm, of 
course, has no extensive local market. 	The prices 
r . t 	v 
• 	 - 	 • 
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of standard domestic flannels arc fixed by tho 
Associated qbol and Worsted Manufacturers of 
Australia and hence there is competition on a, 
product basis only. 	So far as dress flannels are 
concerned there is too much variety in the products 
for any price fixing agreements to be effective; 
hence, there is an intense process of product 
differentiation the emphasis being on 'novelty 
lines. (26) 
(ix) Although the shipping cost item is not one of 
the main determinants of output proximity to 
°market is advantageous for other reasons; and 
although the earlier history of this plant is 
obscure it is quite certain that the Tasmanian 
location was chosen only as a result of a misun-
derstanding between the Australian and Head Office 
(England) directors. 	In respect of power, quite 
apart from the fact that power is not a largo 
element in cost, the differential advantage of 
Tasmanian power, as compared with Victorian, - 
has bean lowered with -the increased rates charged 
by the Hydro-Electric Commission. (27) 	• 
311. WOOL AND PROCESSED SKINS. 
As the British Government arranged with the Commonwealth . 
Government to acquire the Australian wool clip for the duration of 
the war and ono full wool season after the cessation of hostilities 
it was not possible to obtain data from private wool brokers, and 
tho Tasmanian State Wool Committee advised that special freight rates 
on wool were arranged by the Australian Wool Realisation Commission 
with the 'ship operators. 
312' The arrangement with the British Government embraces all wool, 
wool tops,L 	waste not required fpr . use•by Australian manu- 
facturers. 	The principal conditions are . as follaws:- 
(1) The United Kingdom to pay 15.453126d. per lb. (Aust.) 
flat rate price for the wool ih store at the ovorsea 
port of shipment. 
(2) The United Kingdom to pay 3/4d. (Aust) per lb. to cover 
all costs from store at port of ovorsea shipment to 
ship. 
313. In Australia the scheme is administered by tho Central Wool 
Committee (with subordinate State Committees) which controls tho . 
_receipt of the wool into store, its appraisement and shipment overseas. 
From the 1st July, 1912 the price paid to manufacturers -Vias fixed 
by tile Contral'Weol Committee according to a determination notified 
to it. by the Commonwealth Prices Commissioner who determined the 
"appraised price" excluding cost of delivery and a specihl surcharge 
of 10 per cont. 
314. A woolscouring, carbonising and follmongery company calculated 
that total shipping costs incurred on both imported raw material 
and finished exports equal 5.66 por cent of total production costs. 
315. TIMBER. 
Representations were made to both the Tasmanian Timber Ass-
ooiation and the Deputy Controller of Timber Suprliesiand although 
both sources admitted the oxistence of a detailed breakdown of 
'timber production.costs no such figures were forthcoming' 	Reference 
was then made to a sample of timber exporting companies. 
316. The special timbor rates charged per 100 super foot by the 
shipning companies are referred, to in Chapter V. 	The total value 
of timber cut in 1938-39 was £706,756 of which Z571,110, - or 
81 per cent, was exported (Z18,954 overseas). 	In 1943-44,'total 
. 	Y. 
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exports .realicod'£812,326 all of which were Shipped to the Mainland. 
Normally, the Tasmanian market absorbs 19-20 per cent of total 
surplus, and Victoria, as the main market, 60 per cent. 
317. The Victorian millers could afford to reduce their prices 
below the landed cost of Tasmanian timber. 	Victorian timbers are 
sold at the same price as Tasmanian but the proportion going to _— profit so far as the latter are concerned is less the shipping costs 
payable per 100 super feet. 	Lower production costs of Tasmanian 
timbers do not entirely offset this disadvantage, but a lowering 
of the freight rate would not enable Mainland producers to sell in 
the Tasmanian market. 	Pr -war total shipping costs, including 
export and import wharfago, shipping freight (5/-), insurance, 
and stackago oto. on the Mainland, amounted to 6/6 ex Hobart or 
Launceston. 	The imposition of the war surcharge has lifte: this 
pre-war figure to 8/7 per 100 super feet. 	The production costs 
of a normal mill run (28) of seasoned undressed timber delivered . 
into Melbourne yards is approximately 37/1- per 100 feet super. 
Using this figure as a base it. is estimated that shipping costs now 
'absorb 20 per cent of final selling price (approximately 16 pr cent 
pro-war). A reduction of the pre-war rate will be .necessary before 
markets can be oxtendod under normalconditions of supply and demand. 
Such a reduction could possibly be aohievod by the provision of a 
special timber ship and the installation of mochanioal handling 
equipment at port terminals. 
318. PIYWOOD. 
Tho Tasmanian plywood industry is of comparatively recent origin , 
and the finalpattern of production is not yet stabilised as exper-
imental work on different grados to be developod is still in-progress. 
At present the Tasmanian market absorbs approximately 30 per cent 
and the Melbourne market 70 per cone of the total output. 	Tho 
competition for the available market in Victoria is mainly on tho 
basis of product. 	The distributors of such products as masonite 
and oaneite also incur shipping freight rates and/or rail freights . 
mainly from Queensland. 
319. The Tasmanian product is priced at the same level on an f.o.b. 
basis as the Mainland product f.o.r. However, to place the Tasmanian 
Plywood f.o.b. costs 3d. per 100 super feet more than the f.o.t.. 
costs. 	Approximately 7 nor cent of the.final selling price is 
absorbed by shipping costs. 	Laaor freight rates would assist the 
Tasmanian industry in computing with substitute materials. The 
present shipping services are said to be adoquate but froquontly 
stocks have had to be accumulated until space is providod. 
• 320. NEWSPRINT. 
'The average annual output of the Boyor mills is 27,000 tons. The 
major raw materials used aro wood, in log form, obtained from 
.fore'st aroas iathe Dement Valley and transported to the mills 
. by rail, and unbleached sulphite pulp approximately 7,000 tons of 
which are impoitod annually fromCanada. 
321. Tho total output is sold in Australia the approximate dis-
tribution as botwoon States being as follows:- 
(23) Including all the main Sizes cut. 
(26)On these a higher margin of profit is obtained. F 
(27) The Commission took over the Launooston City Council powor 
• scheme under a r000nt agreement. 
• .rt 	 ,14 	■;.X.ISE. , 1. r • 
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- TABLE XVI. 
State Percent. of total output. 
Tasmania 1 
Victoria • 31 
New South Wales 50 
Queensland 5 
South Australia 8 
Western Australia 5 
322. Tho . company is required to pay. on all Tasmania/Mainland trades' 
the basic general cargo rate plus 50%, the loading being applied 
because of the space lost by the shipping companies duo to the 
cylindrical shape of the rolls. 	Data 'for 1939 aro not necessary 
as the Company was not opera ting pre war, the rates below (inclus- 
. ivo of 30% war surcharge) being those at present ruling, per ton 
weight:- 
TABLE XVII. 
••••■••■•• 
oute. . 	Rate per Ton. 
Hobart to Melbourne and Sydney. 79/- 
Hobart to Adelaide. 45/6 
llobart . to Brisbane. 78/- 
'iobart to Fremantlo. 102/4 
• 
• 323.. A broakdaun of shipping costs pro unit -(roll) of product 
reveals that the sea carriage (incl. wharf handling) rate represents 
74.6 per cent of the .total cost,. viz:- 
TABLE XVIII. 
Item. Amount. Percentage of Tetrl. 
: 4. O. 
Sea carriago 47. 2. 
Maino Insurance 7. 11. 
War 'Rick 4. 2. 
6.3 
74.6 
12.5 
6.6 
100.0 
324. The product is sold on a c.i.f. basis in accordance with 
a provision in the sales contract with purchasers. 	It is calculated 
that the shipping costs above represent on the average 11.5 per cent 
of the final selling price. 	This is fairly high but is to be 
oxplainod in toms of tho bulk naturo of the product, difficulty of • 
. handling, and the fairly law price ruling. 	The main locating 	factor . 
is of courso, availability of material in the form of suitable pulp- 
wood. 	The proportion which inward shipping cost's boar to the 
purchase price of.raw materials is 40 per cent and this increases 
total costs of Production by approximatoly 10 per cont. 	On mainland 
markets the main rivals • aro Canadian manufactuors but no data were 
4', • 
• •••'. • 
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325. PATENT RACQUETS. 
Normally the Alexander 1)atent. RacqUot Company is engaged solely 
in the production of sporting equipment, although during the war - 
years sections of the plant were switched over to the manufacture of 
cable drums, switch boxes and munition boxes. 
326. So far as sporting goods are concerned the bulk Of the raw 
materials used in manufacture are imported including ash from England 
and Canada, cane from the Celebes and gut, binding, lacquers, paints, 
.thinners, leather and tools from New Smith Wales and Victoria. A 
•cheaper line of racquets is also made from Tasmanian timbers which 
are substitutable for ash. 
327. It should be borne in mind that the location of tho Alexander . 
Company in Launceston was purely fortuitous and it is freely admitted 
that from an economic point of view it should be located in oneof 
the mainland states. Alexander was a carpentry teacher who could 
not afford to pay the necessary E5 for a racquet. 	In making his 
own he invented a now method of manufacture. "Laminated" racquets 
made possible mass production and the division of labour now extends 
to 30 separate operations. 	A company was floated in 1926 and by 
virtue of the fact that a laminated racquet withstands high tension 
they soon broke in on the world's markets. 
320 .  This Company also operates under a system of price equalisation 
and delivers goods free to any store in any capital city. 	So far as 
country districts aro concerned the goods are consigned to agents who 
distribute to country areas and pass on the road or rail freight 
charges incurred. 	Tasmania absorbs only 3 per cent of total output, 
whilst the Mainland States absorb 75 per cen: and 22 per cent is 
shipped - overseas. 
329.. So far as freight costs on imported!raw materials are concerned, 
the cost of importing English ash is raised about 47 per cent.. The 
timber is transhipped at Melbourne, the cost of which represents . 
noarly 3 per cent of total freight costs from Liverpool to Launceston. 
Losses are incurred in storinT, the timber because insurance for theft 
will not be accepted by insuranoe companies. . 
330. It is calculated that inward shipping costs increase the total 
average costs of production by a5 per cent or 6d. a racquet. The 
average cost of production of a racquet is El. 	The outward shipping 
freight rate represents a further 2.5 per cent of production costs; 
where rail freight is necessary a further 3d. per unit (1.25%) 
is incurred. 
.331.. The Alexander racquet's main rivals on Mainland and overseas 
marke,ts are the Slazenger, Spalding, Dunlop, Brewer and Hedley. 
They are affected by rail freight rates to an extent and also by 
shipping freight rates so far as they sell in Tasmania, but the 
proportion of the Tasmanian output exported is greater than the 
proportion of Nainland-racquots produced thatare imported. 	Hence, 
the total shipping Might bill payable by the Alexander Company - is 
greater. 	A lowering of freight rates would not increase sales, . 
but would raise tho profit margin under which the Tasmanian industry 
is operating. 	It should be noted that Governmental control of 
shipping space reduced considerably export trade in racquets over the 
war years and it is likely that a percentage of overseas business 
has been lost as a result. 
332. To offset shipping costs, it Wc%ri suggested that a Government 
subsidy should be made to industry based on some unit_oott, or 
on a percentage basis according to total value of exports. 	Hence, 
shipping costs as a factor retarding production would be discounted. 
Actually, a subsidy of ak per oent (outward shipping costs — inward 
are incurred by all Australian manufacturers equally with the exception 
:1 
142. 
available regarding the cost of landing Overseas newsprint in 
Australia. 
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of minor items such as those on gut, tools, eto. from.New South 
Wales and Victoria) would not overcome the disadvantage, of Tasmanian 
location beoauso of the difference in Commission charges (not in-
cluded in the .2- per cent above). Mainland companies, selling 
• the bulk of their output on markets in close proximity to the factory. 
incur fewer costs of commission thal the Tasmanian industry. 	However. 
the offsetting advantage enjoyed by the latter, is lower production 
•casts. • 
333. WOODWOOL.  
. 	. • The actual positAan relating to tho level of production and 
cost, structure of the main firm engaged in this industry is obscure 
awing to the destruction.of all plant and equipment by fire several 
. years ago and a recent change of management. 	However, it_Is est 
• imated that normal production would be equal to 22 tons -a week, 
or approximately 1100 tons per annum. . All raw materials and man-
ufacturing aacessories are obtained locally. 
334. The distribution of output according to the Markets in which . 
'it is sold is as follows:- 
TABLE XIX. 
Market, . 'Percent of Total Output. 
Woodwool is used mainly for packing glassware and fruit and was once 
used extensively in Tasmania for packing apples.. - Queensland 
produces large quantities of the product mainly for packing around 
•e.pineapples during certain stages of growth, 
335. The Tasmanian product is . usually quoeed f.o.b. Tasmanian ports 
althoUgh in some cases it is consigned to agents, e.g. in Victoria 
.where the.Company'has established a firm agency system. 	Victoria 
provides the main market awing to the shorter sea route to be tray- . 
ored and lack of serious competition. 	However, the Queensland .. 
. market is the main factor in determining . the stability of the 	. 
Company's activities for unless. at least a quarter of total outp# 
(275 tons) can be Sold in that market the production would haVe 
to be curtailed with a consequent riso in costs. and decline in the 
, profit margin. The Tasmanian product has to compete with the 
. 'Queensland product on the open market on both a price and product 
. basis and an important factor in the former is the freight burden 
that has to be borne by the Tasmanian product. IA fa9tor inflating • 
.- the actual freight charge that has -bp be.paid is the cost of trans-
hipping at 'Sydney. 
336. It was not possible to obtain comPlete data relating to the 
financial operations of the Company for a normal year since to date 
no year can be described as normal. 	Instead, the researcher 
selected sample items from the year ending November, 194!5 from the 
Company's books with the help of tho accountant, viz:- 
Tasmania , 
Victoria 	- 
Now South Wales 
Queensland . 
South Australia 
Less than 1 
• 50 
20 
• 26 
4 
, 
1.1.42a•-•• 	 • 	 r 
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TABLE XX. 
Final Selling Commission Freight Rate Marine 
171:Eace (C) Price of Shipment 7-17)- (A): Paid 	(8). 
To Victoria. . 
£1383 
t2206 
£4434 
o 
£138 
£221 
£443 
£209 
£258 
.£759 
£6 
£13 
£15 
337. Figures for minor items involved in exporting such as cart-
age and packing were not available but the three above are the 
most important expenses. (Note. inclusion of marine insurance). 
In respect of the three shipments above the total of columns (A),. 
(B),' and (C) represents 25.52, 22.30 and 21.48 per cent, respectively 
of final (gross) selling price. 	The average percentage figure is 
23.10,80 far as Queensland shipments are concerned approximately 
" 28 per cent of final selling price is absorbed by shipping costs. 
Such a high ratio of shipping costs to total costs (including profit) 
is to be explained by the law selling value per ton of waodwool and 
its relatively large bulk (cf. cement). The main variety (medium) 
is now selling at £12.10.0 per ton f.o.b. 	Pre war this same 
variety sold for £6.10.0. per ton f.o.b. but realising £10.0.0. on 
the Tasmanian market, whore no shipping Costs were involved. 	The 
Company stated emphatically that a lowering of rates would enable 
larger shipments to be placed on Mainland markets. Wartime 
rationalisation of shipping did not affect shipping space for 
woodwool as the product was granted a priority, large quantities 
'being used for packing parachute supplies. 
338. METAL LOCKS.' 
The firm investigated is the largest Australian manufactuer of 
locks. 	All metals aro imilorted, including sheet and ingot brass,. 
castings and keys. 	Locks represent an extreme case'of a product, 
which is of low bulk but high selling value. 	Hence, shipping costs 
may net be expected to be a determining factor in the planning of 
output policies. , New South Wales absorbs 50 per cent of total 
output the remainder being distributed among the Victorian, Queens - 
land, South Australian and New Zealand markets. 	Only a negligible • 
proportion is sold in Tasmania. 
339. The locks are consigned direct and are sent package rate 
through a shipping agent who pays all shipping costs.and charges 
the appropriate feo. 	Data relating to the proportion which shipp- 
ing costs bear to the cost of raw materials purchased and final 
selling price are presented below for a year of average experience:- 
(A) Cost of Imported Raw Materials and Accessories. 	£,3,223. 
(B) Inward 11"r:eight Charges (Included in A) 	
- 	
- 180, 
Percentage of (B) to (A) 	5.58% 
(C) Total Final Value' of Output (Selling 
price) 	 £21,000. • 
(D) Shipping Costs Incurred in Marketing 
Output (Indluded in C) 	 £120. 
Percentage of (D) to (C) 0.57% 
Percentage of (B) plus (D) to (C) 
(i.e. of total inward and outward 
Shipping costs to price). 	1.43% 
Hence, insofar as shipping costs are a burden at all it is in 
relation to materials imported. 	That is, shipping costs represent 
' 	 ' 	• 	 ,112.2,21.11:222...4i 	0114:ati. 	 C-4 	;.■■■■ 	 • 
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the prico of locating at a distance from the supply of raw mat-
erial not- from the main markets. 	Competition, at prese#, is 
not keen enough to make the shipping cost item a factor affecting 
the firm's ability to place the product on the mainland market, 
although competition may be expected from American imports at a 
later stage.. 
340. CARBIDE. 
The Tasmanian firm at Electrona is bound, under its arrangement 
with the Commonwealth Tariff Board (being 	sole Australian manu- 
facturers of carbide) to deliver carbide to all the main ports 
throughout the Commonwealth at approximately the same landed price, 
which is at present £31.1.11 per ton c.i.f.. The average annual • 
output 1939-42 was 9,000 tons, declining to 6,500 tons in 1943 
awing to a reduction in the requirements of the services. The 
distribution of consumption as between states is as follows:- , 
TABLE XXI. 
State 	• •Consumption. 
(Tons) 
Percent of Total. 
Tasmania 100 •1.3 
Victoria . 	2,000 26.6 
Now South Wales. 3,000 40.0 	• 
Queensland • 1,500 20.0 
South Australia .500 6.6 
Western Australia 400 5.3 
An overseas market existed prior to 1941, about 800 tons per annum 
being absorbed.1 
341. The average cost of landing carbide per ton ecTitra cities 
is £3..8.2, the average f.o.b. value being £27.13.9 and average 
cost of production £23.3.9. 	Hence shipping costs represent 
10.78 per cent of final selling price (£31.1.11), or 12.81 per cent 
of total production costs (including shipping costs). 
342. Twenty years ago carbide was used for domestic purposes such 
as home lighting,'but the demand was small and elastic. The main 
use now is in industrial procossos, and this industrial demand is 
very inelastic. 	A reduction in tho shipping costs incurred in mar.. 
1 .:tilt,; would lower selling price but the resultant effoot on con-
sumption would be negligible. 	However, freight costs would Play 
a major role if Tasmanian carbide is to be marketed overseas. 
Again, inward freight costs on raw material are a considerable item. 
Anthracite imported from Wales at £2.12.3 per to in 1938, now 
costs £9.11.0-per ton this sharp increase being attributed to higher 
landing eosts. 	Interstate imports include 700 tons. of steel sheets, 
5,000 tons of -ooko and 130 tons of tar per annum. 
343. CANNED AND FRESH FISH. 
Reference was made to several firms engaged in tho export of 
fresh and cooked fish to the Mainland but the data available was 
very unsatisfactory. 	In particular, the ratio of shipping costs 
to selling price varied widely from firm to firm, viz:- Melbourne, 
12.5 to 1.75 per oont. ,Consoquently, we shall be concerned,sololy 
with a now firm engaged in both the fresh and canned fish trades / 
Fish Canneries of Tasmania Ltd. Canned fish represents approximately 
four fifths of total output. The Company maintains five centres, 
• 
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namely, at Dunnalley, Flinders Island, Davenport, Launceston 
and Margate 	A Commonwealth wide market is env4.saged when • 
the necessary . production is achieved, but at present Victoria • 
is the main market with Tasmania absorbing 10 per cent only of 
.output. 	The decentralised nature of operations results in 
a somewhat' complicated system of distribution. 	The Flinders 
Island catch is shipped to Launceston and thence transhipped to 
Melbourne, although occasionally a direct service may be avail- 
able. 	Hence, total freight costs are as follows:- 
Flinders Island/Launcoston 	El. 8. 6. 
Launceston/Melbourne 	'El. 0. 0. plus o/- 
transhipment and other charges. 
343. The output from the Dunalley and Margate works is shipped 
via Hobart although a jetty is now being constructed at the latter • 
centre to berth 1,000 - 1,500 ton vessels which will be able to lift 
the fish direct. 	All fresh fish from both Flinders Island and 
the Southern centres is shipped via Launceston. 
- 344. The canned fish is sold direct to wholesalers at an average. 
price of £95 per ton. 	Where transhipment costs are incurred 
the total shipping costs being £2. 184. 6 ,1. per ton, the ratio 
of shipping costs to price is3.1 per cent; where shipment is 
direct from Flinders Island or Launceston this figure is-1.6 per 
cent. Data relating to Hobart shipments are not available as 
the Dunalloy and Kargate plants are not yet working on a normal 
production programme. 	However, tho figures above are sufficient 
to indicate the relative unimportance of Shipping costs in the . 
canning section of this industry. The marketing of fresh . 
fish so far as this Company is concerned is secondary to canning 
and is the moans whereby non-canning varieties included in the 
catch are disposed. Victoria is at present the main market awing 
to that State's proximity and superior handling facilities. 
345. The Australian canned fish market has always boon under 
supplied and, in any case, there will be a complete absence of 
competition for the next two years as d.Y.R..A. will purchase 
all available supplies. 	Ultimately, serious competition from 
American imports must be expected though hero the dollar question 
enters, and in respect of such a commodity as canned fish dollar 
purchases may well be limited to help ration out the available 
dollars for more essential purposes. 	Hence, the Australian (Tas- 
manian) industy may receive for a few years a certain degree of 
protection. 
346. The problem of rail freight charges incurred in trans- 
porting fresh fish from Davenport and Burnie to Launceston should 
be noted. 	The rail freight rate from Hobart to Launceston 
is 35/- per ton; from ijurnie to Launceston it is 45/- per 
ton and as a result no supplies aro obtained from Burnie fishermen. 
The rate DevonportAcluneeston is 32/= per ton and Devonport is 
the main source of supply for the Launceston works except in cer-
tain boom seasons when supplies are also obtained from Dunalley. 
At present fishermen receive £28. 0. 0. per ton for couta, the 
main canning variety. 	The cost of canning 1 lb. of fish is at 
present 10d. (also selling price). The rail freight cost is 
equal to .13d per lb. (or 1.3%) and is included . in this total 
cost. Relative to the value of the finished product, the rail 
freight cost is insignificant. 	However, relative to the price of 
the raw material (3d. per lb.) tho ratio is .13d: 3d (4.33 per cent). 
347. FRUIT JUICS, 
* The two main companies engaged in this industry wore approached 
and it is convenient to treat them separately, viz:. 
- •••1:--L ,•,•• 	 
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:(a) Lochiel Liquors. (Launceston). 
This Company has only expanded to anything like its 
present productive level in the last few years and hence 
it is not realistic to refer to pre-war data. 
Actually, the liqueur industry in Northern Tasmania 
commenced operations in the form of a hobby in a 
businessman's week-end cottage on the banks of tho 	. 
River Tamar. With an export markot absorbing 85 per . 
cent of a total output of 12,000 cases por annum the 
plantis not well situated at Launcoston. Again, 
three-4uarters of the raw materials andaids to manu-
facture arc imported from the Mainland, including sugar 
from Sydney and bottles from Melbourne. 
(ii). The average prico realised per case c.i.f.. any capital 
city is £5.10.0. 	Shipping costs to the - mein markets 
in Sydney and Melbourne are 3/- to W'ostorn Australia. 7/6 
and to Brisbane 6/- per case. Respectively these 
costs represent 2.7 6.8 and 5.5 per Pont of final 
selling price.. Hence, the overallrelation of shipping . 
costs to (equalised) selling price is 5 per cent 
oxactly. 	This fairly law figure is to bo expected 
from the nature of the product. 	Howover, it is 	• 
understated to the extent of insurance charges which 
are at it high.rate to cover the effects of wharf 
. pilforage, especially in Sydney (during the transhipment 
poriod.) Another concoalod cost is the inability to . 
. ship direct to Brisbane and Perth thus preventing agents 
buying in large quantities of say 300 - 600 cases. 
At presentdirect boats run to Brisbane onco every two 
months only and to Perth once every throe months only. . 
.(b) Pert Huon Fruit Juices Pt 	Ltd. - 
(i) 	This Company commenced operations in 1940, the present ' 
annual level of production 1,ioing as follows:- 
TABLE XXII. 
      
Product 
 
Quantity (1944 figures) 
      
Raw Fruit Juicos) 
 
210,000 gallons. 
10,000 cases 
2,000 cases 
Fruit Syrups 
Liqueurs 
Wine Cocktail 
 
      
Raw fruit totalling 1,500 tons annually is obtained • 
from' local growers, whilst sugar is imported from Sydney. 
on a o.i.f. basis. 
Most linos are quoted f.o.b. except t.hosa exported to 
Victoria, which are quoted c.i.f. for compotitive 
reasons. (Average Victorian production of wine and 
spirits is approximately 7,000 proof gallons annually). 
(iii) Berry syrups, cherry 1iquour and other liqueurs aro 
priced f.o.b. Hobart at 19/=, 110/6 and 135/6 por 
dozen. 	Total shipping costs to Victoria (main markots) 
equal 1/9 per dozen and hence shipping costs roprosont 
-8.4, 1.6 and 1.3 per cent rospootivoly of selling prico. 
(i) 
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The main factor in marketing this product is not one 
involving transportation cost but tho sales efficiency 
of agents. 	For example, the South Australian market 
. for Port Huon fruit juices is an extensive one due 
• solely to the vigorous selling policy of the firm's  
• agencies. 'Wherever possible, shipments are sent direct 
from Hobart, but those for South Australia havo to 
be railed to Launceston because of the lack of direct 
shipping contact between Hobart and South Australia. 
The shipping cost item of 2/3 per dozen Launceston,/ 
Adelaide is, therefore, increased by 2/2 per dozen to 
• cover the rail freight. 	Using the same price data 
as before the proportion of selling price absorbed by 	i+- 
shipping costs is 18.2, 3.8 and 3.2 per cent respect-
ively. 
(c) General, 
A reduction in the ruling freight rates would almost cortainly 
result in competition from Mainland manufacturers, who are only 
provonted from breaking in the Tasmanian market by the freight costs 
they would incur. 	So far as overseas markets are concerned, orders 
could not ho accepted during the war but it is anticipatod that 
shipments will soon be sent to Iraq, Africa, India and the East 
, Indies, 	Availability of shipping rather than froight_costs will be 
the determining factor, since the linos to be exported aro the highly 
priced liquors. 
346. JAMS AND CANNED FRUITS AND VEGETABLES. (29)_ - 
In order to errive at an average distribution of the products 
of this important industry (or group of industries) as between local 
. and oxport markets an average of five selected yearshl.s been calculated, 
vizt- 
TABLE XXIII.  
Market. Percent of Total Output. 
. . 
Tasmania 9 	. . 
Victoria 30 
Now South Wales 27 • 
Quoensland 3 
South Australia . 2.5 . Wostorn Australia 1.5 
Overseas 27 . 
349. Only you limited data wore available in respect of the relation 
of shipping casts to the cost structure of the industry but the 
largest concern (H. Jones e‘: Co. Pty. Ltd.) submitted a figure of 
3.5 per cent as tho proportion of total cost of production absorbed • 
by shipping costs. 	This 3.5 per cent is in excess of the 3 per cent 
gross profit margin (30) on which the Company operates. 	The present 
lovol of not profit is only 	per cent on that part of total output 
cold in Australia. 	Any riso in the present profit doponds upon 
(20) For obvious reasons it is more convenient to -4.reat processed 
applos with frosh apples in the agricultural group. 
(30) Out of which taxes are paid. - 
\, 
"c) 
leferelico Paras. 
1L41:1 
t 
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either a reduction of Company taxation, or a rise of final selling 
pricos or a reduction in shipping costs. 
350. Although, the Tasmanian industry has the advantage of long 
establishment and is able to exploit the oconomies to be derived 
from large scale production mainland factories situated at the 
source of supply for tinplate, sugar, labour and all abhor 
factors (with the exception of berry fruits), are lowering their 
cost structure. 	Hence, it is likely that shipping oosts will be 
a more important factor than in the past. 
351. Before proceeding to our noxt section, a discussion of 
the effocts of shipping costs on the Tasmanian mining industries, 
it is convenient to summarise the above data relating to the 
proportion of final soiling price absorbed by shipping costs, (31) 
viz: 
TABLE XXIV. 
Percentage Relation of (Out- - 
ward)Shipping Costs to 'Final 
Selling Prtoe. 
Woodwool 
Metal Locks. 
Carbide 
Canned fish 
Fruit Juices 
and Winos. 
Wool and 
skins. 
Processed 
Jams and • 
Canned Fruits etc . 348 c 350 
1938 (Average) - 20.19 
1944 (Average) - 27.52 
Normal average for all pro- . 
duction - 6.5 
Patons and Baldwins:- Normal 
average - 2.85 
Kelsall and Kemp:- 
average -. 1.84 
Shippin costs as a % of Production costs - 5.66 
.resent Fro-war Reug 
Present figure 	'7 
Average figure 	11.5' 
Shipping costs as a % of Pro-
duction costs (Avorago .all 
lines) - 2.5 
Victorian shipmonts - 
Queensland shipments - 28 
Normal average - 0.57 
Present figure (Fair average) 
- 10.96 
Present figures - . 3.4 1.6 . 
(Av..2.35) 	• 
Lechiol(Liquers). 	. 
Vic. 	2.7) 
Queensland - 6.8 	)Av. 5.0 
- 5.5 
Port Huon Fruit Juico Ttd. 
Vic. Berry Syrups - 8.4 Av 13.6 
rITO-r-ry Liquour 	1 • 6 )Av. 2.5 Other Liqup.s - 1.3 ) 
S.A. Berry Syrups -18.9)Ar.:13.6 
7717e7ry Liqueur - 3.8)Av.2.5. 
Other liquors - 3.2 ) 
Shipping costs as a % of Pro-
duction Costs -.3.5. 
Timber . 
Plywood 
Newsprint 
Patent Racquets 
Comont 	274 - 290 
Chocolate and 
Confectionery 	291 . 309 
Toxtiles 	310 (a) (b) 
311 - 314 
314 317. 
318 - 319 
320 - 324 
325 - 332 
333 . 337 
338 - 339 
340 - 342. 
•13 - 346 
347 (a) & (b) 
Normal. 
i8. 
• (3.1) Vi.de also 01aptor VIII. 
• 1...,itile+i ■••■ii■AOest.,.. 1.7‘. `o:,,,, 
.• 	. 	.1. 	. 
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It will be obsorved that the abovo porcontage figures range from 
0.57 to 27.52. 	Of course, any averago figure for the overall 
relation of shipping costs to final selling prico would not be 
realistic, and, in any case, the data are not strictly comparable 
and henco not amenable to such treatment. We may, however, group 
the industries according to the percentage figure of shipping 
costs to final selling price, viz:- 
Class I, (Over 20 per cent) 	. 
Cement 	- 20.19 to 27.52 
Woodwool - 23 to 28. 
Class II. (11-20,per cent) 
Timber 
Berry Syrups 
Newsprint 
Carbide 
20 . ' 
Class III. (6-10 per cent) 
Plywood 	- 7 
Chocolate & 
Confoctionory - 6.5 
Class IV. (2-5 oer cont) 
Wool and Promised Skins 
Lochiel Liqueurs 
'James and Canned Fruits 
- 5.66 
• 5.0 
- 3.5 
Class V. 	(less than 3 per cent) 
2.85 Yarn (Patons and Baldwins)- 
Port Huon Liqueurs - 2.5 
Patent Racquet! - 	2.5 
Canned Fish - 2.35 
.Woollen Cloth (Kolsal & 
Kemp) - 1.84 
Metal Locks 0,57 
It should be remembered that each of the above industries have one 
faotor in common, namely, that the bulk of total output is exported 
to interstate or overseas markets. 	Of the six industries in 
Classes I and II, although shipping oosts represent an important 
itom of cost it is not likely they played a decisive influence 
in the location choice. 	But, with the sole exception of carbide, 
they do lower the proportion of final selling prioo availablo 
for profit and hence place the Tasmanian oxporter at some compet-
itive disadvantage. 	In respect of the eleven industries included 
in Classes III, IV and V it is only necessary to rofor again to 
thd . problom faced by Cadbury-Fry-Paseall. There can be little 
doubt that the factory, from an economic point of view, should 
not ho located-at Claremont and the freight burden is one of the 
main oosts of isolation. 
352. It is now proposod to analyse the shipping cost problem 
in relation to the overall cost structure of the main Tasmanian . 
Mining industries. 
353. COPPER. 
Tasmania is the chiof source of copper in the Commonwoalth, 
approximately seven tenths of total production aiming from this 
State. The Mt. Lyon Mining and Railway Co. Ltd. at Queonstown 
operates the State's largest copper deposits at M. Lyell, in the 
West Coast Range, from which electrolytic ooppor is produced. 
, 	• 	 • 	 ‘Lit 	,L;s4^{444.1i.' • -■'■■se.r.; i:, ' 	 • 
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The only othor producer is the electrolytic zinc company at 
Rosobery which treats complex ores containing a small percentage 
of copper. 
354. The copper mined in Australia is sensitive to price movements. 
At the outbreak of war in September 1939 the price of copper in 
London was £.Stg.51 per ton. 	This was subsequently increased to 
£.8tg.62. 	Australia's annual production is between eighteen and 
twenty thousand tons of which Mt. Lye 11 produces 12,500 tons. 
Prior to the war Australia produced sufficient copper for her awn 
needs and had an exportable surplus. 	Soon after the outbreak of 
war in September, 1939, the British Ministry of Supply expressed 
its willingness to purchase, under contract, any surplus electrolyt-
ic copper up to 7,000 tons but with expanded production in the 
munitions industries no quantity boeame available for export. 
In fact, the Commonwealth, during the latter war years, produced an. 
1y50 per cent of its total requirements. 
355. In Australia the price was fixed at £A63.17.6 per ton on 
19th December, 1939. 	Increased mining costs.raisod the price by 
various steps to £100 per ton plus a,£5 bonus on all copper produced 
above the base tonnage sot by the Commonwealth Controller of Yin- - 
orals for each company. 
356. Copper is marketed in differnet shapes and forms. On the 
London Metal Exchange unrefined copper is deliverable in slabs 
or bars, fire refined copper can be delivered in cakes, ingots 
and ingot bars, while electrolytically refined copper is deliver-
able in the form of cathodes, cakes, ingots, ingot bars and wire. 
bars. 	These exterior forms of copper are mostly determined by 
the purpose for which the metal is used. 	Thus the cake is par- 
ticularly suited for rolling copper plates, the wire -bas for 
wire production,' and the ingots for casting and tho production of 
alloys., 
3f7 • Prior to the immediate pre-war years, when -the Commonwealth 
began to consume the whole of Nt. Lyell!s copper output, the 
Company exported to Great Britain and sold its copper on the 
London Metal Exchange in electrolytically refined wire bar, or as 
cathode copper. 	The course for either vire bar or cathode deter- 
mined what course was adopted. A 'premium was allowed on wire bar 
above cathode copper. 	If wire bar was required, for export, the 
cathode copper had first to be shipped to Port Kembla and there 
melted into wire bar by Metal Manufactures Ltd., a Company in 
which Mt. 1-yell itself is largely a shareholder. 	From Port Kembla 
it was reshipped to London. 
368. Factors entering into marketing, or what the 'Company calls 
realization, costs at this stage were:- 
(1) Freight charge to Regatta Point (Macquarie Harbour) per 
the Company's railway. 
(2) (a) Shi,pping and insurance charges to Port Kembla (32) 
together with handling expenses, if wire bar was 
required. 
(b) If not wire bar, but cathode, then shipping and 
incidental expenses to an Australian port where 
it could be picked up by an overseas ship. 
(3) Melting into wire bar at Port Kombla if (2)(a) operated. 
(4) Reshipping to England, together with insurance and handling 
charges. 
(5) 	Storage and marketing costs charged by tho London Metal Ex- 
change. 
T3 2) Vessels plying the Strahan trade are of the-m speoial purnes-7- 
class. • They must be able to work Macquarie Harbour on a relatively - shallow draft when loaded. 
_ 	• •-. 	 . . 
•• ■•• , 44  
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For that part of the copper which was required in Australia, 
numbers (4) and (5) do not apply. 	Realisation costs over tho • 
period 1921-39 wore maintained at a fairly steady figure when 
accounting for approximately 9.6 per cent of total costs of pro- 
duction. 	It will be observed that item (1) abova'should not be 
included according to our definition of shipping costs but the 
-available data do not separate out each item'. 	Hawevor, it is 
not likely that the inclusion of local freight costs exaggerate 
to any groat oxtont the ratio of shipping costs to total costs 
of production and/or selling price. 
TABLE XXV. (33) 
ANALYSIS OF COSTS OF PRODUCTION AND MARKETING OF COPPER PER TON( A.) 
Item. 	Av. 	1916-21 	1933 1935. 1936. 1937. 1938. 1 939. 
Mining 	29 1.8 20.0 23.2 25.9 29.5 28.8 
Treatment 	33.5 14.8 14.0 14.2 15.8 18.2 19.2 
Managoment 3 1.6 1.3 1.5 1.8 1.7 1.3 
Roalisation(A) 12 5.2 4.6 4.5 4.2 4.3 4.5 
Total 	77.5 46.6 46.2 43.4 47.7 53.7 53.8 
Less Procious 
Metals and 
Pyrites. 	_ 4.9 6.5 6.7 6.3 7.2 7.4 
Total Primary 
Costs 	(B) 	77.5 41.7 39.7 36.7 41.5 46.5 46.4 
Prospecting & . 
Dovelopment. 	5 2.3 2.0 2.5 2.2 1.6 2.0 
Depreciation 	4.5 2.2 2.5 3.5 3.8 4.0 4.8 
Total Secondary 
Costs 	(C) 	9.5 4.5 4.5 6.0 6.0 5.6 ' 	6.8 
r. 
Total Costs 	(D)67.0 46.2 43.2 42.7 '47.5 52.1 53.2 
London Price 
of Copper 
£A(E) 	102.0 46.0 41.8 50.9 75.5 56.0 61.6 
"I Profit or 
Loss per ton 	415.0 40.2 -1.4 48.2 428.0 43.9 48.8 
H 
Poroont of 
(A) to 	(B) 	15.5 12.5 11.6 12.3 10.1 9.2 9.7 
Porcent of 
(A) to 	(B) 	%- 
plus 	(C) 	s 	13.8 11.2 10.4 10.5 8.8 8.3 8.5 
Percent of 
(A) to (E) 	11.7 11.3 11.0 0.8 5.6 7.7 7.3 
It will be observed that the proportion of both total costs of 
produotion and soiling prioo absorbed by shipping (realization) 
costs has steadily declined sinoo 1933, and in 1939 representod 
8.5 and 7.3 per cent respectively. 	Note, however that the 
market price of conper was often so law that tho industry had 
difficulty in meeting total costs. During tho war years total 
(33) Data for this table oxtraotod from Mr. Brinsmeadis thesis. 
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costs have risen due to (1) the increased prices of factors enter-
ing into production and (2) an intensification of the scale of • 
operations with the existing plant and a dwindling supply of 
labour.- .It is likely that costs are now approaching their 
previous high level for the 1916-21 period of £87 per ton. 	This 
is largely due to the diminishing returns arising from the 
geographical nature of the oopper lodes (see(2) above). 	The 
factor of diminishing returns is the main determinant of the 'level 
of costs and the profit margin. 
359. Since 1939 markoting procedure has changed somewhat. Mt. 
Lyollfs copper is all shipped via Regatta Point to Port Kembla 
where it is melted into wire bar by Metal Manufactures Ltd. for 
the Commonwealth Government. 	This process is an expensive one. 
Tho Australian price for refined electrolytic wire was fixed at 
£100 per ton delivered buyerts premises. 	Just where the Common- 
wealth Government has required delivery is not known. 	Metal • 
Manufacturers Ltd., acting as Agents, sell the copper to the 
Commonwealth Government receiving payment in full, and out of such 
deduct all marketing expenses, and remuneration for melting. 	The 
main difference is that price is, for the time being, no . longer a 
fluctuating factor, and'allooPper goes to Port Kembla. 	The 
Commonwealth Government purchases the whole supply and export is 
banned. 
360. ZINC.. 
Of the 163,386 tons of zinc produced in Australia in 1936, 
Tasmania aontributod 25,366 tons from ores mined in the state, and 
. produced 69,820 tons of refined zinc at the Risdon plant. 	The ' 
chief source of zinc in this state is zinc blonde, a sulphide 
. of the metal. 	These deposits contain silver, lead, coppor and 
gold the recovery of which adds to the profitable working of the 
zinc. 	Tho best known deposits are thos of the Reed-Rosebery field 
whore reserves of 1,500,000 tons carry from 18.4 per cent to 21.3 
per cent of zinc, 6.4 per cent of lead, 8.5 ozs of silver and 
2.12 dwt. of gold per ton. ' The acquisition and final successful 
exploitation of the large zinc body came as a result of the 
successful refining of zinc concentrates to the pure metal by the 
Electrolytic Zinc Co. of Aust. Ltd., at'. Risdon. 
361. From the point of view of the theory of the location of 
industries it is interesting to note briefly the following. In 
the pre 1914-10 war period such factors as cheap fuel, law labour 
costs, long experience and close control prevented Australia 
competing in the world market by treating her awn zinciferous raw 
material. 	Further, in 1013, Australia was importing from 30,000 
to 40,000 tons of brimstone from Sicily and Japan for sulphuric 
acid manufacture. 	Hence it 'became obvious that if Australia could 
treat her awn zinc sulphido and recover the sulphur for superphos-
hato manufacute, for which thero was a growing demand, 'zinc 
production -would become much more profitable. 	North Broken Hill 
South,Brokon Hill Ltd., and Zinc Corporation Ltd. became 
interested for the reason that thoy wore anxious to find cheap 
troatmont in this country for thoir zinc concentrates shipped 
ovorseas. 	By applying the lectrolytic process to their sulphide 
ores, these companies developed a suitable way of troatment. 	The 
deciding factor in tho choico of location for a treatment plant 
depended upon .cheap electrical power. 	In this regard Tasmania 
had the outstanding advantage; for choap hydro-electric power 
had already been developed by an extensive Government hydro-electric 
scheme (commoncod in 1914.) 	The present Company now has a paid 
up capital of 3 million pounds and production has now roached the 
capacity of 200 tons of zinc por day, using approximately 42,500 H.P. 
of plower (34). 	The works are situated at Risdon, five miles from . 
(34) Supplied by the Hydro-Electric Commission at a contract price 
of £2. per 11,P. 
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Hobart on the banks of the River Dement. 	Besides the production 
' of Zinc, superphosphates fertiliser are manufactured from sulphurio 
aoid recovered as a by-product. 	Another by-product is oadmium, 
small quantities of which are present in the zinc oonoontrate. 
362. At present zinc concentrate supplies are drawn from Broken 
Hill (N.S.W. ) and Rosebery (Tas.) in the approximate proportion 
of two thirds and one third respectively. Approximately, 
70,000 tons of zinc and 175 tons of cadmium are produced annually 
together with a lead silver residue containing approximately 
. 2,400 tons of lead and 211 ozs of silver". 	The approximate pro- 
duction of superphosphate fertiliser is 22,000 tons per annum. 
.363. The production and marketing of zinc may be summarised thus:- 
Mining at Read-Rociebery. 
Concentration at Rosebory. 
Roasting or calcining at Zeehan. 
Transport to Risdon. 
Purchasing of Broken Hill concentrates and transport to Risdon. 
Risdon Electrolytic treatment. 
Marketing costs (Australia and overseas). 
Item (a) above may only be considered the cost of locating in 
'Tasmania in a limited sense, for transport costs of a similar kind 
would have been incurred whorover the plant was located. 
' 
364.. Tho first transport phase is the conveying of the crude ores 
from the mines to the Rosebory reduction mill. 	The copper con- 
centrato is railed to Dumb ° and shippod to Port Kembla where it 
is smelted, refined and melted into metallic copper. With the 
copper the greater part of the silver and gold is rocovered. 	The 
load concentrate is railed to Burnie and thence shipped overseas 
e.g. to the United States. 	This concentrate contains 35 per cent 
of lend. 	The production of these two metals is on too limited 
a soalo to allow profitable troatment by the Company, and is 
thoroforo disposed of as indicated. I 
365. The third and final float, that of zinc, is railed to . Zeohan 
for further reduction in the roasting plant which reduces the 
sulphur contont by about 50 per cont. 	It is then railed via 
Burnie to tho Risdon troatmont float. 	This concentrate consists 
of 82 per cent zinc. 	It is understood that tho Zeehan plant is 
to be superseded by a roasting plant at Risdon whore it is hoped 
to make use of the sulphur. 	As the Electrolytic Zinc Co. is 
primarily a treatment company, it is concerned with the purchasing 
of additional zinc concentrates to allow economic troatmont of its 
own ores whilst concerning itself with the production of electro-
lytic zinc. 
386. Tho additional concentrates which form the bulk of the raw 
material arc purchased from North and South Broken Hill and Zino 
Corporation mines. 	The oxisting contract governing the purchaso 
of this conCentrate supply was made in 1930 and expires this year 
(1945). 	Tho price of the concentrate f.o.b. Port Pine, or other 
Mainland port, is based usually on the average price of zinc 
rooeived each year. 
367. As montioned.earlior the deciding factor favouring the choice - 
of Risdon was tho availability.of cheap electric power, ossential 
for the metallurgical procoss employed in zinc manufacture. 	The 
required quantity of power (45,000 H.P.) is made available by the 
Hydro-Eloctric Commission for the low price of £2 per h.p. Two 
othor locating factors should bo noted. 	Firstly, Risdon's 
facilities for interstate and ovorseaS shipping made it ideal 
for the shipping of concentrates from the mainland and for the 
oxporting of refined olectrolytic zinc to overseas and .mainland . 
markets. 	Secondly, Hobart Was of suffcciont size to supply labour 
(now approximately 1500 employees.) 
• 
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368. No data were available in respect of production costs and 
hence it is not possible to compute the ratio of shipping costs 
to total costa. A dividend of 14 per cent was declared in 
1939-40. 	We may -, however, relate . tho shipping freight rates 
(only) ruling pre-War to final selling price, viz:- 
(1) D.M.E. price (Aug.1939) 	£A25.8.9 per ton. 
(2) Freight rate to England. : 28/- p
• 
er ton. 
(3) Percentage of (2) to (1) 	: 5.5 
(4). Australian price (delivered 
buyers' works) 	: EA20.0.0. per ton. 
(5) Freight rates. (35) 
(Melbourne 	: 20,4. per ton 
(Sydney : 20/- por ton 
Hobart. to (Brisbane : 39/- per ton 
(Adelaide 	: 20 per ton 
(Perth per ton 
• 
(6) Freight rates (5) as a 
percentage of Aust-
ralian price.. 
' 	(Melbourne 
(Sydney 
Hobart to (Brisbane 
(Adelaide 
(Perth 
: 5.0 	 • 
: 5.0 
. 9.7 
.: 7.0 
:13.1 
369. Although Tasmania ranks high as a producer of zinc concen-
trates, the output of metallic zinc output is small. 	This 
indicates that smelter accommodation has been provided cheaper 
elsewhere, principally in Belgium and Germany. The only plant 
operating in Australia is the Risdon works. 	The advantages of 
cheap_ . 7 . nd. water transport facilities have resulted in very 
law production costs. 	The capacity of tho plant has increased 
during the war, and but for wartime difficulties production would 
have doubled. 	If the demand for zinc oontinuos to remain firm 
it is likely that all zinc concentrates /Produced in Australia 
will find electrolytic smelting accommodation at the Risdon plant 
which will become one of the leading zinc smelter countries in 
the world. 
370. SILVER LEAD. 
Productive silver mines have generally been confined to the 
West Coast Range and the chief sources of extraction have boon 
from galena, a silver lead sulphide mined at Zeehan, Dundas, 
North Mt. Farrell, Mt, Magnet and the Mt. Claude district, secondly 
from blister copper mined at 114-- Lyoll and thirdly from complex zinc 
load sulphide ores of the Reari-Rosebery field. 	With the re- 
opening of this latter field by the Electrolytic Zinc Company 
in,11936 the zinc lead ores from that field then became easily 
the,most important sources of silver in this state. 	Dead on the 
other hand, has boon produced in joint supply with either silver. 
or zinc or both. 	In 1939, 11,020 tons of lead wore produced 
and 1,278,116 ounces of silver, being valued at £A173,670 and 
£118,310 respectively. 
371. Transport costs first enter the cost structure of the Tas-
manian- industry in the carriage of the ore from minos to milling 
plant. 	A company's lease may bp extensive, covering some 
hundreds of acres, or a company may mine several leases at vary- 
ing distances from the reduction works. 	The reduction 	plant 
is placed so as to reduce costs of transport from all those points. 
Secondly, there is the transporting of the concontra -to to the 
smelters. 	For this reason smelters aro generally in close prox- 
imity to the reduction plant as at Mt. Isa. Whore the outpUt, 
of a mine does not warrant the erection of a smelting plant, then 
the . transport. of the concentrate becomes necessary.. 
371. TIN. 
Tasmania ranks equal with Now South Wales as a source of tin in 
Australasia. 	Production has declined since 1918 although increas 
ing slightly since 1938. 	The annual value of tin mined has also 
declined for somo years, yet recent years have shown a material 
increaSe duo to the high fixed prices for the product in this 
country. 
' 
• ••.ialvadd:+01.,.:':u.. 	 .: • 
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The Tasmanian companies, having no smelter accommodation must 
forward all concentrates overseas, and hence shipping costs are . 
a largo item of cost (reducing the selling price if sold f.o.b.) 
372. For the reason that produotion of lead is too small to 
warrant local smelting, marketing for the Tasmanian producer - 
finishes early. These producers are approximately 80 miles from 
the port of Burnie, and the freight cost over this distance 
approximates tu about 10/- per ton for Rosebery and £1.5.0 for 
North Mt, Farrell. The foreign buyers sometimes purchase f.o.b. 
Burnie, and others require delivery to their smelters. 	North 
. Mt. Farrell and Magnet concentrates are concentrated to about 
70 per cent metal and, pre-war, were shipped to Belgium. 
Rosebery concentrates of 50 per cent metal have been sold,princ- 
ipally to America. ' The disadvantages of transport are more than 
offset by the concentration of smelting in the law cost plants 
provided by continental and American interests. Further, as lead 
exports from Australia are very considerable, and even if smelting 
took place in this State, the bullion would still have to find 
overseas marketc the only advantage being that of shippingfinetal as 
against concentrates, which carry anything from 30-50 per cent. 
of waste material. 
37:5. The North Mt. Farrell Field. 
After the ore is milled to a 75 per cent concentrate carrying 
approximately 88 ozs of silver to the ton, it is railed to Burnio 
at a cost of 23/7 per ton. 	Prior to the war, a most remunerative 
market was found in Belgium for the concentrate, where there is 
also 	smelting accommodation. 	The wartime procedure has 
boen . to.ship to the United States, where it is sold as a ooncen-
trate to smelting companies for approximately £18 not per ton 
calculated on the metal returns, although prices vary from month 
to month in America. 
374. The wartime shortage of shipping space has meant that large 
quantities of the ore have had to be stored at the Burnie wharf 
in anticipation of a ship being available. 	Hanang and wharfage 
charges total 8,4- per ton. 	The American smelteries purchase the 
ore delivered at their premises. 	Such a procedure throws the 
burden of shipping and insurance on the Company. . Insurance rates 
are 25 per cont of the declared value on all concentrates entering 
the country. 	Were it not for the dollar exchange ratio, which. 
is now in favour of exporters, marketing in the United States 
would ho uneconomic,. 
375. Rosobory • 
This field is, of course, tho chief source of load and silver 
in Tasmania. 	However, the mine is mainly worked as a zinc mine 
and the continuance of the mines at Rosobery as silver-load pro-
deers is largely dependent on tho profitable Production of zinc. 
Production costs are carried by a number of metals produced, but 
a serious faTi in the zinc market could bring economic production 
to a close. 
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TABLE XVII. 
Itom Percentage of Total:Cost. 
Wagos 	- 53 
General Stores . 19 ' 
Plater 	(Lease .Rights and Races) 11.8 
Power (Electric) 10 
Administration 6.1 
Renewals and Repairs 0.1 
Freight and roalisation expenses are normally deducted from gross 
profit (36) but on the basis of say Od. gross profit per cubic 
yard of drift, freight and realisation expenses would not absorb 
more than 0.3 per cent of total production costs or 0.14 per cent 
of final soiling prico. (37) 
'.' 381. Quito apart from the law absolute figure for transport costs 
they cannot be considered a factor having any bearing on entre-
preneurial policy. 	Either high extraction or high reduction oosts 
result in an over-all high cost structure. 	High oxtraction or 
reduction costs are due to a combination of the following factors:- 
(a) Insufficient mochanisation, scale and modernisation of plant. 
(b) The nature of tho deposits worked, which are oither of small 
oxtent or law content. 
The hope of substantially reducing production costs can only come 
bys- 
(a) Bettor deposits. 	j. 
(b) . Improved technical mothods. 
(o) Increased mechanisation and modornisation of plant. 
(d) A roduced wago rate for operating labour. 
It should bo noted that tho wartimo incroase in output was only 
possiblo duo to tho high pegged price of tin, resulting in former 
extra-marginal producing fields re-entering production and an 
influx of now and modern capital equipment. 
362. Summing up we may say that the factor of transport (both 
rail and sea) looms largo in the mining cost problem. 	Tasmania, 
hOwever, is fortunate in that her mineral lodoe are reasonably 
albs() to th-o ports, but there is the high cost of railway operation 
over diffioult and Wet terrain ovor stoop grades. 
383. Mineral oros are not only bulky and hoar but their valuo 
espeoially in the case of non-ferrous metals, is law rolativo to 
thoir weight. 	Copper and tin ores in Tasmania carry only a 
little moro than 1 per cent metal, and zinc load ores, . , although 
carrying 20 por cant zinc and 8 . per cent load, aro proportionately 
lower in valuo. 
TM) As also are the cost's of prospecting, doprociation, incident-Wi- t expenses and head offico administration. 
(37) In the case ofsohr,elit; the percentage of shipping costs 
to final soiling price is a maximum of 0.5 per cent. 
" 
, 
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For non-ferrous ores particularly the close proximity of the 
reduction plant is important and in Tasmania all ores are con-
centrated by reduction plants at the minos. Transportation 
is the prime factor dotormining the location of crushing and 
concentration mills, with power considerations ranking high. 
384. Smelting, refining and procossing plants are determined 
by sovera ,1 factors. 	The size of plant with access to agents 
and onergy resources is the most important. 	Transportation 
costs compel the location of smelters as near as is.practicable 
after considering all factors to the place of reduction. Refining 
and oloctric smolting plants are primarily driven to cheap eloctrio 
. power . resources. 	Hence, the reason why Tasmania was chosen as the 
location of copper refining, electrolytic zinc manufacture and 
aluminium smelting. 
385. Finally, we must turn our attention to the primary industries 
nearly every ono of which is dependent upon mainland and/or over-
seas markets. 	Nonce, although transport costs cannot be con- 
sidoree„ a factor determining location, they are worth close study 
. from the point of view of their affects on marketing and the 
net return to the producer. 
386. MEAT. 
As a result of the report of the Board of Enquiry appointed 
in 1933 to investigate the oporations of the State Moat Board 
and questions relating to the Moat Export Industryctho State 
Govornment decided to repeal all legislation framed under the 
Meat Industry Encouragement Act, 1924, to 1932, and on the 22nd 
December, 1933, an Act was passed called "Tho Meat Industry Act, 
1933". The Act provided for the establishment of a "State Moat 
Board" for the encouragement of the, export of moat from Tasmania. 
387. In November, 1937, the Act was amended to allow the Board 
wider scope and also to release the capital of the Board for use 
in developing the export industry. (38). The amendment provided that 
the Board may apply any moneys at its disposal for the purpose of 
engaging in and carrying on, any business An relation to the 
preparation, processing and marketing'.of moat for export. 	Prior 
to the Board, operators from private companies bought on the hoofi 
Such speculative guesswork is now eliminated for the grower is. • 
paid on the basis of a weighed and graded carcase at full export 
price. 
38.8. In order to control the standard of exports the Board has 
agreements with private freezing works at Somerset, St. Leonards 
and Hobart. 	The o onditions of the contract cover the receiving, 
processing, bagging, freezing and transport of the carcases to the 
, ship's .sido. 	Procossing charges undor the agreement aro at the 
l rato of id. per lb. dry weight for lambs and .7/0 ponny for sheep. 
- 
1589. The Board arrived at a definito cost of placing carcases 
• on the London market (1937-9), and tho following figures give • 
the actual oost of thoaJexported from Somerset, viz:- 
(38) Originally, - the Act provided that after defraying 
bilities, the liquid assets of the Board wore to 
od in Commonwealth Inscribed Stock. Nonce, the 
and functions of the Board woro restricted to an 
capacity. 
ha- 
be invest-
power s 
advisory 
■ • 	. 
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180. TABLE XVIII. 
_....- 
Item. Cost per case. • 
______ .............._ 
Cost per lb. out- 
turn weight. - 
s. 	d. d. 
Processing, Wraps, Storage etc. 	3. 	0.00 1.016 
Wharfage ., O. 	1.19 0.034 
Agency Charges O. 	0.48 0.013 
Insurance O. 	5.46 0.155 
Overseas Freight and Custom- 3. 8.93 1.275 	' 
London Consolidated Charges 
o 
1. 	2.68 0.418 	' 
Total Cost of Export 	• 8. 	6.74 	2.911 
The following figures show the actual amount realised on the • 
Somerset export oaroanoo ,- 
TABLE XIX. 
Details Per Caroase. Per pound. 
s• 	d.‘, d. 
Gross Amount Realised, London 20. 	6.58 6.996 
Less London Consolidated Charges 1. 2.68 0.418 
Not amount Received London 19. 	3.90 6.578 	' 
Add Exohango 4. 7.86 - 1.642 ...--- 
. Total Amount Received 24. 	1.76 8.220 • 
390. In summarising the above figures the following 
t '1. 	7,1 	.) 	 shows the average value received 
by exporters from Somerset, viz:- 
TABLE XXX. ---------- 
Details. Per carcase. Per pound. 
s. d. d. 
Total amount received 24. 1.76 8.220 
Less Cost of- Realisation 
(Local charges shipping etc.) 7. 4.06 2.493 • ___ 
Net export value 16. 9.70 5.727 
Net Value Skins Sold 2. 8.39 0.920. 
Net Value to Exporter. 19. 6.09 6.647 • 
Hence, the percentage of total oosts of realisation to total amount 
received was 30.34. 
591. Reference to Table XXXI belay, will show that the prices for 
Tasmanian export lambs in London have varied little over the five 
years 1933-34 - 1937-38. The lowest net price obtained was for 
the season 1935-36 while the highest net price was for lambs 
. processed at the Somerset works in 1937-38, viz:- 
0 
TABLE TAXI. 161. 
  
Year. 
Gross 
Price 
London 
London 
Charges 
per lb. 
Net 	- 
Price 
London 
per lb. per lb. 
1933-34 6.790 .500 6.290 
. 	. 1934735 6.037 .492 5.545 Hobart Exports 1936-36 6.593 .502 6,091 
1936-37 6.960. .515 6.445 
1937-38 6.980 .510 6.470 
Somerset Exports 1937-38 7.020 '.380 . 6.640 
-__ 	J_ — 
392. The season 1931-32 was the commencement of procossing lambs 
for export from Tasmania, and a total of 18,986 carcases were 
shipped overseas. 	This quantity was not exceeded until the 
1237-38 and 1938-39 seasons when 27,222 and 56,242 carcases wero 
oxported. Average gross prices realised on thb London market 
for the 14 different grades varied from 5.41d. per lb. to 7.07 per lb. 
giving a range of 1.66d. 	The overall average price (unweighted) 
was 6.17(i. per lb. 
393. Following the outbreak of hostilities, a contract for the 
sale, by the Commonwealth Government, of Australian meat to tho 
British ii.nistry of Food was completed, covering the year ending 
30th September, 1940. 	Under the contract, tho United Kingdom 
authorities agreed to take a total of 240,000 tons, plus additional 
quantities should thoy be available for export and required in the 
United Kingdom. 
394. The main clauses of the contract include the following:- 
• 
(a) All meat for export to the United Kingdom to be consigned to 
tho British Ministry of Food at fixod prices, f.o.b. Aust-
ralian ports. 
(b) Ninety per cent of the contract price to be paid to exporters 
by tho British Ministry of Food 'on shipment. 
The remaining lp per cont of the contract price to be retained 
and paid, subject to satisfactory delivery as to quality and 
weight, within 28 days after arrival of the vessel in a United 
Kingdom port, or due date of arrival on vessel being lost. 
Overseas freight and marine insurance, including war risk to 
be paid by the British Ministry of 'Food. 
All mutton and lamb carcases shipped to the United Kingdom 
to be "telescopod" - the British Ministry of Food to compen-
sate_for this service at the rato of 1/6th of a penny per lb. 
(Stg.) 
395• The prices fixed, as per quality and weight, for the various 
classes of Australian meat were based in the main on the average 
prices realised for Australian meat on the United Kingdom market 
during 1938, and provided a bottor return on the whole to the 
producer than that obtained by him. during the 1938-39 season. 
396. Tho contract was renewed for the year 1st October, 1940 to 
30th September, 1941, and covered hoof, veal, mutton, porker pork 
and baconer pork. Under this contract there were slight variations 
in some prices. 	Owing to an acute shortage of shipping the 
original contract quantity to be lifted by the British Ministry of 
Food had to be reduced from 249,000 tons to 144,000 tons, although 
tho Tasmanian industry suffered little oconomic loss. 
(d) 
(0) 
■ 
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397. To meet tho position which had arisen, the Commonwealth 
Government adopted plans with the objective of cann5.ng  such 
surplus production of beef, mutton and pork for which shipping 
space was not available, and as regards lamb, of increasing the 
local demand for this product. 	As from 1st July, 1941, the 
Commonwealth Government introduced its Lamb Purchase Scheme . 
which provides for the purchase of moat accepted for export at 
°fixed f.o.b. prices, loss costs (including 28 days storage). The 
Commonwealth . Government's - scheme has, in particular, given valuable 
. protection to export lamb producers against those extraneous charges 
. which have occurred during the War period, namely, storage costs 
and intra-state transfers of frozen lambs for shipment overseas. 
398.• The following table shows the prices which obtained for 
spring lambs during the 1944-48 season, (i.o. tho prices at which 
the Commonwealth Government purchased from Tasmanian exporters), 
viz:- 
TABLE XXXII. 
iIlt • 1944-45 Season 
Austraii;71-trirrreney. 
1st Quality.. 
20/28 lbs. 
206 lbs. 
37/42 lbs. 
13/50 lbs. 
2nd Quality. 
20/28 lbs. 
29/36 lbs. 
37/42 lbs. 
43/50 lbs. 
7.97d. 
7.89d. 
7.81d. 
7.34d. 
7.58d. 
7.50d. 
, 7.03d. 
6.64d. 
3rd Quality. 
20/28 lbs. 
Over 28 lbs. 
399. Charges made by the Board on lambs processed for export are 
now calculated at the rate of 00thd. par lb. • This represents d 
charge of approximately 	per cent upon the average net return 
to producers who deliver money skinned lambs for export. With 
the funds which have been so derived during the past five years the 
Board has directed its efforts toward the equalisation of returns 
to producers. 	Uniform processing Charges have been maintained at 
ho three_prodessing centres. 	Prior to the implementation 
of the Commonwealth Lamb Purchase Scheme, the Board met the full 
cost of additional storage charges whore lambs remained in Tasmanian 
stores for a greater period than the 28 days' storage, provided 
for in the processing charge to producers. 	Rail freights on 
frozen meat shipped from a port other than the port nearest to the 
processing works have been borne by tho Board. Rebates of rail 
freight costs have been made to producers where their lambs during 
past seasons have been diverted to a works other than the works 
nearest td the point of production. 
400. The following table presents data relating t.6 the number of 
lambs treated for export during the past seven seasons, viz:- 
7.26d. 
6.64d. 
,•% 
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TABLE =III. 
Works. 193879 1939-40 1940-1 . 1941-2 1942-3 1943-4 1944-5 
Hobart 20,426 16,140 12,698 11,523 9,228 26,941 15,810 
Somerset 	• 35,817 39,078 30,363 33,190 31,634 36,396 12,440 
St.Loonards - 53,127 53,122 46,181 46,215 54,094 33,400 
Total 56,242 108,346 96,183 90,803 87,777 117,421 61,650 
c.) 
. 401. DAIRY PRODUCE. 
The Dairy Produce Export Control Act 1924-38, was introduced 
into the Commonwealth Parliament at the request of the dairying . 
industry with the object of organising the oversea marketing of 
Australian dairy produce. 	A Dairy Produce Control Board was 
appointed, and was in existence from 1924-35. 	In the course of its 
functions the Board regulated shipments to ensure regularity,and 
supply in the London market, controlled forward selling, obtained 
• reduction in oversea freight rates and insurance rates, and part-
icipated in an advertising . campaign in the United Kingdom. 
402. Tho Dairy Produce Export Charges Act 1924-37, provides for tho 
imposition of a levy on all butter and choose exported from Aust-
ralia to cover the administrative expenses of the Board,.for adver-
tising - and other purposes. 	The rato of the lovy is fixed by 
regulation. 
403. Under State Legislation prior to the Dairy Produce Act 1933- 
35, regelatinP; authorities fix0 tho proportion of the State's 
output to be sold within respective states. 	The Dairy Produce 
Act was passed by the Commonwealth Parliament to protect these 
.quotas from the effects of interstate competition. 	A decision of 
the Privy Council in 1936 however, held that the Commonwealth had 
no power under its constitution to control interstate trade and 
the Commonwealth legislation is, therefore inoperative. 	Tho 
industry is now carrying on its stabilization plan on a purely 
voluntary basis, through - the medium of the Commonwealth Dairy 
Produce Equalization Committee Limited. 	This is a Company, 
limited by guarantee, and includes producers in the States of 
Queensland, Now South Wales, Victoria, Tasmania, and South 
Australia (cheese only). 	Its function is to equalise returns from 
manufacturers irrespective - of the markets in which the commodity 
is disposed. 	The local market is preserved at a fixed price, and • 
Great Britain absorbs the surplus. 	Pre-War, under open market 
conditions, the local price and the export price diverged widely 
and e; tondenci .vms Sot up for sellers to rush the high price, with 
a consequent instability in the returns to producers year by year. 
Under the voluntary equalisation scheme the individual factory 
obtains the average return declared, and hence it is a matter of 
indifference whether the commodity is sold on the local or overseas 
market. 	The average Is struck of realisations from disposals, an 
allowance being made for administrative charges and expenses involved 
in exporting. 	Those Charges common to all markets are not deducted. 
In respect of interstate marketing, transport charges between 
states are regarded as charges against tho wholo'industry and borne 
by the whole industry. 	Hence, the Tasmanian producori does not 
incur any nXt.ra charges by 1-irtue of the Island's insularity, for - 
all transport costs are spread equally over all producers. 	In 
actual fact, the Tasmanian cost structure is lower than that for 
many mainland producers since. heavy rail freight rates are not 
incurred in transporting the product long distances inland. 
, 
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404. 	Tho original aim of equalisation was to 'maintain a high • 
price in the home market, since such a price was not possible in 
respect of the overseas market where the world parity had to be 
accepted. At present the industry is operating under a 3-year 
Wartime contract which terminates in 1948, the United Kingdom . 
having oontracted to purchase the butter and cheese export surpluses 
of Australia and New Zealand at firm prices. 	The future state of 
• overseas markets is doubtful, and the most reliable information . 
available would seem to suggest that the only difficulty in Europe 
at the moment is fodder, for the Germans did not slaughter herds 
to the extent originally thought. 	Hence, it may not be very long 
before European producers, with hand grown feeding, are in full 
production. consequently, the present high price cannot be main .- 
• tamed. 	Owing to the cold climate in Tasmania during the winter 
months it is not possible to maintain full production throughout 
the year, and hence considerable quantities are usually stored. 
Such storage charges are borne by other members of the equalization 
•agreement. 	This represents a considerable saving to the industry 
in Tasmania. 
405. POTATOES. 
In Australia several different potato sales methods are used. 
Each State has developed its own methods, which have largely been 
dictated by local conditions, viz:- 
(a) TAKIANIA.  
Growers in Tasmania have the option of selling to produce merchants 
at their port of shipment or of forwarding their consignments to 
.Sydney to be sold by commission agents. 	. • 
F.o.b. Sales; Tasmanian merchants purchase supplies from farmers 
largely in order to fulfil orders from merchants in Newcastle and 
Queensland ports. Experiences have shown that the requirements 
of these two Mainland markets can best be met by purchases rather 
than consignments. 	Frequently they have considerable local supplies 
and by purchasing to make up any estimated shortage over supply is 
avoided. 
Some Tasmanian growers porfer to sell f i.o.b. and merchants must 
be Prepared to purchase at any time that the farmer has iiet•t -js 
for sale. 	This moans that they usually buy more than required 
for Newcastle aid Queensland. These aro offered to Sydney brokers 
or merchants and if unplaced they are forwarded to Sydney for sale 
on Commission. • 
Sedney Commission Agents: Tis ti, ,re of business commenced about r06. 
ihe •porcentage of growers consignments to f.o.b. sales in normally 
betNroon 40 per cent and 60 per cent, but 90 per cent of Tasmanian 
shiPments to -Sydney would be on consignment. 	In order to sell 
growers' consignments at satisfactory prices, the Commission agent 
must have a clientele of buyers. 	As growers' consignmonts from 
Tasmania vary in volume, commission agents sometimes find it 
necessary to make purchases from Tasmanian merchants in order to be 
sure of having sufficient supplies for their Sydney customers. 
Prices: Rather a unique system has developed for determining market 
prices for Tasmanian potatoes in'Sydney. 	Normally, two ships . 
'arrive in Sydney each week carrying potatoes. 	At 10 a.m. each 
Monday morning the agents meet in their committee room. 	The • 
Potato marketing Board. supplies the official figureskrelating to 
the shipment and carryover of Tasmanian potatoes on the wharves. 
The figures relating to local or other Interstate forwardings 
are collected for the meeting and after consideration of the . 
quantity availablo . and - the estimated demand, prices are fixed by 
resolution. 	One agent has one vote provided that he has the 
. neoessary quota of 2 per cent of the total Tasmanian shipment. 
• 	 - . 	. 
. 	 • 
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Prices arrived at are regarded as fair average prices, but 	- 
is not possible to sell particular consignments at the price fixed, 
then agents use their discretion.- 
(b) NEW SOUTH WALES. 
The main crop of N.S.W. potatoes sent to Sydney is sold principally • 
at the Alexandria Goods Yards. 	The early Northern Rivers crop . 
is sold from the North Coast wharves. 	The general system. is to. • 
offer them by auction and if not sold they are disposed of by 
private treaty. 
(c) NEWCASTLE.  
Wholesale merchants in Newcastle and Maitland purchase their • 
requirements from N.S.W., Tasmania • or Victorian sources and 
distribute them from their stores. 	It is claimed that this 
system. makes for a more regular supply and therefore steadier prices 
than would be the case , if 'consignment' business was developed. 
(d) VICTORIA. 
For many years the bulk of the Victorian main crop sent to Mel-
bourne was delivered to the railway goods yards, ht the advent 
of motor trucks has considerably altered the system. 	It is doubt 
ful today whether 50 per cent is sent to Melbourne by rail. These 
are offered by private treaty and each seller operates on his own . 
idea of values. 	Supplies delivered by motor-truck chiefly go to 
the Victorian markets but quantities are also delivered to suburban 
produce stores and to retailers. 	In some cases the truck owner has 
turned potato merchant in order to obtain freight. In others, the 
buyer goes to the country and duals directly with farmers or country 
merchants and then arranges transport. 	These sales are made by 
private treaty. 
Victorian forwardings to other States are usually on a f.o.b. 
basis. The growers' consignment trade has since been developed. 
Most leading merchants in Melbourne liave their country agents and 
forward purchases from farmers and sales to Interstate - merchants 
are quite routine busness. Generally, Tasmanian growers do not 
favour forward selling. 
(e) QUEENSLAND. 
Brisbane trade in local potatoes (which includes Northern N.S.W.) 
is a mixture of purchase and consignment. 	The latter when for- . 
warded by rail are submtted at the daily produce auction sales 
hold at the goods yards. 	Trade requirements over and above local 
supel5es are secured by interstate merchants: usually through 
brokers. 	In Coastal towns 1u ildt3di similarly with the exception 
of auction sales. . Inland towns secure supplies from merchants in • 
..t.he nearest port connected by rail. 	They rarely deal direct with 
other Status. 
T:- 
(Z) SOUTH AUSTRALIA. 
Local supplies come chiefly from the Mills district around 
Adelaide and Mt. Gambier. 	The trade is conducted by merchants 
on a privato treaty basis. 	Additional supplies are imported from 
Victoria and Western Australia. 
(g) WESTERN AUSTRALIA. 
The development of certified seed and irrigation hs reSulted in 
this State becoming self-sufficient in potatoes as well as having 
available • an export surplus of 10,000 to 15,000 tons (usually 	• 
Hovomber to January). In order to stabilise the home Market 
experiments have been made with several schemes of voluntary control. 
406. In general, there are four systems of wholesale selling, viz:- 
(a) Controlled soiling; control by pool, board' or Prices 
Commission (1939-45). 
(b) Private treaty; merchants determining their own scale 
of values. 
Auction sales. 
Agreed average values, as determined for Tasmanian 
potatoes by the Sydnoy meeting of produce merchants. o' 
407. Auction has the advantage that it ensures quick disposal, 
and returns which more fairly approximate relative values of diff-
erent classes or qualities of the same kind of goods, but may 
result in wide fluctuations from day to day. 	It does not contrib- 
ute to a steady flow of deliveries. 
406. The agreed average value system as used for so Many years 
in the Tasmanian trade has helped to give growers a steadier price ' 
level than auction Gales and steady prices:halm always been considered 
to be desirable by Tasmanian growers. 'A definite - advertised . 
wholesale price also makes for cheaper distribution.. Only when 
prices are so controlled can they be used to regulate deliveries 
and to assist in achieving a measure of stability. 	On the other 
hand growers are not roaarded in strict accordance with the cal.() 
they have taken to put up a quality sample. 
409. Although practically no data is collected in respect of 
Interstate trade (other than Tasmania and Western Australia) figures 
are available of the Interstate movement of potatoes (up to 1940) 
TABLE XXXIV. 
Potato Imports and Exports - Various States. __ 
Victoria. Queensland. 
IMptS. EXPtS. 'mots. Expts. 
Nil. 22,075 10,-607 1,429 
Nil. 11,231 16,111 116 . 
405 41,596 22,596 N.A. 
6,214 33,624 16,474 N .A. 
(a) (x) 
Incom. 11,895 11,594 71 
(x) 
17,123 7,874 21,056 29 
Year. 
Imps. Expts. 
1935 69,264 	818 
ITS6 60,450 1,077 
7037 "96,086 1,004 
1938 92,700 	985 
1939 71,914 . 	815 
1940 93,738 
South" - t. 
Impts.Expts ImptTM:pts. 
Incom. 
5749 
7656 
5883 
6658 
888 1907 2318 
483 	18 8307 
783 354 6995 
(c) 
1043 3000 5062 
(x) 
394•Nil 	94 
2,445 
(x) 
Nil 1004 
Tasmania. 
Imports. Exports. 
1935 Nil. 54,452. 
-1-073-6" Nil. 66,792 
Ni 1. 85,774 
)73'8- 'or i 1 . 73,702 
Ni). 66,444 
-170 Nil. 91,280. 
lisures are for Year Ended 31st December. 
. .(b) Figures are for Year Ended 30th June. 
(o) Partly Estirated. . 
.(x) Overseas. only. 
wgilloge...1■440 	 • 
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These figures reveal the absolute depondonce of the Tasmanian industry 
on export markets. 	The following table shaving total production in 
tons brings the above data into reliof, viz:- 
TABLE XXXV. 
. Potato Production in Tons - Various States. 
rear. N.S.W. Vic. (Oland. S.A. W.A. 
....... 
Tas. 
1934/35 
1935/36 
1936/37 
1937/38 
1938/39 
1939/40 
1.40/41. 
1941,42 
1942/43(x)64,943 
1943/44 1 
46,033 
62,882 
66,255 
50,833 
39,385 
40,659 
50,562 
38,634 
60,802 
109,329 
104,125 
196,623 
134,712 
81,415 
*87,931 
216,568 
118,454 
186,098 
209,799 
21,627 
24,765 
14,826 
16,565 . 
19,183 
28,306 
21,745 
19,040 
22,438 
37;329 
19,377 
19,257 
20,923 
21,615 
18,487 
21,251 
25,583 
24,142 
32,866 
31,099 
19,162 
26,278 
22,916 
21,587 
- 26,532 
30,761 
31,487 
25,600 
32,246 
33,265 
70,018 
85,806 
130,557 
99,969 
89,330 
114,409 
114,041 
110,000 
135,930 
199,141 
(x) Control Inaugurated. 
A five year pro-war average is computed as under:- 
TABLE XXXVI. 
State . Tons . Percent of Total. ' 	. . 
N.S.W. 53,192 
' / 
1 	. 	16 
Victoria 125,242 37 
Queensland 15,593 , 	5 South Australia 19,932 6 
Western  Australia 23,295 7 
Tasmania 96,736 29 
Total 337,989 .100% 
• 410. 	Tho market'needs of tho various States have been calculated 
by the Potato .letrketing Board on the basis of reasonable prices 
being maintained, which, whilst payable to growers are not unreasonable 
to consumers. 	The following gives the distribution of these market 
needs amongst the various Otatos and also the noods per head of the • 
•popuaation. -Avorare annual production (338,000 tons) is just below 
, this level. 
TAME XXXVII. 
- 
State. 
Total Piarket Ro-
quiroMonts 	(Tons) 
Requirements 
per bap4 of 
population. 
Estimated Av-
orago Product-
ion. (Tons.) 
Now South.%les 123,000 105 53,192 
Victoria 120,000 146 125,241 
,/ueonsland 30,000 90 15,593 
Soybh Australia 25 , 000 100 19,932 
Uest Australia 19,000 95 23,295 
Tasmania. 15,000 145 96,736 
Total 340,000 111 337,989 
4J .r• 
0 
168. 
An average rather more indic-tive of normal ore-war experience is 
calculated at 364,000 boing the average for the period 1928-1937. 
This makes the average production just above the total market demand. 
411. Prior to 1930 the Sydney market was supplied approximately as 
follows:- 
New South Wales Local Supplies 	20% of total demand 
Victoria and Other States 30% of total demand 
Tasmania 	 5.0% ef-tbtal demand 
Pot the six years ending 1938 the position was approximately:- 
New South WaleeLocal Supplies, 	_ 	405 of total demand 
• Victoria and Other States - 	8g of total demand 
:Tasmania 	 - 	525 of total demand 
It is thus apparent that Tasmanian.growers•mado a slight advance 
whilst other. States lost heavily to Now South Wales production. . 
412. For the year 1942 7 43 the Potato Marketing Board arrived at . 
an average cost of production nor acrebased on a three ton crop, viz:- 
TABLEMVIII. 
ITL/21 S D. 
1.  Rent - average per acre 3. O. Od. 
2. Cultivating before ploughing 10. Od. 
3. Seed - allowing for transport and loss by 
decay, .etc. . O. Od. 
4. Fertiliser at quota limit(3 cw. Super 
plus 1 cwt. 	Sulphate of Ammonia, Cartage, 
etc.) 1. 12. Od. 
5. Ploughing (usual single furrow plough) 1 . 5. Od. 
.6. 
., 
 
Cutting and planting . . 12. Od. 
7.  Sawing ferti.liser 12. Od. 
8. liarrawing 4 times g 2/- per acre. 8. Od. 
9. Discing twice t 5/= per acre. 	• 10. Od. 
10. Scarifying twice t 5/- per acre 10. Od. 
11. 
12. 
Flat hoeing. 
!loulding 
1. :: 
13. Digging t 2/6d. per bag. 5. 12. Od. 
14. Sacks - 45 t 2. 5. Od. 
15. Twine and Branding. 3. 6d. 
16. Carting (Average) 2 . 5. Od. 
17. Weighing 1. Od. 
18. Unloading 3. Od. 
I. Inspection and attendance 4. 6d. 
Total £30,. 4. Od. 
413. The aboVe suM of C50.4.0. represents the total cost involved to 
the point of export. 	An overall sum of E4.10.0 needs to be added .. 
to the above total in order to bring the figure up to the cost level 
ruling in 1045. 	For the year . 1933-39 a figure of £27.4 ..0. would 
approximate to the average cost per al:pro of a 3 on crop, costs 
rising by 10 per cent ovor the years 1938-39 - 1042-43. 
* 
414. The present level of shipping costs per ton Burnie/Sydney 
compared with thoseruling-in 1938-39, viz:- 
` 
Year. 
1935-36 
1936-37 
1037-38 
1938-39 
(Unweirtted) A7prage rrico. 
£13 .  	6. 	0. 
-E,12. 	12. 	0. 
	
0. 	0. 
2.18. 	7. 	0. 
Shipping costs 
as a Percentage of 
Selling_prico. 
16.9 
26.4 
14.4 
169. 
TABLE XXXIX. 
1938-39, tem. 1944-45 
Port Charges - Burnie. 
Insurance, stamps; bill of 
lading, and exchange. 1. 9 .„ 1. 9. 
71harfage 1., 8. 1, 8. 
Forwarding 1, 6. 6.: 
Freight Rate 20 . 0. 28. 7.. 
Port. and Other Charges - Sydney. 
Corting and :Stacking. 3. 0. 3. 0. 
-Wharfage 4. 0. 4: 0. 
Weighing and Loading 1. 9. 1. 9. 
Insurance 3. 0. 3. 0. 
Inspection 6. 6. 
Exchange 8. 8. 
Commission 	5% on a ;£15 market 15. O. 15. 0. 
(39) 
Total 52. 10. 61. 5. 
It will be observed that total shipping costs have risen by 8/7 
Per ton or 16.25 per cent over the period 1938-39 -.1944-45. 
415: Relating the above figures to f.o.b. costs wp can arrive 
at the cost of landing tho potatoes per ton in Sydney'marketb, 
TABLE XL. 
Ii 
,C 
enr. F.o.b. 	cost. 
, 
Landing casts. Total.' 
1938!-39 . 9. 1. 4. 2. 12. 10. 11. 14. 2. 
1944 .-45 11. 11. 4. 3. 1. 5. 14. 12. 9. 
That is, shipping costs represented in 1938-39 and 1944-45, 22.6 
and 20.9 per dent of the total cost of landing potatoes. in Sydney.. 
Hence, potatoes represent the unusual case of a declining feight 
burden.ovor the war years due to a rapid rise in .other costs. 
416. The following table presents data relating to the unweighted 
.averages of the weekly top prices for Tasmanian potatoes as fixed by • 
the wholesale, Produce Merchants' Association Of Now South Wales for 
the years 1935-36, 1936-37, 1037-38 and 1938-39, viz:- 
TABLE XLIe _ 
., 
(-3-9 - Th- geal r;,),tes,ofts91 1,1 E311- l covmis sion E5Fgniffl iby, the. ..8,77. 1° lib sal
e re 	ocuco . , erc , an s 	9 ca loti are .,,, ir 	is 6 .6 (.) U. ppr tOn.an'd-upder, ancl,b,0 icsolling, pr i co is OvOr gc,g.6.8. per -Con. oome rims cAargo a f lat rate or 0x, 
, 
	 •,rs`nt•ft..r. 7.. .■ ••4•7c4%,,,..:."7.4-i I. • • • -••• 	
• 
, 
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The net return to.the grower in tho immediate pro-war year of 1930-39 
was £6.12:10,. the Sydney market being under-supplied in that year. 
It should also bo noted that the range of weekly potato prices per 
ton, Sydney market, 1930-39 was £16.5.0. (£24.2.0. - £7.17.0.). 
417. Before proceeding.to analyse the present relation between shipping 
costs and selling price it is necessary to refer briofly to the war- • 
time marketing of potatoes, The Australian Potato Committee was set 
up under National Security (Potatoes) Regulations on 27th April, 1942 
the purpose being to ensure that adequate supplies of potatoes would 
be available in Australia to meet the needs of the defence forces 
and civilian population. 	Production was increased substantially 
but fluctuated year by year, and with increasing demands, it became 
necessary to ensure that the acreage was Maintained at a maximum. 
As pointod out earlier, production is closely related to price. 
Tho Committee first assured a reasonable price to growers by giving 
A guaranteed minimum price of £10.0.0. and allowing growers the 
benefit of the market price when it exceeded the minimum. 	In the 
second season of "control" this was altered to a fixed contact price. 
The guaranteed minimum frequently resulted in the most profitable mar-
ket, being one to which potatoes should not be sent, either because 
of transport difficulties, cross traffic or the needs of a less 
profitable market. 	Under the contract system, the price to growers 
is fixed and supplies are directed according to needs rather than. 
market rates. 	The fixed price for the two main varieties (lsmarcks 
and Brawnolls) (40) is £12.10.0. being constant at that level until 
early August each year when it rises at regular intervals to a max-
imum of £14.10.0, viz:- • 
TABLE XLII. 
Period. Price (f.o.b. Burnie 
13th August to 19th August. 
20th August to 26th August. 
27th August to 2nd September. 
3rd September to 9th September 
10th September to 16th September 
17th September to.23rd September 
24th September to 30th September 
1st October to 7th October 
8th October to 14th October 
15th October and . after 
	
£12. 12. 	6. 
12. 	15. 	0. 
12. 17. 	6. 
13. O. 	O. 
13. 	5 	0. 
13. 10. 	0. 
13. 	15. 	O. 
14. 	O. 	0, 
14. 	5. 	O. 
14. 10. 	0. 
11••••■ 
418. Hence, shipping costs now represent from 19.6 to 17.5 per cent 
of final (gross) selling price, Sydney; the net roturn to the.growor 
varying from 17/9 to £2.10.9 per ton. 
41. It is not possible to obtain comparable figures for tho cost 
of :landing potatoes in Sydney from the several Australian potato 
growing areas. . However, the table below does provido - a fairly acc-
urate basic for a comparison on a relative basis, viz:- 
TABLE XLIII 	• 
Landed Cost. ofTaTCO-Os, Sydney. (1945). 
From: 	ALL PORTS TASAIA - BY BOAT DIRECT. 
Freight 1. 8. 7. 
.Sorting and stacking 3. 0, 
Wharfage 4. 0. 
Weighing and loading 1. 9. 
Inspection 6. Total £1. 	17. 	10. 
(40) The price fixed for Snowflakes and all other varieties was Ell, 
.being 'raised early in 1945 to 
171. 
: 
TABLE XLIII.(Continued.) 
From 	VICTORIAN RAIL STATIONS - based on Average Cost of Rail 
Freights.  
Freight 	1.15.0. 
Weighing & Loading 	1.6, 
Inspection 6. 
Total. £1.17.0. 
From 	MELBOURNE BY BOAT 
1.9.9. Froight 
• Cartago Rail to Ship 
Melbourne 5.0. 
Sorting & Stacking 3,0. 
Wharfago 4.0. 
• Weighing & Loading 1.9.• 
'Inspection ' 6. 
Total £2.4.0. 
From: - ADELAIDE BY BOAT 
• Froight 2.0.6. 
Sorting & Stacking . 	3.0. 
\' Wharfage . ' 	4.0. 
Weighing & Loading • 1.9. 
Inspection 16• 
Total £2.9.0, 
From: ADELAIDE BY RAIL 
Freight 3.2.3. 
Weighing & Loading 1.6. 
Inspection 3. 
Total • £3.1.3. 
Proms MOUNT GAMBIER RAIL DIRECT 
•••■•■■•■••■••••••■ ge*,•■■■■■■•■ 
Froight • 2.8.1. 
Weighing & Loading 1.6.. 
Inspootion 6. 
Total £2.10.1. 
•■••••••••••■• 
sre 
• 
0 
TABLE XLIII.(Continuod) 
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From: PERTH - BOAT FRO 	FREMANTLE . 
Freight 2.15.11 
Cartage Perth to 
Fremantle 7.6. 	. 
Inspection Perth 1.3. 
Sorting & Stacking 3.0. 
Wharfage 4.0. 
Weighing & Loading . 1.9. 
Inspectipn 6. 
. 	Total £3.13.11.• 
From: BRISBANE BY BOAT 
Freight 	. 1.11.0. 
Cartago to boat 3.6. 
Sorting & Stacking • 3.0. 
-Wharfage 4.0. 
7eighing & Loading 1.9. 
'Inspection 	• 6. 
Total £2.3.9. 
From: 	BRISBANE BY RAIL -SOUTH BRISBANE-SYDNEY DIRECT 
- .Freight 
- Weighing & Loading 
Inspection 
Total ======== 
From: i 	. ROMA STREET, BRISBAE VIA WALLANGARRA. 
Freight and Transhipping cost -2.6.6. 
Weighing & Loading 	1.6. 
Inspection 	 6. 
Total • 	£2.0.6. ==== 
5 	
420. Tho state of over-production, likely to porsist.for some 
years, will ineVitably reSult in a collapse of the present stable price 
level if, and when, control is lifted. 	The target acreage 1244-45 was 
66,000 acres, tho "normal" acreage being usually 35,000 acres. 
Hence, since demand is very sensitive to price, lower freight costs 
wpItld enable nr 4 cos to be lcr.rored with a consequent widenint; of 
demand. Table XEIV shows the extent to which demand affects the 
wholesale price of potatoes, viz:-. 
- TABLE XLIV. . _ _ 
Year. Australian 
Production 
Average 
Price. 
Approximate consumption 
Ounces Per Head Per Day. 
1937 461,141 £6.17.0. 5.7 
1938 345,312 11.15.0. 4.0 
1939 274,441 17. 	4.0. 3.3 
411: 	
0 
173. 
It should be noted that the light crop of 1939 restricted the supply 
by approximately 2 ounces per head per day and made a difference . 
of over f,',10 per ton in the average price. 	It is, therefore, •safe 
to say that if sufficient advertising and publicity could be carried 
out to increase demand by 1 oz. per head per day it would add 
to.L4. to the wholesale price. 	The normal average rate of con- 
siimption in Britain is 9 ounces per day. • 
421. The two major problems facing the potato industry, namely, 
(a)' Fluctuation in total production oaused by seasonal 
conditions, which may result in a shortage one 
yeaT and a glut the next, 
(b) A steady decline in the consumption rate per head • 
of population, 
appear to be common to all potato growing countries of the world. 
In Australia there is no doubt that a groat improvement in consumer 
demand could be achieved if a greater degree of "standardisation" 
of both quality and price could be effected.. Irregular price 
levels have discourage; several firms who are interested in the 
packaging of potatoes. 	It is interesting to note American experience. 
Washed potatoes such as 'Nebraska Triumphs" are now regularly quoted 
on the wholesale markets. 	Machines have been developed for washing 
and drying potatoes and the process adds anything up to £2.9.0. per 
ton to the wholesale price. 	Attractive "consumer packages" of 
7, 10, 15 and 50 lbs, of choice goods are being marketed under various 
.trade marks. 
422. 	Intermittent supplies and prices also react against consumption. 
Every time a rise in price causes people to buy less potatoes, they 
buy something - else as a substituto. 	A part of that demand is perm- 
anently lost. 	Hence, the reason for the falling consumntion per 
head for each ten year period in Australia. 	In other words high 
prices have more than a seasonal influence on consumption. 
423. An ever-increasing range of foodstuffs to choose from will 
naturally tend to decrease potato consumption but it is difficult 
to find an adequate reason why consumptien of potatoes in Australia 
is normally little more than half British consumption, and one -third 
to one-fifth of consumption in parts of Europe. 	The only way to 
increase consumption is by standardisation of quality at a uniform 
price, and by advertising. 	Investigation is needed to develop the 
potato by-product industries, e.g. starch, alcohol, potato poultry' 
meal, potato flour, etc. 
424. APPLES.- 
Representations have boon made to the State Fruit Board for data 
roiatinp; to the costs of production and marketing of apples and the 
roSearcher was invited to meet the Board. 	Up to date a meeting 
has not boon possible, and until a mooting has been arranged only 
very limited data (pro-war) are available. 
425. Tasmania is dependent to a very much greater degree than any 
other on outside markets for the disposal of the apple crop. 	Local 
consumption of fresh apples is normally no more than 100,000 bus.els 
per annum, or about half a bushel per capita. 	A somewhat larger 
quantity is normally sold to factories for various purposes and the 
balance (usually about 94 per cent of the crop) is exported to over- 
seas and interstate markets. 	No other State gives rise to a 
comparable movement of apples into trade channels. a.Western Aust-
ralia exports overseas a fairly high proportion of her crop but the 
total production is only one fifth that of Tasmania and her inter- 
state exports are negligible. 	Victoria, New South Wales and South 
Australia export a much smaller proportion of their crops 	overseas. 
174. 
and Victoria in particular is the source of a moderate interstate. 
movement, but the Tasmanian crop is the dominating factor in the 
overseas market and the interstate markets of New South Wales and 
Queensland. 	The Tasmanian industry's dependence on interstate 
markets means that in the event of restricted overseas markets, 
or exceptionally heavy crops, leaving a large surplus both the 
home and Mainland price will collapse. 	It is, of course, 
arguable that in the event of intensive competition in the Aust-
ralian market over a period, Tasmania, by reason' of her 'relatively 
favourable production conditions might capture a large share 
of the markets in New South Wales, Queensland and possibly Victoria 
at the expense of the growers in these States. 	But advantages in 
production are largely offset by shipping costs and by inefficient 
marketing methods. 	Another factor working in the same direction 
is the wider opportunity in the more populous States for selling 
low grade fruit locally thnt is, with wider local markets and smaller 
volume of production, mainland growers are able to diSpose of a 
larger proportion of their total crop. 	With a lower percentage of 
unmarketed fruit'a better gross return is secured. 
426. The Department of Agrioulture has estimated that the average 
cost of production per bushel is normally 1/-1 items such as 
spraying, manuring and pruning will vary widely with the typo of 
;tree and prevalence or otherwise of the various pests. 	Such being 
the case the cost of production per bushel may vary to about 2/6. 
427. The overseas trade to England is limited by a quota system to 
2* million bushels. 	The overseas export season commences at the 
end of February and continues until the beginning of June. 	During 
this period consignments averaging from 25,000 to 100,000 cases are 
loaded. 	The average prices received for 'good quality fruit Vary 
from 8/- to 147- per case according to variety and condition and 
the abate of the market upon arrival. 	The latter is Controlled 
largely - by the quantity of English cool-stored fruit and that 
available from American and Canada. 
428. The pre war costs of shipping fruit to the United Kingdom were 
as follows, viz:- - 
TABLE XLVI. 
Item. 
Export Wharfage eto. ' 
Overseas Freight Rate 
Insurance 
London Charges 
'Wiling Broker's Commission 
Aavortising_Levy . 
5/6d ; 
Hence, the percentage of overseas selling price absorbed by 
shipping costs varies from 40 to 68 per cent. 	Despite this freight 
burden acreage was not decreasing in the pre-war decade whilst ex- 
'ports wore actually rising. 	In any case the quality of the 
service rendered is more important than the rate charged. 
429. In a normal system exports to interstate markets approximate 
7,250,000 bushels, the Sydney and Brisbane markets absorbing four-fifths 
of this total. 	The war shipping costs were as follows:- 
Total 
Cost per Bushel. 
2d. 
& 2. 
ld. 
l/-d. 
6d. 
id. 
,• 
. . 	 . 	 . 	 . 
. 	 . 	 . 
TABLE XLVII. 
Item. Cost per bushel. 
1■■••■ 	 •■• 
  
Tasmania/Sydney. 	 G. d. 
Export wharfage oto. O 1.0 
Freight Rate . • O 10.0 
.Sorting and Packing O 1.1 
Inspection 	 0 0.8 
irlharfage O 1.5 
Receiving and Delivery 	O 2.5 
Commission. . 0 6.0 
•••■•■ 
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1 -8.9d. 
TasmaniOrisbane. 
• Export wharfage, etc. 	p 
.• Freight Rate 	 1 9.0 
Sorting and Stacking 0 1.1 
Inspection 0 0.8 
Wharfage 0 1.5 
Receiving and Delivery 	0 2.5 
Commission 	5 0 9.0 
3 0.9d. 
The prices received in a normal season, when the market is not 
subject to a.shortage of supply, or glut, range from 5/- to 15/- 
per bushel, the latter figure being obtained for fruit sold ex cold 
store, to which a charge of about 1/3d. Per case must be added. 
Hence, the percentage relation of shipping costs to selling price 
varies from 12 to 35 per cent (Sydney); and from 20 to 62 per cent 
(Brisbane). 	It will bo observed that no 'attempt has been made to 
arrive at an average price and relate shipping cbsts to it, for .tho 
price varies so widely with differences in the quality of the pack, 	1• 
the varieties sold and the seasonal period. 	The averaso figures 
computed in the case of potatoes are, to an extent, unsatisfactory 
for these reasons. 
430. Because of tho dislocation of markets with the outbreak of War, 
the Commonwealth Government promulgated the National Security (Apple 
and Pear Acquisition) Regulations on 14th November, 1939 to provide 
for the acquisition and orderly marketing of the 1940 crop. 	A 
Marketing Committee of the Australian Apple and Pear Board (41) 
was appointed to supervise the marketing arrangements. 	As from 
let ilaroh, 1940, ti , o Commonwealth acquired all apples and pears in 
Austritlia. 
431. . Advances wore made to growers at the rate of 2/- per bushel on 
apples and 3/- per bushel on pears on the basis of 75 por cent of their 
estimated production which was determined by an 'official assessment • 
of the individual crops. 	In addition, growers received a further 
advance of V- per bushel on apples and pears of proscribed quality 
delivered to places or to agents of the Board. 	All advances in 
•, respect of compensation were on the basis of bare fruit the costs 
of oases and packing, frei;Lht, storage and all marketing expenses . 
beina mot by the Marketing authrrity. Agents have been appointed 
•throughout Australia to receive and deal with apples ayirocted, 
•and a system of distribution devised to meet the particular needs of 
•(41) Constituted under the Apple and Pear Organisation Act 
-(December, 1938). 
•••••;',1- 
" 
• - • 
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the domestic market in each State. 	Insofar as shipping space has 
been available, ovorsca shipments have been directed from those• 	• 
states having the largest quantities availablo for export.. 
432. The Acquisition Scheme was Continued for the 1941 season but 
an Australian Apple and Pear marketing Board was constitucd under. 
tho regulations to administer the scheme. 	State Committees contin- 
ued to assist in the administration of the scheme. 	Acquisition 
arrangements under the revised organisation provided that instead 
of making advances to growers at flat rates a unit system was 
adopted whiCh provided for differential rates as between States, and 
as between Varioties of apples and pears produced in each ,Aate. 
Again, the fruit ha U to be dctually delivered to thp Board before 
qualifying for advances except where dolivory was not required for 
marketing, 
433. In later seasons the Government has taken action to acquire 
the Tasmanian and Western Australian crops only. 	In all other 
States the growers are not now subject to any control by the Board, 
and are free to dispose of their fruit through the normal channels 
of 'distribution. 
434. The nature of the by-product problem varies from industry 
to industry. 	In the Tasmanian apple industry it is chipfly concerned. 
with the utilisation of the surplus and unexportable . apples, the 
.quantity of which varies froM season to season. 	The pre-war 
, average percentage of processed to fresh apples exported was 10. 
• Of course, the demands of a war economy have wrought a Vast change 
in the composition of the state's apple exports, nearly 1,/3 of total 
exports in 1943-44 being in .dried form. 	Whereas in 1936 - 39, 	• 
717,000 lbs of dried apples were exported in 1943-44, 4,032,990 Ms -
were exported. 
435. Pre-war there wore many reasons why an apple surplus should 
exist e.g., limits on overseas markets for fresh ap0os and the 
existence of a standard of quality for export apples. 	It follows 
that there was normally a surplus of apple's on the growers' hands 
every season after the demands of the overseas, interstate and local 
markets had been .satisfied. 	Utilisation of the surplus as by-products 
affords the grower some return towards cost's. of production and removps 
a possible liability from his hands. 
436. So far as the various avenues for the utilisation of apples 
are concerned tho production of dried apples forms the largest and 
most profitable market. 	It should be noted that a widening of the 
market for solid pack apple is likely in the future. 	In pre-war 
days tho apple evaporating industry with an estimated capacity of 
50,000 -.70,000 cases per season was moroly,a convenience to the 
'grower. 	The maximum normal price which the evaporator could 
afford to pay the grower was not sufficient to induce the latter 
to grow good quality fruit. 	A higher price for dried apples would 
enable the evaporator to my more for fresh apples. 	Increased 
consumption of dried apples is shown by the wartime increase. What 
aro likely to be the permanent effects on demand? 	Here it should 
be noted that, on the average, Tasmania produces 90 per cent of • 
the total output of dried apples in Australia. 	Unfortunately, 
none of the evaporators keep adequate costing systems. 	However, 
shipping costs are high enough to divert the hulk of the output 
to interstate exports. 	Dried apple in bulk realises a lower price 
than the same product packed in cartons - in the case of the former 
it is likely that the proportion of shipping costs to final selling 
price is 8 per cent and in the case of the latter only 5.5-6 per . 
cent. 	Pre-war tho industry needed complete reorganisation .and 
modernisation both in respect of production and marketing methods 
for there was a latenk. demand in Australia to be exploited. 	It is 
not proposed to trace through wartime developments hero as the • 
_ 
./ 
.40-68 
12-35 (Sydney); 2°-62(Brisbane) -- 
/ 5.5-6 
•.. . 
greatly increased output has boon called forth under defence 
contracts and can have little bearing on the post war market. 
Modern plant and equipment, rigid grading, both as regards quality 
and colour and more cooperative advertising on the Australian market 
are.necossary if the industry is to expand. 
437. Tho changing nature of the form in which apples arc being 
demanded is reflected in the expansion of activity in the canning sec-
tion of the industry. 	Solid pack apple is now being used in in-' 
creasing quantities by bakers, pastrycooks and restaurants partic-
ularly in Victoria. (42). 	The percentage of final selling price 
absorbed - by (interstate) shipping costs is approximately 6.5. 
It is likely that when the post war overseas market is stabilised 
most of the law priced varieties will be exported in solid pack 
form thus lowering iho freight burden which is as high as 68 per. 
cent of . aelling price. (43) 	It will be first necessary, however,. 
to lawor production costs in order that prices comparable with 
Canadian and American producers may be quotod. 
438. Finally, we may summarise briofly the results of our invest-
igations into the relation of shipping costs to the exportation 
of Tasmanian primary products, viz:- 
TABLE =III. 
.Porcentae Relation of Shipping 
- Costs to Final Selling Price. 
Paras. 
386 400 
- 401 - 404 
- 405 	 421 . 
422 
435. 
19.65 (Average 1935-36— . 1938-39) 
6.5 
Product 
Meat 
Dairy Produce 
Potatoes 
Apples - Fresh 
Overseas 
It 
Apples - Dried 
Apples - Canned 
Strictly speaking, of course, dried and canned apples are manu-
factured products but they have boon included in this section 
in order to emphasise the lower freight burden as compared with ' 
apple's in fresh form. ' 
439. Referenco%..kias already been made in Chapter V. to the general 
. cargo rates ruling on the Australian coast. " So far as overseas 
rates are concerned somev,ftt different principles apply in rate 
making, viz:- 
(42) Sales in this State are high (75% of output) because of 
 consumer awareness and the absence of intense competition from 
tropical fruits .(of Sydney). 
(43) Vide para. 42 
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(a) Different rates are applied to different classes of cargo 
according to their ability to contribute to the fixed . 
charges of ship operation. 	Some rates, e.g. on wheat 
and coal cover littlo more than-the prime costs of transport, 
while others, 0.g. on apples, butter, cover total costs 
with something to spare. 	If it vrere not possible to charge 
differentio.1 rates a very great deal of the low grade freight 
.would not be moved at all because of its inability to boar • 
its total cost of tranport. , and it is possible that rates 
for high' grade freight would be oven higher than under this 
" preferential" system (or the service less efficient). 
• (b) What the traffic -All bear depond.s on a number of consid-
erations but mainly on tho "spread" between f.o.b. costs and 
c.i.f. values, and on the nature of the commodity and the . 
• conditions of its production, which determine whether 'con-
traction or expansion of output can bo achieved easily, and 
whether the demand for carriage is, in consequence, elastic, 
or otherwise. 	In the case of .meat and apples for example, 
those factors -are- all favourable to relatively high shipping 
costs to overseas markets. 	There is, on the dverage, a wide 
spread between f.o.b. costs and o.i.f..to values. 	At 
the same time the demand for carriage is inelastio because 
production conditions arc unfavourable to a rapid adjustment 
of output to price changes, and there is virtually no altern-
ative) to shipment overseas and/or interstate. 
. 440. in Chapter VIII we shall be concerned with, the relation of 
•shipy,ing costs to the decentralisation of industry in Australia with 
particular reference to the future of industrial development in Tas-
mania (44). The Commorrwealth and State Governments are now comm.- 
• it -bed (45) to a policy of decentralisation of secondary industry, 
and the Commonwealth, as part of its post war shipping programmes, 
. plans to control the freight and charter rates, fares, routes of 
	
callings of all vessels plying; interstate trades. 	Subjectto 
.certain conditions those -trades will be subsidised which serve 
'industries Iodated in docentra.lised locations. 	. 
• (44) Compare the terms "industrial development" and "decontralisation 
- of industry'', the latter being applicable only to the States of New • 
•South Wales and Victoria where the movement is from the crowded - 
metropolises to the country.. In the case of Western Australia, 
South Australia and Tasmania the problem is to develop new industries. 
But a fiuller discussion will be reserved until the following Chapter.. 
.- 
( 45 ) Vide resolution adopted at the Premiers' Conference, August, 1945. 
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The University of Tasmania. 
DEPARTT ENT OF EC(N - Y.ICS AND C7ERCE. 
RESEARCH PIUJECT. 	 1 9 4 5 
An Examination of Shipping Costs and their Effeots 
upon Tasmanian Exporting Industrios. 
QUESTICNHAIRE (GUIDE (My) 
10 Products manufaoturod and the relation of oaoh to total output? 
(If you do not wish to revoal actual production figures, would 
you please _quote the percontago which each product bears to your 
total output. 	If your production is subject to wide annual 
variations and/Or was affoctod by war time controls, please 
quote also figures for a normal pro-war yoar, e.g. 1938 or 1939). ' 
- 2. The sources of raw materials for the manufacture of your product 
or products? 
3. In what markots are your products pold, and the 
proportion) which each absorbs? 
4. That aro tho main items which go to mako up the 
costs" so far as your industry is concerned. 
quantity (or 
term "shipping 
5. 7ihich'items (if any) do you consider to be unreasonable and dis- 
. proportionate with the service ronderod, and why? 	(e.g. Are the 
costs for loading and unloading vessels at tho vharvos out of all 
proportion to the work done?) 
Yalioh products do youquote "free on board" (F.O.B.) and which do 
you quote . "costs, insurance, freight" and why? Do you 
quote any of your products "F.O.B. factory, freight allowed" (or 
allowed and prepa3d)? 
• 7hich of the above items (question 4) are covered .by. the charge 
made by tho shipping companies? 	(That is, doos their charge cover 
cost of sea oarxiage only, or such items . as loading and unloading 
- export and import wharfages - insurance etc,) 
8. Freight rates quoted by the shipping companies for the transport of 
your products? 
How do you contract with the shipping companies? (By special .• 
agreement for a stated period, guarantceing a certain minimum amount 
of cargo; or do you simply book space for each particular voyage 
and pay the ruling rate?) 
4 
10.(a) That proportion do shipping costs boar to the price which you 
pay for imported raw materials? (Normal your) 
10.(b) By how much per Unit dotho shipping costs which are involved 
in the importation of raw materiale increase total production. 
costa? 
9. 
„ 
(ii) 
!il That arc the effocts of freight rates on the importation of 
plant and oquipmont? Do they greatly increase overhead Costs? 
, 12. . With regard to the marketing of your finished produot on main- 
" land or overseas market's, what proportion of the final prioo 
obtainod is absorbed by "shipping costs" as dofinod'in question 
4 above? (If you sell your products f.o.b0 could you ostimate 
. figures for tho above tablo by assuming you soil c.i.f. 	. 
.. 13. 	are your main rivals on mainland.and/orcworseas markets? • 
(a) with regard to your rivals' costs of production, arc thoy 
effected by transport costs (rail, or sea?) in'obtaining 
supplies of raw materials? Could you roughly compare- your 
• rolativd positions with respect to costs of produotion? 
(lb) If shipping costs D"' increase the price at which your product 
or products have to be offered in order to realise a satis-
faotory . roturn, how is your competitive position on mainland 	. 
or overseas markets affected? 	(r,•alternativoly, if you 
• have to accept tho home producers' price, is the peroontago• 
of prioo which goes to normal profits largely absorbed by 
• shipping costs?). 
(o) Could you compare the returns from a unit of your product 
• (or products) sold on the various markets. 
If one "oversoas"markot (o.g. Victoria) absorbs the bulk of your 
total output, could you state why?, (e.g. Is it because it is - 
noarest to Tasmania; is there loss Competition from the home . 
producer in other States (compare effects of rail freights) or 
overseas producers; are the soa froihts the most favourable 
on that voyago; is it because no transhipment is necessary; are 
your production costs lower than rival producers' otcy) 
15. If shipping freights wore lowered by shiipping companies (with 
the help-, say, of a Governmental subsidy) would mainland or over-
seas producers be able to export to Tasmania and compete with your 
•product on the home market? 
16. To place you in a "satisfactory II trading position on mainland • .-1"4 
and/Or overseas markets, by how much would present and/Or preal' . 
• • war freight rates need to ho lowered?  
v•-•, 
'17. - If they 'ZRE lowerod, would it be possible to sell your product 
not only—TR—greater quantities on present markets, but also to 
extend to other countries? 
18. If freight rates do represent a high proportion of total costs 
of,produotion, and if you do export most of your, output to the 
main centres óf population•on the mainland, Why did you locate 
in Tasmania. 
19. .hat are the possibilitios of making a contract with the shipping 
companies at lower rates ., if you could guarantoo them an inoreasod • 
and steady quantity of cargo? 	Economies of large scale 
. transport). 
2r.'. Tasmania's export trade over the. war period was affected not, only 
• by rising freights but - also by direct Governmental control of '- 
• shipping space. How has this control affected your industry in_so fat 
• as your competitive position on overseas markets is ponoornod? 
21. With a view to post-war output ,:. ,olioy,what steps would you suggest 
should be taken to offsot the disadvantages accruing to Tasmanian 
• • industry through the island's insularity? (e.g. the provision of • "special purpose" rather than "general cargo" ships might lower costs 
. for those commodities oxported in latto quantities). 
- 
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•, 
